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D  I 


REPORT 


OF  THE 


INTERSTATE   COMMERCE   COMMISSION. 


Office  of  the  Interstate  Commerce  Commission, 

Washington,  D.  C,  Novemher  30,  1889. 
To  the  Senate  mid  Rouse  of  Representatives  : 

The  Interstate  Commerce  Commission  has  the  honor  to  submit  its 
third  annual  report,  as  follows: 

ORaANIZATION  OF  FORCE  AND  DISTRIBUTION   OF  WORK. 

Under  the  original  act  to  regulate  commerce  the  Commission  was 
required  to  report  to  the  Secretary  of  the  Interior  and  the  report  was 
transmitted  by  him  to  Congress.  By  the  amendments  to  the  act  ap- 
proved March  2,  1889,  the  Commission  was  required  to  report  directly 
to  Congress. 

In  submitting  its  first  annual  report  under  this  amendment,  the  Com- 
mission deems  it  appropriate  to  set  forth  the  organization  of  its  force 
for  the  systematic  and  efficient  performance  of  its  duties,  and  the  char- 
acter and  distribution  of  the  work. 

The  Commissioners  themselves  exercise  a  general  control  and  direc- 
tion over  all  the  business  of  the  Commission.  They  personally  examine 
all  complaints  received,  hear  the  trial  of  all  controversies,  conduct 
investigations,  prepare  all  reports  made,  decisions  rendered,  and  orders 
and  circulars  issued,  allow  subpoenas  duces  tecum,  carry  on  the  corre- 
spondence relating  to  the  action  and  duties  of  carriers  and  the  rights  of 
shippers,  and  various  other  things. 

The  Secretary  acts  as  the  executive  officer  and  is  also  the  disbursing 
agent  of  the  Commission,  and  is  under  bonds  for  $20,000.  His  duties 
are  varied,  and  relate  to  the  Commission's  records,  mails,  correspond- 
ence, service  of  papers,  publications,  distribution  of  documents,  sup- 
plies of  all  kinds,  payment  of  employes,  disbursement  of  all  moneys,  and 
whatever  else  may  be  found  necessary. 

Apart  from  the  Commissioners  and  Secretary,  the  force  is  divided 
into  three  sections  or  divisions. 
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One  of  these  has  diversified  duties  and  is  practically  the  operating 
division.  This  division  consists  of  one  senior  clerk,  four  stenographers, 
eight  general  clerks,  two  junior  clerks,  and  one  messenger — seventeen 
in  all.  There  are  also  six  temporary  employes  in  this  division,  namely, 
one  clerk,  two  stenographers,  and  three  type- writers. 

The  duties  of  this  division  embrace  the  fi.ling  and  service  of  all 
papers  in  cases  and  proceedings  before  the  Commission ;  keeping  the 
docket  of  such  cases  and  the  minutes  of  the  Commission ;  entering  and 
serving  orders;  filing  and  indexing  correspondence;  printing  and  mail- 
ing circulars  and  reports  ;  copying  and  forwarding  testimony  in  cases 
and  investigations;  the  purchase  of  stationery  and  all  other  supplies 
for  the  Commission;  keeping  the  accounts  of  disbursements,  and  vari- 
ous other  duties  that  may  become  necessary.  The  stenographers  and 
type- writers  in  this  division  are  also  used  by  the  Commissioners  in  the 
performance  of  their  official  duties,  and  usually  take  the  testimony  at 
public  hearings. 

Since  December  1,  1888,  95  cases  and  investigations  have  been  com- 
menced before  the  Commission  in  which  567  railroad  companies  have 
filed  answers  or  have  otherwise"  appeared.  In  the  cases  brought  before 
the  Commission  during  the  year,  447  railroad  companies  have  been 
notified  of  their  pendency  and  granted  leave  to  intervene.  A  large 
number  of  copies  of  complaints,  testimony,  and  exhibits  filed  in  cases 
before  the  Commission  has  been  prepared  in  this  division  and  furnished 
without  charge  to  parties  in  accordance  with  the  rules  of  practice. 
The  number  of  folios  thus  copied  and  furnished  exceeds  50,000. 

The  number  of  letters  received  in  this  division  during  the  year,  relat- 
ing to  ofiScial  business,  was  7,862.  The  letters  sent  by  the  Commission- 
ers and  by  the  Secretary  during  the  year  amount  to  9,525. 

Another  division  is  the  rates  and  transportation  division.  The  head 
of  this  division  is  termed  the  auditor.  In  addition  to  the  head,  the 
force  consists  of  one  assistant  auditor,  one  senior  clerk,  one  stenog- 
rapher, twenty-one  general  clerks,  two  junior  clerks,  and  one  messen- 
ger twenty-eight  in  all. 

This  division  has  special  charge  of  all  railroad  tariffs,  classifications, 
contracts;  the  examination,  comparison,  notation  of  changes  and  files  of 
these  documents,  and  the  correspondence  relating  to  matters  pertain- 
ing to  this  division. 

The  number  of  tariffs  received  for  filing  by  this  division  since  Decem- 
ber 1,  1888,  is,  in  round  numbers  180,000;  number  of  separate  letters 
and  packages  received  containing  tariffs  and  other  papers,  45,000. 
Number  of  acknowledgments  of  receipts  of  tariffs,  50,000.  Number  of 
letters  written  and  forwarded  from  this  division,  2,500. 

The  other  division  is  the  statistical  division.  The  head  of  this  division 
is  called  the  statistician.  The  other  force  consists  of  one  assistant 
statistician,  two  senior  clerks,  one  of  whom  acts  as  chief  clerk,  one 
stenographer,  ten  general  clerks,  and  one  messenger ;  sixteen  in  all. 
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This  division  lias  special  charge  of  the  annual  reports  made  by  the 
railroad  companies  to  the  Commission  pursuant  to  the  twentieth  section 
of  the  act  to  regulate  commerce.  This  involves  the  examination  of 
every  report  made ;  the  correction  of  errors  found  therein,  the  compila- 
tion of  the  returns  embraced  in  the  reports,  and  the  necessary  tabula- 
tions of  railway  statistics  for  the  report  on  that  subject,  together  with 
the  deduction  of  results  therefrom,  and  the  api)ropriate  comment  upon 
the  data  published.  In  addition  to  these  duties,  the  investigation  of 
the  special  questions  in  railway  statistics  is  taken  up  from  time  to  time. 

The  compilation  of  the  returns  of  the  railroads  for  the  year  ending 
June  30, 1889,  is  now  in  progress  and  the  statistical  report  will  be  sub- 
mitted at  as  early  a  date  as  possible. 

The  preparation  and  distribution  of  the  blank  form  of  annual  report 
for  carriers,  with  accompanying  pamphlets,  is  also  part  of  the  work  of 
this  division.  The  form  for  reports  for  the  current  year  was  sent  to 
more  than  1,500  railroads  in  the  United  States.  Eighteen  different 
editions  of  this  form  for  as  many  different  States  were  furnished,  on 
request,  to  state  railway  commissioners,  with  reference  to  the  important 
object  of  bringing  about  greater  uniformity  in  State  and  United  States 
returns  of  the  railway  statistics  of  the  country. 

The  correspondence  of  this  division  during  the  last  year  numbered 
about  five  thousand  letters  received  and  about  the  same  number  of 
letters  and  circulars  sent  out. 

The  names  and  compensation  of  all  employes  are  given  in  Appendix  1. 

INVESTIGATIONS  AND  PROCEEDINGS  BY  THE  COMMISSION. 

The  general  sessions  of  the  Commission  for  the  hearing  of  complaints, 
and  for  investigations  of  a  general  character  relating  to  the  business  of 
common  carriers  and  the  manner  and  method  in  which  the  same  is  con- 
ducted, are  usually  held,  pursuant  to  the  act,  at  the  city  of  Washing- 
ton. This  has  been  found  more  conducive  to  the  dispatch  of  business 
and  to  the  convenience  of  attendance  from  different  parts  of  the 
country. 

In  addition  to  the  sessions  at  Washington,  sessions  are  also  held  and 
investigations  made  at  various  places  in  different  parts  of  the  country, 
whenever  the  subject  of  investigation  is  local,  or  the  convenience  of 
parties  and  witnesses  will  be  subserved,  or  the  Commission  be  likely  to 
be  better  informed  as  to  the  peculiar  facts  of  the  case.  In  selecting 
points  for  investigations  of  this  character  the  Commission  is  governed 
largely  by  the  convenience  of  parties  and  witnesses,  but,  as  is  often  the 
case,  witnesses  and  parties  on  one  side  or  the  other  are  required  to 
travel  considerable  distances,  as  it  is  rarely  possible  to  locate  hearings 
so  that  both  sides  to  a  controversy  will  be  equally  accommodated. 

The  number  of  formal  hearings  and  investigations  assigned  at  Wash- 
ington since  the  last  annual  report  is  seventy-three.    The  greater  part 
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of  these  have  been  actually  beard,  more  or  less  testimony  taken  therein, 
often  extendiug  through  several  days,  and  decided  or  otherwise  disposed 
of;  some  are  still  held  under  consideration,  and  some  have  been  con- 
tinued. 

Duriug  the  same  time  comi)laints  have  been  set  for  hearing,  and  in- 
vestigations carried  on,  either  by  the  Commission  as  a  whole  or  by  some 
ot*  its  members,  at  the  following  times  and  places :  December,  1888,  at 
Chicago,  111.,  Toledo  and  Cincinnati,  Ohio;  January,  1889,  at  New  York, 
N.  Y.,  and  Toledo,  Ohio;  February,  at  Philadelphia,  Pa.,  New  York, 
N.  Y.,  Chicago,  111.,  St.  Paul,  Minn.,  Baltimore,  Md.,  and  again  at 
Chicago,  111.;  March,  at  Chicago,  111.,  and  New  York.  N.  Y. ;  May,  at 
New  York,  N.  Y.,  Titusville,  Pa.,  Toledo,  Ohio,  Chicago,  111.,  Jefferson 
City  and  Kansas  City,  Mo. ;  June,  at  Newport  News,  Norfolk,  and  Rich- 
mond, Ya. ;  September,  at  New  York,  N.  Y.,  Indianapolis,  Ind.,  St. 
Louis  and  Kansas  City,  Mo.,  and  Chicago,  111. 

Besides  these,  an  extended  tour  of  investigation  was  made  by  the 
chairman  to  the  Pacific  coast  in  July  and  August,  going  west  over  the 
line  of  the  Northern  Pacific  road  and  returning  over  the  line  of  the 
Central  Pacific  and  Union  Pacific,  and  stopping  over  to  make  inves- 
tigations into  matters  of  interest  relating  to  transportation  and  the 
operations  of  the  act  at  the  following  places:  Chicago,  111.^  St.  Paul 
and  Minneapolis,  Minn.;  Bismarck,  Dak.;  Helena,  Butte  City,  Ana- 
conda, and  Garrison,  Mont. ;  Spokane  Falls,  Tacoma,  and  Seattle,  Wash.; 
Portland,  Oregon;  San  Francisco  and  San  Jose,  Cal.;  Ogden  and  Salt 
Lake  City,  Utah,  and  Denver,  Colo. 

The  number  of  cases  assigned  for  formal  hearing  by  the  Commission 
since  the  1st  of  December,  1888,  at  other  places  than  the  city  of  Wash- 
ington, is  thirty  eight,  besides  a  large  number  of  less  formal  investiga- 
tions. 

The  formal  hearings  and  investigations  constitute  only  a  portion,  and 
by  no  means  the  greater  portion,  of  the  administrative  work  of  the  Com- 
mission. Informal  hearings,  conferences,  correspondence  with  shippers 
and  with  carriers  relating  to  numerous  transportation  questions  con- 
stantly arising,  and  the  adjustment  of  such  questions  without  formal  com- 
I)laint,  necessarily  require  considerable  time  and  careful  attention.  More 
differences  between  shippers  and  carriers,  many  of  which  arise  from 
mistake  or  misunderstanding,  are  disposed  of  or  satisfactorily  arranged 
through  the  intervention  of  the  Commission  than  by  formal  complaint. 
The  questions  usually  presented  by  formal  complaint  are  mostly  such 
as  involve  interpretations  of  the  law,  or  relate  to  classification,  to  rates 
supposed  to  discriminate  in  respect  to  kinds  of  traffic  or  in  respect  to 
localities,  and  to  facilities  for  carrying,  interchanging,  or  forwarding 
traffic,  and  require  on  the  part  of  the  Commission  a  written  report,  with 
findings  of  fact  and  conclusions  of  law.  Cases  involving  only  charges 
of  individual  discrimination  or  injury  resulting  from  some  supposed 
contravention  of  the  act  can  in  most  instances  be  arranged  satisfactorily 
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to  the  parties,  and  oiton  mo  so  arraiififed,  through  the  action  of  tlio 
Commission  without  formal  comphiint  or  hearing. 

INVESTIGATION  OF  SOUTHERN  CARRIERS. 

One  of  the  first  and  most  important  investigations  since  the  last 
report  related  to  the  management  of  the  business  of  the  common  car- 
riers operating  in  the  territory  south  of  the  Ohio  and  James  Rivers, 
and  to  the  manner  and  method  in  which  their  business  was  conducted, 
with  reference  to  the  provisions  of  the  act  to  regulate  commerce.  The 
Commission,  having  reason  to  believe,  from  examinations  of  the  tariffs 
on  file  and  from  other  sources,  that  the  requirements  of  the  act  were 
not  in  all  respects  complied  with,  and  that  there  were  irregularities  of 
various  kinds  that  should  be  corrected,  summoned  the  ofiicials  of  the 
various  railroads  associated  for  certain  purposes  under  the  name  of  the 
Southern  Railway  and  Steamship  Association,  and  others  operating  in 
the  territory  before  mentioned,  being  twenty-eight  in  all,  to  attend  at  an 
investigation  appointed  for  the  purpose.  The  investigation  was  held 
at  Washington  on  the  18th,  19th,  and  20th  days  of  December,  1888,  and 
representatives  of  the  various  railroads  summoned  were  present.  A 
large  amount  of  testimony  was  taken,  and  the  investigation  covered  the 
whole  field  of  classifications  and  tariffs,  the  methods  of  making  and 
publishing  rates,  and  the  influences,  whether  water  competition  or 
otherwise,  that  were  supposed  to  affect  .rates. 

An  elaborate  report  of  the  investigation  was  made,  setting  forth  the 
conditions  found  to  exist,  and  the  corrections  that  were  deemed  neces- 
sary.   The  general  results  were  as  follows: 

The  greater  charge  for  the  transportation  of  a  like  kind  of  property 
tor  a  shorter  than  for  a  longer  distance  over  the  same  line  in  the  same 
direction  was  found  to  be  made  at  many  points  where  it  was  deemed  to 
be  unjustifiable;  the  disparity  between  the  charges  made  at  different 
points  on  the  same  line  was  in  some  instances  apparentlj^  much  too 
great;  the  form  of  the  tariffs  as  prepared  in  many  cases  did  not  meet 
the  requirements  of  the  law,  and  in  other  cases  the  tariffs  did  not 
show  the  rates  actually  charged  to  shippers;  combination  rates  were 
made  which  were  different  from  the  rates  specified  in  the  tariffs  as 
published  and  filed;  the  classifications  in  use  were  conflicting  and 
involved,  containing  many  exceptions  and  variations;  different  classi- 
fications w^ere  at  times  used  upon  the  road  of  the  same  carrier  for 
the  shipment  of  the  same  commodity  to  neighboring  points;  at  times 
two  or  more  classifications  were  employed  upon  the  same  shipment, 
fixing  a  so-called  combination  rate  upon  the  line  of  a  single  carrier,  or 
of  two  or  more  connecting-  carriers,  as  is  also  done  in  some  other  por- 
tions of  the  country. 

In  these  and  some  other  respects  the  methods  employed  were  not,  in 
the  judgment  of  the  Commission,  in  conformity  with  the  requirements 
of  the  act  to  regulate  commerce,  and  the  Commission  therefore  ordered 
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that  the  several  carriers  comply  with  the  act  in  the  particulars  pointed 
out,  without  unnecessary  delay,  and  make  report  to  the  Commission  of 
their  action  in  the  premises.  The  reports  made  by  the  carriers  pursuant 
to  this  order,  and  the  tarifls  filed,  show  that  material  changes  and 
improvements  have  been  made  in  compliance  with  the  order. 

CIRCULARS. 

On  the  2d  of  March,  1889,  the  amendments  made  by  Congress  to  the 
act  to  regulate  commerce  took  effect.  By  these  amendments  material 
changes  were  made  in  the  statute  in  respect  to  the  filing  and  publica- 
tion of  tariffs,  and  in  several  other  particulars.  The  Commission  at 
once  caused  the  act  as  amended  to  be  printed  and  distributed  to  the 
common  carriers  of  the  country,  and  generally  for  public  information. 

On  the  12th  ot  March  the  Commission  issued  and  distributed  a  circu- 
lar to  all  the  carriers  subject  to  the  act  in  respect  to  the  printing,  post- 
ing, and  publication  of  schedules  of  rates,  a  copy  of  which  is  set  forth 
in  Appendix  2. 

On  the  23d  of  March  a  further  circular  was  in  like  manner  issued 
and  circulated  in  respect  to  advances  and  reductions  in  joint  rates,  and 
the  publication  of  joint  tariffs,  calling  attention  to  the  provisions  of  the 
act  as  amended.    This  circular  is  given  in  Appendix  3. 

CONFERENCE   WITH   STATE  RAILROAD   COMMISSIONERS. 

On  the  5th,  6th,  and  7th  of  March  a  general  conference  with  the  rail- 
road commissioners  of  the  States  was  held  at  Washington,  pursuant  to 
an  invitation  for  the  purpose  issued  by  this  Commission  on  the  31st  of 
January,  1889. 

The  proceedings  of  this  conference  are  elsewhere  described  in  this 
report. 

CONFERENCE  WITH   TRUNK  LINE  CARRIERS. 

On  the  16th  day  of  March,  1889,  a  conference  was  held  at  Washing- 
ton, pursuant  to  a  notification  issued  by  the  Commission,  with  represent- 
atives of  the  common  carriers  comprising  what  is  known  as  the  Trunk 
Line  Association.  The  purposes  of  this  conference,  and  what  appeared, 
are  elsewhere  stated  in  this  report. 

PASSENGER   RATES. 

On  the  21st  of  March,  1889,  upon  the  request  of  the  officials  of  the 
passenger  department  of  the  Central  Traffic  Association,  a  conference 
was  held  at  Washington  on  the  subject  of  passenger  rates,  which  was 
attended  by  a  large  number  of  general  passenger  agents  from  different 
sections  of  the  country,  and  by  officers  of  several  traffic  associations. 
The  subjects  of  the  conference  covered  passenger  rate-sheets ;  the  form 
in  which  they  might  be  prepared  and  be  most  convenient  for  public  in- 
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^foimation ;  the  manner  in  which  through  rates  over  different  lines  might 
be  made,  and  the  posting  of  such  rates;  the  making  of  various  special 
rates,  such  as  round-trip  tourist  rates,  so-called  party  rates,  car-load 
passenger  rates,  and  others. 
A  report  of  the  conference  was  made  and  published  by  the  Commis- 
sion, and  the  views  of  the  Commission  ui)on  some  of  the  subjects  con- 
sidered and  discussed  were  set  forth. 

CONFERENCE  WITH  SOUTHERN  CARRIERS. 

Pursuant  to  a  request  by  representatives  of  some  of  the  southern  rail- 
road lines  who  had  attended  the  conference  with  representatives  of  the 
Trunk  Line  Association,  a  conference  was  held  at  Washington  on  the 
2d  of  April,  1889,  with  representatives  of  most  of  the  southern  and 
southwestern  common  carriers,  forty  in  all,  and  a  large  amount  of  testi- 
mony was  taken.  Another  portion  of  this  report  refers  more  fully  to 
what  was  elicited  on  this  investigation. 

AMENDED  RULES  AND  FORMS. 

By  the  seventeenth  section  of  the  statute,  it  is  provided  that  the  Com- 
mission may,  from  time  to  time,  make  or  amend  such  general  rules  or 
orders  as  may  be  requisite  for  the  order  and  regulation  of  the  proceed- 
ings before  it,  including  forms  of  notices  and  the  service  thereof,  which 
shall  conform,  as  nearly  as  may  be,  to  those  in  use  in  the  courts  of  the 
United  States.  Under  this  authority,  the  Commission,  on  the  8th  of 
June,  adopted  revised  and  amended  rules  of  practice  in  cases  and  pro- 
ceedings instituted  before  it  under  the  act,  and  prepared  a  set  of  forms 
for  the  use  of  parties  to  such  proceedings;  these  were  printed  and  dis- 
tributed generally  throughout  the  country.  These  rules  and  forms  are 
given  in  the  Appendix. 

FREE  PASSES  AND  FREE  TRANSPORTATION. 

On  the  3d  of  May  the  Commission  entered  upon  an  investigation 
concerning  free  passes  and  free  passenger  transportation.  Information 
received  from  time  to  time  had  given  reason  to  believe  that  passes  for 
interstate  transportation,  or  having  some  relation  to  interstate  business, 
were  issued  to  some  extent  at  least  by  some  if  not  most  of  the  railroad 
companies.  The  intention  of  the  Commission  was  to  make  the  investiga- 
tion general,  covering  all  the  interstate  lines  of  the  country,  but  pressure 
of  other  business  compelled  the  postponementof  muchof  the  investiga- 
tion to  a  later  period.  As  the  investigation  has  not  been  completed  only 
a  limited  report  upon  the  subject  can  be  made  at  the  present  time. 

The  companies  first  summoned  were  those  operating  in  the  Middle  and 
New  England  States,  twenty-seven  in  all.  They  were  called  upon,  by  order, 
to  answer  and  set  forth  the  persons  and  classes  of  persons  to  whom  they 
had  severally  issued  free  passes  or  free  transportation  other  than  their 
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own  officers  and  employes  and  the  officers  and  employes  of  other  rail- 
road companies  since  November  1,  1888,  and  the  conditions  and  limita- 
tions connected  therewith',  with  explanations  showing  huw  and  why 
these  acts  were  done;  and  the  statements  to  be  properly  verified. 

Representatives  of  all  the  companies  snmmoned  appeared  at  the 
hearing-  in  Washington,  and  all  except  three  companies  produced  state- 
ments in  compliance  with  the  summons,  showing  the  numbt-r  of  passes 
issued,  the  persons  and  classes  of  persons  to  whom  issued,  and  the  rea- 
sons for  their  issue.  The  three  companies  that  furnished  no  statements 
of  the  character  called  for  answered  that  they  issued  passes  to  be  used 
only  within  their  respective  States,  and  that  for  such  transportation 
they  were  not  subject  to  the  act  to  regulate  commerce,  and  therefore 
declined  to  show  to  what  persons,  or  for  what  reasons,  the  passes  were 
issued.  Whether  or  not  companies  taking  this  ground  can  be  com- 
pelled to  disclose  the  particular  persons  to  whom  free  transportation 
was  given,  in  order  that  it  may  appear  whether  the  passes  were  in- 
tended or  used  for  interstate  journeys,  or  are  in  any  respect  a  device  to 
favor  interstate  shippers,  has  not  yet  been  determined. 

The  statements  filed  by  the  companies  that  produced  lists  show  that 
passes  have  been  issued  to  divers  classes  of  persons,  and  for  a  variety 
of  reasons,  but  mainly  for  use  within  a  State,  and  claimed  for  that  rea- 
son not  to  be  in  violation  of  the  act  to  regulate  commerce.  It  also  ap- 
pears that  to  a  limited  extent  passes  for  interstate  journeys  have  been 
issued  by  many  of  the  companies. 

The  persons  who  have  had  free  transportation  as  shown  by  these 
returns  are  embraced  in  the  following  classes :  Eailroad  directors ; 
drovers  J  express  men;  telegraph  men ;  n«;».ws  company  agents;  officers  of 
palace-car  companies;  managers  of  excursions  and  shows;  persons  in- 
jured on  railroads,  transported  to  their  homes;  attorneys;  surgeons; 
persons  on  company's  business;  in  consideration  of  contracts  for  pur- 
chase of  land,  water  rights,  and  rights  of  way;  for  services  rendered  ; 
witnesses  for  companies;  in  consideration  of  advertising;  hotel  and 
boarding-house  proprietors;  newspaper  men;  shippers;  complimentary; 
special  car  accommodations;  to  persons  on  request  of  others,  no  reason 
given;  for  charitable  purposes;  benevolent  associations;  ex-employes, 
and  families  of  deceased  employes;  members  of  legislative  bodies; 
State  railroad  commissioners;  United  States,  State,  and  municipal 
officers;  employes  of  the  railway  mail  service;  officials  of  steam-ship 
a»)d  steamboat  lines. 

Under  some  of  these  classes  the  transportation  has  been  very  limited. 
Under  others  the  numbers  carried  have  been  more  numerous,  but  that 
a  great  diminution  of  free  transportation  has  taken  place  since  the 
act,  especially  in  interstate  transportation,  is  very  evident. 

Some  of  the  classes  carried  free  there  would  seem  to  be  no  reason  to 
question  the  propriety  of,-  such  as  persons  injured  in  railroad  accidents, 
surgeons  attending  such  persons,  and  witnesses  for  companies  in  judi- 
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cial  proceedings  and  investigatious.  Where  contracts  have  been 
entered  into  prior  to  the  act  for  free  carria^^e  of  specified  persons,  in 
consideration  of  conveyance  of  rights  of  way  or  other  i)r()perty  rights 
to  companies,  courts  have  hekl  in  some  instances  that  they  were  enforce- 
able, and  rested  upon  hiwful  considerations.  Employes  of  express  com- 
panies and  telegraph  companies  operating  upon  a  line  of  railroad  under 
agreements  with  the  railroad  company,  and  employes  of  the  railway 
mail  service,  are  clearly  distinguishable  from  ordinary  travelers. 

With  respect  to  nearly  all  the  other  classes  to  whom  free  transporta- 
tion has  been  given,  it  would  seem  clear  that  no  justification  can  be 
found  for  their  carriage  under  the  provisions  of  the  act. 

According  to  the  returns  made,  the  largest  number  of  interstate 
passes  issued  of  any  class  was  designated  *'  complimentary."  Next  in 
numbers  were  passes  to  steam-ship  lines  and  transfer  companies,  United 
States,  State,  and  municipal  officers,  palace  car  companies,  newspapers, 
and  for  advertising.  The  several  other  classes  were  small  in  propor- 
tion. 

Of  State  passes  the  largest  numbers  were  issued  to  members  of  legis- 
latures, and  drovers,  with  "complimentaries  "  next,  and  United  States, 
State,  and  municipal  officers,  newspapers,  and  shippers,  next  in  num- 
bers 5  the  others  being  comparatively  few. 

The  statute  undoubtedly  was  framed  to  prohibit  passes  or  free  trans- 
portation of  persons,  as  one  of  the  forms  of  unjust  discrimination,  favor- 
itism, and  misuse  of  corporate  powers  tha;t  had  grown  into  an  abuse  of 
large  proportions  and  become  demoralizing  in  its  influence  and  detri- 
mental to  railroads,  both  in  loss  of  revenue  and  in  provoking  public 
hostility.  One  of  the  minor  and  meaner  phases  of  this  abuse  is  the  dis- 
tinctive preference  shown  in  various  ways  by  employes,  both  in  service 
and  civility,  to  holders  of  passes,  as  if  discrimination  by  free  carriage 
includes  discrimination  in  treatment  of  passengers. 

It  was  well  known  that  persons  who  were  carried  free  were,  to  a 
large  extent,  precisely  the  persons  who  had  no  claim  whatever  to  such 
favors.  They  were  officials  and  others,  from  whom  free  passes  might 
be  expected  to  secure  reciprocal  favors,  and  men  of  wealth  and  promi- 
nence who  rode  at  the  expense  of  others  less  able  to  pay ;  or  the  passes 
were  given  to  influence  business.  In  nearly  all  cases  not  specially  ex- 
empted by  the  act,  the  motive  in  demanding  or  in  giving  them  was 
one  deserving  of  no  favor. 

The  law  aims  at  the  correction  of  the  abuses  of  free  transportation, 
and,  in  accomplishing  this  general  purpose,  some  forms  of  free  or  re- 
duced transportation  that  at  first  view  might  appear  plausible,  or  even 
unobjectionable  in  themselves,  have  to  fall  under  its  general  restric- 
tions. The  principle  of  equality,  under  like  conditions,  for  the  trav- 
eling public  had  been  grossly  violated  by  the  railroads.  Favored 
persons  or  classes  of  persons  had  been  furnished  free  transportation 
at  the  expense  of  the  general  public  by  higher  general  charges  to  re- 
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imburse  for  gratuitous  carriage.  The  discriminatioii  is  equally  unjust 
whether  the  free  transportation  be  complimentary  or  to  aid  some  i)er- 
son's  business,  or  for  some  supposed  indirect  advantage  to  the  carrier. 
The  correction  of  the  evil,  and  the  equality  of  right  to  which  all  are 
entitled,  required  the  restrictions  to  be  general  and  sweeping  to  furnish 
any  substantial  assurance  that  the  abuse  should  not  be  continued  or 
new  ones  devised  under  cover  of  any  discretion  left  to  the  carrier. 

For  reasons  deemed  adequate  by  the  legislative  body  certain  specified 
exceptions  are  made  in  the  statute  of  classes  of  persons  to  whom  re- 
duced rates  or  free  transportation  may  lawfully  be  given,  in  whose 
favor  discrimination  was  not  deemed  unjust.  The  act  provides  that  it 
shall  not  "  be  construed  to  prohibit  any  common  carrier  from  giving 
reduced  rates  to  ministers  of  religion,  or  to  municipal  governments  for 
the  transportation  of  indigent  persons,  or  to  inmates  of  the  national 
homes  or  State  homes  for  disabled  volunteer  soldiers,  and  of  soldiers' 
and  sailors'  orphan  homes,  including  those  about  to  enter  and  those  re- 
turning home  after  discharge,  under  arrangements  with  the  boards  of 
managers  of  said  homes."  It  further  provides  that  it  shall  not  "  be  con- 
strued to  prevent  railroads  from  giving  free  carriage  to  their  own  offi- 
cers and  employes,  or  to  prevent  the  principal  officers  of  any  railroad 
company  or  companies  from  exchanging  passes  or  tickets  with  other 
railroad  companies  for  their  officers  and  employes."  The  classes  of 
persons  that  may  have  reduced  rates  or  free  carriage  are  thus  carefully 
specified  in  the  statute,  and  their  enumeration  necessarily  excludes  all 
others.  Except  as  qualified  by  this  section,  the  issuance  and  sale  of 
passenger  tickets  must  be  in  accordance  with  the  general  principles  of 
the  act. 

The  investigation  developed  one  custom  of  railroads  that  seems  to  be 
general  and  to  rest  on  considerations  that  have  no  little  force.  This  is 
the  custom  of  giving  free  transportation  or  reduced  rates  to  families  of 
subordinate  employes.  It  is  obvious,  that  for  many  forcible  reasons,  the 
most  amicable  relations  should  exist  between  the  railroad  companies 
and  their  employes,  and  that  the  latter  should  feel  that  the  companies 
are  disposed  in  all  proper  ways  to  manifest  an  interest  in  their  general 
welfare.  The  compensation  of  these  employes  is  low,  the  service  exact- 
ing and  often  hazardous,  their  opportunities  to  give  attention  to  do- 
mestic affairs  are  very  limited,  and  as  a  rule  they  are  dependent  almost 
entirely  on  their  compensation  for  the  support  of  their  families.  It  is 
clearly  for  the  interest  of  these  employes  to  reside  at  points  on  their 
roads  conv^enient  to  their  business,  where  homesteads  can  be  acquired, 
and  cost  of  rents  and  living  expenses  are  moderate.  Such  locations  may 
often  be  some  distance  from  points  required  to  be  frequently  reached  by 
members  of  their  families,  such  as  schools  and  markets,  and  it  would 
seem  reasonable,  and  no  more  than  an  equitable  part  of  their  compen- 
sation, for  the  company  to  carry  the  wives  and  children  of  its  employes 
free,  or  at  low  rates,  for  fairly  necessary  purposes.  Provision,  it  would 
seem,  might  very  properly  be  made  to  permit  this  to  be  done. 
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.  As  the  investigation  of  tliis  subject  has  not  been  concluded,  any  fur- 
ther report  or  action  by  the  Commission  is  deferred  until  more  complete 
information  shall  have  been  elicited. 

PASSENGER  TICKETS  AT   REDUCED  RATES. 

Among  the  reduced-rate  tickets  which  were  in  use  before  the  law  to 
regulate  commerce  was  passed,  and  which  may  be  lawfully  issued  since 
its  passage,  are  mileage;  excursion,  and  commutation  tickets. 

After  investigation  of  alleged  abuses  in  the  issuance  and  sale  of  these 
tickets,  the  Commission  held,  March  27,  that  they  must  be  ottered  im- 
partially to  all  who  accept  the  conditions  on  which  they  are  issued,  that 
the  rates  at  which  they  are  issued  must  be  published,  and  that  a  prac- 
tice which  had  grown  up  of  selling  tickets  for  ten  or  more  persons  at 
party  rates,  or  rates  considerably  below  the  rates  for  single  passengers, 
was  illegal. 

The  mileage  ticket  is  one  form  of  a  reduced-rate  ticket  which  had  a 
well-understood  meaning  before  the  act.  Besides  mileage,  commutation, 
and  excursion  tickets,  there  were  various  other  forms  in  which  tickets 
were  sold  at  reduced  rates.  Special  and  reduced  rates  were  obtainable 
without  regard  to  the  form  of  the  ticket,  and  the  meaning  of  commuta- 
tion and  excursion  tickets  was  neither  exact  nor  well  defined. 

Commutation  tickets  are  commonly  understood  to  be  tickets  sold  for 
a  gross  sum  at  reduced  rates  for  a  number  of  rides  between  given 
points.  Ordinarily,  excursion  tickets  are  understood  to  be  round-trip 
tickets  sold  at  reduced  rates  issued  for  one  trip  and  on  special  occasions 
sometimes  for  health  or  recreation,  and  sometimes  for  army  or  in- 
dustrial reunions  and  assemblages  for  political,  religious,  or  benevo- 
lent purposes.  It  is  sometimes  urged  that  the  only  characteristic  feat- 
ure of  these  two  tickets  before  the  act  was  their  sale  at  reduced  rates, 
and  that,  substantially,  all  forms  of  reduced-rate  tickets  come  within 
the  description  of  commutation  or  excursion  tickets,  and  may  be  law- 
fully issued.  Various  practices  are  in  use  by  which  they  may  be  made 
available  for  a  journey  of  any  description,  and  frequently  for  ordinary 
travel,  and  are  good  alike  for  picnics  and  prize  fights. 

In  view  of  evil  practices  in  the  use  of  these  tickets  ascertained  on 
investigation,  the  Commission,  in  January,  felt  constrained  to  recom- 
mend that  the  act  to  regulate  commerce  be  so  amended  as  '•'•  to  define 
what  shall  be  considered  excursion  and  commutation  tickets,  and  to 
so  restrict  their  issue  in  interstate  commerce  as  to  prevent  the  abuses 
now  so  common." 

COMMISSIONS  ON  THE  SALE   OF  TICKETS. 

Another  investigation  was  held  at  Washington  on  the  7th  of  May,  in 
respect  to  commissions  on  the  sale  of  tickets,  to  which  twenty-seven 
companies  were  summoned  and  which  was  attended  by  representatives 
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from  the  different  companies.  The  subject  of  commissions  to  ticket 
agents  has  heretofore  been  reported  upon  by  the  Commission,  and  its 
bearings  and  the  evils  supposed  to  be  connected  with  it  discussed. 
The  object  of  the  investigation  was  to  ascertain  the  extent  of  the  prac- 
tice, the  conditions  under  which  it  is  carried  on,  and  the  carriers  that 
engage  in  it.  The  roads  summoned  were  principally  those  of  the  West 
and  Northwest  that  operate  in  the  territory  reached  from  Chicago, 
where  the  practice  was  supposed  most  generally  to  prevail. 

Nearly  all  the  roads  operating  south  and  west  and  southwest  of  Chi- 
cago, it  appeared  by  the  returns  made,  pay  commissions  upon  passenger 
tickets  to  ticket  agents  of  other  lines.  The  commissions  paid  to  agents 
of  connecting  lines  on  competitive  business  were  represented  to  be  those 
fixed  by  the  Western  States  Passenger  Association,  in  effect  from  Feb- 
ruary 1,  1889,  and  the  amounts  paid  ranged  from  25  cents  to  $1  a  ticket, 
depending  upon  the  cost  of  the  ticket  and  distance  traveled.  The  maxi- 
mum paid  in  any  case  was  represented  to  be  $1  for  certain  distances  and 
more  for  longer  distances.  Other  roads,  operating  eastward  from  Chi- 
cago, it  was  shown,  pay  no  commissions  to  agents  of  other  lines.  Some 
roads,  it  was  shown,  pay  some  of  their  own  agents  by  commissions  upon 
sales  of  tickets,  instead  of  salaries. 

Commissions,  however,  may  be,  and,  as  the  Commission  has  learned, 
sometimes  are  cumulative,  as,  for  example,  $1  from  New  England  points 
to  Chicago,  $1  from  Chicago  to  the  Missouri  River,  and$l  from  the  Mis- 
souri Kiver  to  Denver.  In  addition  to  these  sums  some  roads  may  pay 
10  per  cent,  commission  on  their  earnings  for  a  passage,  to  a  traveling 
passenger  agent  of,  say,  $1.20,  making  a  total  for  the  sale  of  a  single 
ticket  of  $4.20.  In  cases  of  commissions  of  only  $1  for  short  distances 
there  may  be  no  inducement  for  the  agent  to  divide  with  the  passenger, 
but  in  cases  of  cumulative  commissions  for  long  distances  the  tempta- 
tion to  divide  is  stronger,  and  the  probability  of  abuse  is  so  great  that 
the  impropriety  of  putting  the  opportunity  before  an  agent  is  manifest. 

Viewed  in  another  aspect,  the  amount  of  money  paid  annually  by  the 
larger  companies  is  vast  j  it  is  not  unusual  for  a  single  company  to  pay 
a  sum  approaching  $100,000,  or  even  more,  in  a  year,  and  the  aggregate 
undoubtedly  reaches  millions  of  dollars.  This  money  is  illegitimately 
spent ;  it  is  paid  in  excess  of  salaries  to  agents  for  the  purpose  of  divert- 
ing business  from  competitors,  and  when  competitors  all  do  it,  it  is  dif- 
ficult to  see  how  any  benefit  can  accrue  from  it  to  any  company.  The 
money  so  spent  of  right  belongs  to  the  stockholders,  or  should  be  re- 
mitted to  the  public  in  reduced  fares;  if  the  rates  are  not  in  fact  too 
high,  the  money  wasted  for  commissions  should  be  expended  for  im- 
proved service,  or  toward  the  safety  of  passengers  and  employes. 

This  practice  has  frequently  been  condemned  by  this  Commission  as 
one  of  very  doubtful  benefit  in  any  case,  and  of  positive  injury  in  others; 
as  one  that  affords  opportunities,  too  often  improved,  for  discrimina- 
tions and  fraud  in  the  sale  of  tickets,  and  as,  generally,  a  source  of  de- 
moralization. 
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CAR   MILEAGE. 

On  the  8th  of  May  an  investigation  was  held  at  Washington  in  re- 
spect to  car  mileage,  or  compensation  paid  by  railroads  for  the  use  of 
cars  belonging  to  other  railroad  companies  or  to  private  companies  or 
individuals.  Information  had  been  received  giving  reason  to  believe 
that  the  payment  of  car  mileage  for  cars  owned  b3^  private  shippers  had 
in  some  instances  been  made  use  of  as  a  cover  for  discrimination  in  rates, 
and  the  Commission  deemed  the  subject  of  enough  importance  for  an  in- 
vestigation. 

Twenty-six  railroad  companies  operating  in  the  territory  extending 
in  diflterent  directions  trom  Chicago,  and  engaged  in  the  business  in 
which  discriminations  by  allowance  of  car  mileage  were  supposed  to 
exist,  were  summoned  to  make  a  showing  of  the  allowances  paid  by  each 
of  them  for  car  mileage  for  the  different  classes  of  cars  furnished  by  ship- 
pers, car  companies,  and  individuals,  or  connecting  lines;  how  the 
business  was  conducted ;  and  what  sum  was,  iu  their  opinion,  a  fair  and 
just  allowance  for  the  difl'erent  classes  of  cars.  The  companies  appeared 
by  their  representatives,  and  produced  their  statements  and  testimony 
relating  to  the  subjects  of  inquiry.  The  facts  elicited  were  substantially 
as  follows: 

The  mileage  paid  for  different  classes  of  cars,  and  for  the  same  class 
of  cars,  is  not  uniform  by  different  companies,  nor  by  the  same  companies, 
except  for  ordinary  freight  cars  exchanged  between  companies  in  the 
course  of  transportation.  The  rates  allowed  for  car  mileage  were  shown 
to  be  as  follows;  For  ordinarj^  freight  cars,  a  uniform  rate  of  three- 
fourths  of  a  cent  a  mile;  for  Pullman  palace  cars,  3  cents  a  mile;  for 
Pullman  palace  tourist  sleep^s,  Icent  a  mile;  for  ordinary  passenger 
cars  exchanged  with  other  companies,  3  cents  a  mile;  for  baggage, 
mail,  and  express  cars  exchanged  with  other  companies,  1^  cents  a  mile 
by  some  roads  and  3 cents  a  mile  by  others;  for  refrigerator  cars  used 
for  carrying  dressed  beef,  1  cent  a  mile  in  some  cases  and  in  other  cases 
three-fourths  of  a  cent  a  mile;  for  furniture  cars,  oil-tank  cars,  palace 
live-stock  cars,  and  other  cars  owned  by  private  individuals  and  com- 
panies, three  fourths  of  a  cent  a  mile.  Some  companies  pay  mileage  on 
tank  cars  both  loaded  and  empty,  and  some  only  when  loaded.  For 
palace  horse  cars  no  mileage  is  allowed  on  some  roads,  shippers  in  such 
cars  paying  for  the  car.  Since  May  1,  1889,  the  roads  running  east  and 
southeast  of  Chicago,  with  the  exception  of  one  company,  have  allowed 
three-fourths  of  a  cent  a  mile  for  refrigerator  cars.  The  one  road 
referred  to  allows  1  cent  a  mile. 

It  appeared  by  the  evidence  adduced  that  one  of  the  roads  west  of 
Chicago  had  entered  into  a  contract  with  one  private  company  owning 
a  large  number  of  refrigerator  cars,  and  who  are  also  shippers,  to  pay 
1  cent  a  mile  on  such  cars  for  a  period  of  five  years,  the  private  com- 
pany agreeing  to  furnish  sufficient  cars  for  their  own  business  and  for 
all  other  like  business  requiring  that  class  of  cars.     This  was  naturally 
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followed  by  all  of  the  competing  roads,  with  perhaps  one  exception, 
paying  the  same  rate  of  car  mileage  on  that  class  ot  cars,  and  that  is 
accordingly  understood  to  be  the  rate  on  the  different  roads  in  the  com- 
petitive territory. 

A  forcible  illustration  of  the  results  of  car  mileage  to  owners  of  pri- 
vate  refrigerator  cars  appeared  by  a  statement  put  in  evidence  from  the 
books  of  a  railroad  company,  showing  the  mileage  ma4e,  and  earnings 
of  some  of  such  cars,  for  nine  months,  from  August  1,CL888^  ta  May  1, 
1889.  During  that  period  the  mileage  for  which  compensation  was 
allowed,  made  by  the  cars  of  three  shippers,  from  Chicago  to  an  eastern 
point,  and  over  a  single  line  of  road,  was  7,428,400,  and  the  earnings  of 
the  cars  $72,945.97,  being  about  the  cost  of  81  cars.  The  mileage 
allowed  during  most  of  this  period  was  1  cent  a  mile,  and  three-fourths 
of  a  cent  a  mile  for  a  part  of  the  period.  Refrigerator  cars  run  on  fast 
time,  and  make  four  times  the  mileage  of  ordinary  freight  cars. 

The  cost  of  the  investment  in  cars  and  the  amount  of  mileage  allowed 
for  their  use  show  that  the  investment  is  very  profitable.  Refrigerator 
cars  cost  from  $900  to  $1,000;  private  cattle  cars  cost  about  $650;  oil 
tank  cars  about  $610;  cars  used  for  the  transportation  of  live  hogs  about 
$500;  ordinary  freight  cars  from  $450  to  $500.  Repairs  to  the  cars 
are  made  by  the  railroad  company  in  whose  use  they  are  when  repairs 
are  required.  The  life  of  a  box  car  averages  fifteen  years,  and  of  a  re- 
frigerator car  eight  years.  At  a  car  mileage  rate  of  1  cent  a  mile  the 
profit  on  the  investment  in  many  of  these  cars  is  very  large,  reaching, 
according  to  information  acquired  by  the  Commission,  25  per  cent.,  50 
per  cent.,  and  even  more,  annually.  Sometimes  a  car  will  pay  for  itself 
in  two  or  three  years.  Owners  of  several  hundreds  of  such  cars,  there- 
fore, receive  a  very  large  amount  of  money  from  the  railroads  over  which 
they  are  hauled,  and  it  is  easy  to  see  how  it  is  possible,  out  of  the  large 
returns  from  these  cars,  for  owners  to  pay  rebates  to  shippers,  if  so  dis- 
posed. The  evidence  taken  in  the  case  did  not  prove  the  payment  of 
rebates  to  shippers  by  owners  of  any  of  these  cars,  but  it  was  quite  clear 
that  some  of  the  officers  of  railroad  companies  who  were  examined  had 
impressions  that  such  might  be  the  fact.  It  is  also  evident  that  the 
payment  of  either  1  cent  or  three-fourths  of  a  cent  a  mile  to  a  large 
shipper  owning  and  controlling  his  own  cars  and  furnishing  business 
therefor  constitutes  a  very  profitable  incident  to  his  legitimate  business, 
and  is  at  least  a  material  advantage  to  the  man  owning  cars  over  the 
man  who  owns  none. 

In  the  original  draft  of  the  report,  as  submitted,  it  was  stated  that 
another  illustration  in  which  car  mileage  is  a  factor  is  furnished  by  the 
Pullman  palace  cars  and  similar  cars,  and  that  the  rate  of  car  mileage 
received  was  3  cents  per  mile.  This  was  founded  on  evidence  before 
the  Commission.  Evidence  since  submitted  shows  this  rate  is  paid  by 
only  a  portion  of  the  roads  under  old  contracts  outstanding,  and  that 
under  recent  contracts  with  some  companies  the  rate  is  2  cents  per 
mile.  The  evidence  also  shows  that  on  roads  where  the  earnings  of  a 
car  from  passenger  accommodations  reach  $7,500  no  car  mileage  is 
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paid.  The  report  of  the  Pullman  Company  for  the  year  ending  July  31, 
1888,  shows  revenue  ($6,259,:57().97,  car  earnings;  $1,239,505.93,  manu- 
facturing profits;  $10,817.48,  from  patents)  from  all  sources  $7,509,- 
754.38.  Oar  earnings  are  explained  by  evidence  not  to  include  car 
mileage,  but  arise  from  passenger  accommodations.  The  aggregate  car 
mileage  has  not  been  shown.  After  deducting  operating  expenses 
and  some  other  items,  the  total  net  earnings  were  first  stated  to  be 
$3,957,771  87.  From  this  deductions  are  claimed  for  interest,  repairs 
and  depreciation  of  cars,  reducing  materially  the  previously  stated 
profits  of  20  per  cent,  on  the  capital  stock,  $19,872,900.  Although  the 
results  on  the  whole  business  of  the  company  show  larger  profits  than 
those  of  railroads  generally,  the  exact  extent  to  which  car  mileage  is  a 
legitimate  factor  can  not  be  determined  without  more  facts  than  have 
as  yet  appeared  from  satisfactory  evidence. 

The  use  of  these  cars  is  sometimes  an  excuse  for  furnishing  inferior 
passenger  coaches  by  the  roads.  The  traveling  public  are  burdened  with 
high  rates  for  transportation  in  these  cars,  or  subjected  to  inferior  ac- 
commodations in  ordinary  coaches.  If  any  portion  of  the  public  desires 
to  pay  higher  rates  for  special  accommodations  there  can  be  no  objec- 
tion to  their  doing  so,  but  the  provision  for  the  superior  accommoda- 
tions should  not  become  a  charge  upon  the  general  transportation.  In 
England,  where  different  classes  of  passenger  cars  are  furnished,  strik- 
ing results  have  been  produced  by  the  provision  of  suitable  cars  of  the 
third  class.  That  class  of  cars  has  of  late  absorbed  the  bulk  of  the  travel, 
and  furnished  the  revenue  to  the  roads  from  their  passenger  business, 
while  the  first  and  second  class  cars,  with  the  superior  accommodations, 
have  become  a  tax  upon  the  other  business. 

Illustrations  might  also  be  drawn  from  the  use  of  the  cars  of  the 
numerous  fast  freight  lines  that  operate  generally  over  the  railroads  of 
the  country.  These  lines  derive  their  revenue  from  the  roads  upon 
which  they  are  operated,  and  as  a  rule  are  highly  profitable,  while  the 
roads  proper  show  very  different  results.  This  revenue  accrues  from 
payments  for  car  mileage,  and  from  commissions  for  procuring  traffic, 
which  in  effect  are  divisions  of  earnings  between  the  roads  and  irregular 
outside  organizations. 

So  far  as  rates  upon  traffic  are  concerned,  whether  for  freight  or  passen- 
gers, their  reasonableness  can  probably  be  controlled  without  regard  to 
the  source  from  which  cars  are  supplied.  Any  railroad  company  vol- 
untarily using  a  car  in  its  business,  no  matter  how  obtained,  in  legal 
contemplation  makes  the  car  its  own  for  all  the  purposes  of  rates  and 
of  safe  carriage.  It  can  not  escape  its  duty  to  charge  only  reasonable 
rates,  or  its  liability  for  the  safe  carriage  of  persons  or  property  on  the 
ground  that  its  cars  may  not  be  its  own  property,  or  that  a  high  rate 
may  be  paid  for  their  use. 

With  regard  to  the  sum  that  may  be  considered  a  reasonable  allow- 
ance for  the  use  of  freight  cars,  the  general  opinion  expressed  on  the 
investigation  was  that  three-fourths  of  a  cent  a  mile  is  ample,  au(^ 
U,  Mis,  50 g 
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many  regard  even  that  as  too  high  a  rate.  In  the  case  of  cars  in- 
terchanged between  railroad  companies  the  mileage  nearly  equalizes 
itself,  and  does  not  bear  very  disproportionately  upon  any  one  com- 
pany, but  in  the  case  of  the  private  ownership  of  cars  there  is  no  recip- 
rocity, and  the  payment  of  three-fourths  of  a  cent  a  mile  may  be  a  bur- 
den to  the  carrier,  besides  the  other  objections  that  have  been  men- 
tioned. 

It  is  an  obvious  deduction  from  all  the  facts  that  cars  for  the  various 
kinds  of  business  done  by  a  carrier  should  be  owned  by  the  carrier 
itself  and  furnished  to  all  alike,  or,  if  owned  by  the  shipper,  only  such 
reasonable  allowance  for  their  use  should  be  made  as  to  permit  no  ad- 
vantage to  the  private  owner  of  cars  who  is  also  a  shipper,  nor  afford  a 
margin  for  paying  rebates  to  other  shippers. 

FREE   CARTAGE. 

On  the  17th  of  June  most  of  the  leading  railroads,  five  hundred  and 
eighty-five  in  number,  were  summoned  by  circular  to  furnish  the  Com- 
mission with  information  with  regard  to  free  cartage  delivery  of  freights 
and  to  have  their  answers  duly  verified  by  some  officer  of  their  com- 
panies with  knowledge  of  the  facts.  They  were  required  to  state  at 
what  stations  on  their  lines  they  made  free  cartage  delivery,  if  any,  and 
of  what  class  of  freights ;  whether  such  stations,  or  any  of  them,  were 
grouped  with  any  other  station  or  stations  on  their  lines  at  which  the 
same  transportation  rates  were  charged  as  to  like  freights  delivered 
with  free  cartage  j  how  long  the  system  of  free  cartage  delivery  of  such 
freights  had  been  made ;  what  its  origin  and  all  the  facts,  circumstances, 
and  conditions,  if  any,  that  induced  it  to  be  done  ;  whether  it  resulted 
in  competitors  making  free  cartage  delivery  at  the  same  stations ;  what 
effect,  if  any,  such  free  cartage  had  upon  rates  at  such  stations,  as  com- 
pared with  rates  at  other  stations  ;  whether  their  rate  sheets  or  tariffs 
made  any,  and  what,  reference  to  free  cartage  where  it  existed;  what 
estimate  they^  made  of  the  actual  cost  of  such  free  cartage  at  the  stations 
where  it  was  done.  Four  hundred  and  sixty  three  companies  re- 
sponded to  this  circular.  By  the  answers  received  it  appears  that 
sixty-five  railroad  companies  allow  free  cartage  delivery  of  freight  or 
equalizing  cartage  allowances;  that  three  hundred  and  eighty-nine  rail- 
road companies  do  neither ;  that  seven  railroad  companies  only  deliver 
free  to  connecting  lines  freight  shipped  on  through  tariffs  ;  and  that 
two  railroad  companies  only  switch  cars  free  to  mills  and  manufactories. 

It  further  appears  by  these  returns  that  no  company  furnishes  free 
cartage  delivery  at  all  its  stations,  but  as  a  rule,  only  at  few  stations  ; 
that  in  some  instances,  when  free  cartage  is  furnished  at  a  station  by 
one  company,  competitors  do  the  same,  but  it  does  not  appear  that  that 
is  generally  done;  that  in  no  instance  do  the  rate  sheets  or  tariffs  give 
any  information  about  free  cartage  delivery ;  that  the  estimated  cost 
of  free  cartage  delivery  will  average  about  2J  cents  per  100  pounds  j 
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tliat  where  allowauce  is  made  for  switching  on  coiniectiiig  tracks  to 
cousignees'  doors,  or  where  an  allowance  is  made  per  car  to  eciualize 
distance  from  shippers'  doors  to  depot,  the  average  cost  is  about  S2  per 
ear,  or  $2.50. 

As  a  case  is  pending  before  the  Commission  involving  the  lawfulness 
of  free  cartage  collection  and  delivery  of  freight,  no  further  comment 
is  made  on  this  subject. 

Wi*h  respect  to  two  of  the  foregoing  subjects  of  investigation,  com- 
missions and  car  mileage,  their  nature  and  magnitude  clearly  demand 
legislation  to  restrain  their  evils  and  make  correction  effective.  Acts 
supposed  to  promote  business  interests,  however  inconsistent  with  a 
sense  of  right  and  of  just  accountability  to  others  whose  interests  are 
represented,  are  not  usually  restrained  by  moral  or  public  considera- 
tions, or  by  anything  less  than  positive  law.  Eailroads  are  constructed 
for  business  purposes,  and  are  expected  to  produce  profits;  they  are  not 
different  in  this  respect  from  other  business  undertakings.  If  managers 
are  ambitious  for  a  larger  showing  of  business,  or  more  revenue  is 
necessary  to  insure  profits,  or  even  to  balance  accounts,  they  have  not 
infrequently  felt  at  liberty  to  make  use  of  methods  that  have  no  better 
sanction  than  thit  the  end  justifies  the  means.  But  managers  of  this 
character  are  undoubtedly  in  a  small  minority ;  conservative  and 
upright  managers  regard  such  practices  with  no  less  abhorrence  than 
the  general  public,  and  legislation  is  required  for  their  protection  no  less 
than  for  the  public  protection.  The  best  managed  road  may  find  its 
business  diverted  and  its  revenues  impaired  by  a  weak  but  unscrupulous 
competitor,  and  in  self-defense  feel  compelled  to  retaliate.  This  may 
not  be  the  course  of  wisdom  nor  defensible  on  any  just  grounds,  but  it 
is  one  of  the  well-known  facts  of  experience. 

TICKET    BROKERAGE. 

Another  subject  of  general  notoriety  related  to  some  of  the  foregoing, 
and  universally  recognized  as  an  abuse  of  gross  character  and  large 
extent,  and  which,  in  the  opinion  of  the  Commission,  urgently  demands 
legislative  action,  both  for  public  reasons  and  to  regulate  dishonest 
competition,  is  ticket  brokerage  or  scalping  as  usually  termed.  The 
Commission  has  made  investigations  concerning  it,  and  has  frequently 
expressed  condemnation  of  the  practice,  setting  forth  its  dishonesty, 
and  the  discrimination  and  evils  to  which  it  leads,  and  urged  managers  of 
railroads  to  relieve  themselves  from  its  odium  and  wrong.  There  is  no 
indication,  however,  that  the  practice  is  diminishing;  on  the  contrary, 
it  flourishes  with  unab-jted  boldness  and  success  in  many  of  the  cities  of 
the  country,  including  the  national  capital.  As  dealers  in  these  irregu- 
lar sales  are  not  recognized  as  agents  of  the  railroads,  nor  as  connected 
with  any  company,  but  as  independent  operators,  there  are  difficulties 
in  enforcing  legal  remedies  against  them  under  a  law  framed  to  apply 
to  carriers  and  their  proper  officers  and  agents, 
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It  is  sometimes  said  that  railroads  can  destroy  ticket  scalping  when- 
ever they  see  fit,  by  ceasing  to  countenance  or  connive  at  the  practice. 
This  is  doubtless  true,  but  one  or  two  reckless  roads,  indifferent  to  the 
methods  by  which  they  procure  business,  may  be  able  to  defeat  the 
best  purposes  of  a  great  majority  of  roads  that  oppose  the  evil  and 
desire  its  abatement. 

Some  of  the  States  have  legislation  that  is  understood  to  be  pre- 
ventive of  ticket  scalping,  and  similar  provisions,  incorporated  in  the 
act  to  regulate  com  merce,  may  prove  efficacious.  They  are,  in  substance, 
that  any  person  authorized  to  sell  passenger  tickets  shall  have  and 
exhibit  a  certificate  from  the  company  or  companies  upon  whose  lines  he 
sells  tickets,  and  the  companies  to  be  responsible  for  his  acts ;  and  that 
it  shall  be  unlawful  for  any  other  person  to  sell  tickets,  under  suitable 
criminal  penalties. 

QUESTIONS  DECIDED. 

The  decisions  of  the  Commission  in  contested  cases  have  related 
more  largely  to  rates  than  to  any  other  incident  of  transportation.  A 
statement  briefly  setting  forth  the  points  passed  on  in  the  various  cases 
decided  is  contained  in  Appendix  4.  Another  statement  in  the  Appendix 
shows  the  cases  that  are  still  pending  and  undetermined.  Some  of  the 
more  important  decisions  rendered  are  briefly  referred  to  here  and  some 
elsewhere  in  this  report  in  connection  with  particular  subjects. 

One  of  these,  announced  early  in  the  year,  related  to  passenger  tariffs 
and  rate  wars,  and  various  matters  relating  to  the  publication  of  tariff's, 
the  reduction  of  rates,  employment  of  ticket  brokers  and  scalpers  for  the 
sale  of  railroad  tickets,  the  illegality  of  lower  rates  obtained  from  brok- 
ers, and  the  existing  methods  respecting  excursion  and  mileage  tickets 
were  examined,  discussed,  and  the  views  of  the  Commission  with  regard 
to  them  expressed. 

In  two  cases,  one  arising  in  Illinois  and  the  other  in  Pennsylvania, 
the  practice  of  making  group  rates  upon  soft  coal  was  presented,  and, 
under  the  conditions  found  to  exist  in  both  cases,  a  group  rate  for  a  dis- 
trict of  considerable  size  was  found  to  be  reasonable  and  not  in  contra- 
vention of  the  provisions  of  the  statute.  A  group  rate  upon  an  article 
of  traffic  for  a  district  of  country  where  the  circumstances  as  to  the  char- 
acter of  the  commodity,  the  extent  of  the  public  demand  for  its  use,  and 
sometimes  the  nature  of  the  competition  existing  in  its  transportation, 
has  been  considered  by  the  Commission  as  warranted  by  the  provisions 
of  the  act,  and  in  most  respects  conducive  to  the  public  welfare. 

In  other  cases  through  rates  for  long  distances,  and  the  relation  of 
local  rates  upon  the  same  line  to  the  proportions  of  through  rates,  have 
been  several  times  considered  and  apiflied.  In  all  these  cases  the  Com- 
mission has  adhered  to  the  rule  it  had  previously  laid  down,  that  through 
rates  are  not  required  to  be  the  sums  of  locals,  but  may  lawfully  be 
lower  so  long  as  they  are  not  unreasonably  disproportionate,  or  unjustly 
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Iscriiniiiiiting  against  individuals  or  localities,  or  so  low  as  to  burden 
tlier  business  with  part  of  the  cost  of  the  business  upon  which  the 
through  rate  is  charged;  but  that  rates  should  be  reasonably  propor- 
tional, and,  distance  being  usually  an  element  of  importance,  a  proper 
regard  to  distance  proportions  should  be  observed  in  connection  with 
any  other  considerations  that  may  be  found  material  in  fixing  trans- 
portation charges. 

In  another  case  the  question  of  relative  rates  upon  different  branches 
of  the  same  road  was  considered  ux)on  the  facts  presented  in  the  case, 
and  it  was  ruled  that  railroad  service  may  be  rendered  under  such  dis- 
similar circumstances  as  to  make  it  lawful  to  charge  more  for  the  same 
distance  on  one  branch  than  on  another  branch  of  the  same  road ;  that 
the  departure  from  the  rule  of  equal  mileage  charges,  as  applied  to  sev- 
eral branches  of  a  road,  is  not  conclusive  that  such  rates  are  unlawful, 
but  in  such  cases  the  burden  is  on  the  companj^  making  the  departure 
to  show  its  rates  to  be  reasonable  when  challenged. 

A  case  of  some  importance  in  respect  to  the  principles  involved  was 
brought  before  the  Commission,  relating  to  the  application  of  the  pro- 
visions of  the  act  to  regulate  commerce  to  international  commerce  with 
Canada.  The  particular  controversy  was  in  respect  to  rebates  allowed 
upon  coal  to  consignees  in  Canada  upon  continuous  shipments  from 
a  point  in  the  United  States.  The  Commission  regarded  the  act  as 
intended  to  regulate  all  commerce  originating  in  the  United  States,  and 
destined  by  continuous  carriage  to  or  into  a  foreign  country,  as  well  as 
commerce  originating  in  a  foreign  country  and  destined  to  a  place  in 
the  United  States  by  continuous  carriage.  It  was  accordingly  ruled 
that  the  act  applies  as  well  to  foreign  as  to  domestic  common  carriers 
engaged  in  the  transportation  of  passengers  or  property  by  continuous 
carriage  or  shipment  from  a  place  in  the  United  States  to  a  place  in  an 
adjacent  foreign  country,  and  that  such  common  carriers  are  subject  to 
the  provisions  of  the  act  respecting  the  printing  of  schedules  of  rates, 
fares,  and  charges  for  the  traffic  carried,  the  posting  and  filing  with 
the  Interstate  Commerce  Commission  of  copies  of  such  schedules,  the 
notice  of  advances  and  reductions,  and  the  maintenance  of  the  rates, 
fares,  and  charges  established  and  published,  and  in  force  at  the  time ; 
that  such  common  carriers  are  also  subject  to  the  provisions  of  the  act 
in  respect  to  joint  tariffs  of  rates,  fares,  and  charges  for  continuous  lines 
or  routes ;  and  that,  pursuant  to  the  seventh  section  of  the  act,  the  car- 
riage of  freights  can  not  be  prevented  from  being  treated  as  one  con- 
tinuous carriage  from  the  place  of  shipment  to  the  i)lace  of  destina- 
tion, by  any  means  or  devices  intended  to  evade  any  of  the  provisions 
of  the  act. 

A  case  was  again  brought  before  the  Commission  involving  the  rights 
of  colored  passengers  in  respect  to  the  character  of  their  transportation 
upon  lines  of  road  in  some  of  the  Southern  States,  and  the  principle 
that  colored  passengers  paying  the  same  fare  are  entitled  to  equality  of 
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accommodations  and  treatment  was  again  affirmed  and  applied  by  the 
Coiiimission. 

The  Commission  had  occasion  to  consider  with  care  the  question  of 
practice  involved  in  the  allowance  of  subpoenas  duces  tecum.  It  had 
been  found  in  some  instances  that  parties,  without  leave  of  the  Commis- 
sion, would  serve  subpoenas  duces  tecufn  upon  common  carriers,  requir- 
ing them  to  produce  upon  a  hearing  a  wholly  unreasonable  and  mostly 
unnecessary  amount  of  documentary  evidence,  subjecting  a  company  to 
burdens,  in  tbe  form  of  expense  and  labor  of  its  employes  to  prepare 
the  documentary  evidence,  that  were  regarded  as  unjustifiable  and  op- 
pressive. The  Commission  therefore  laid  down  certain  general  princi- 
ples in  regard  to  the  allowance  of  subpoenas  duces  tecum  and  the  pro- 
duction of  books  and  documentary  evidence,  defining  the  manner  in 
which  documentary  evidence  may  be  called  for,  the  kinds  of  evidence 
proper  to  be  called  for  and  produced,  the  distinctions  to  be  made  be- 
tween custodians  of  documentary  evidence  who  are  parties  and  who  are 
not  parties  to  a  proceeding,  and  regulating  the  practice,  as  it  was 
thought,  upon  a  reasonable  basis. 

In  another  case  the  question  of  the  mode  of  making  rates  upon  the 
shipment  of  live  cattle  was  presented  and  passed  upon.  A  practice 
had  existed  among  the  carriers  in  large  sections  of  the  country  to  make 
a  car-load  rate  irrespective  of  the  weight  carried,  and  to  permit  the 
shipper  to  load  into  the  car  as  many  cattle  as  he  pleased  or  as  he  was 
able  to  put  into  it.  The  carriers  substituted  for  this  the  rule  that, 
while  naming  a  car-load  rate,  they  prescribed  a  minimum  weight  for  a 
car-load,  and  then  charged  by  the  hundred  pounds,  in  proportion  to 
the  car-load  rate,  for  any  excess  over  the  minimum.  The  shippers 
complained  that  this  substituted  rule  was  unlawful  and  that  they  suf- 
fered prejudice  by  reason  of  its  enforcement.  They  emphasized  the 
complaint  by  showing  that  State  commissions,  in  the  district  affected 
by  the  new  rule,  retained  and  enforced  upon  State  transportation  the 
former  practice,  thereby,  as  they  insisted,  putting  interstate  traffic  at 
a  great  disadvantage.  The  Commission  decided,  however,  that  the 
new  rule  was  not  unlawful.  The  former  practice,  when,  as  is  well 
known,  the  cars  were  of  different  sizes,  almost  necessarily  led  to  dis- 
criminations and  to  favoritism  as  between  shippers,  and  on  the  face  of 
it  the  new  rule  was  more  just  and  reasonable  than  the  practice  it  sup- 
planted, since  the  charge  would  be  more  in  proportion  to  the  service 
render«id. 

Whatever  might  be  the  action  of  the  State  commissions  in  the  prem- 
ises, it  was  held  that  it  could  not  be  allowed  to  control  in  respect  to  in- 
terstate traffic,  inasmuch  as,  if  it  did,  the  regulation  of  interstate  traf- 
fic would,  to  some  extent,  be  relegated  to  State  commissions.  The  new 
rule  also  corrected  some  incidental  difficulties  and  abuses  in  the  trans- 
portation of  live  cattle  which  always  attended  the  old  practice,  espe- 
cially in  the  temptation  it  held  out  to  the  overloading  of  cars.    Shippers 
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coin  plained  tluit  (litficnUics  were  found  to  exist  in  practice  in  tbe 
prompt  and  accurate  wei^bin<>-  of  cattle,  but  tbis  was  bebl  not  to  fur- 
nisb  a  reason  for  abolisbing  tbe  new  rule,  but  ratber,  on  tbe  otber  band, 
for  improving  and  perfecting  it. 

QUESTIONS  DECIDED   BY   UNITED   STATES   COURTS. 

Since  tbe  last  annual  report  some  questions  arising  under  tbe  act  to 
regulate  commerce,  and  inv^olving  interpretations  of  its  provisions,  bave 
been  presented  to  and  passed  upon  by  courts  of  tbe  United  States. 
Tbese  are  given  for  public  information. 

In  a  decision  announced  by  tbe  Commission  in  August,  1888,  it  bad 
been  beld  tbat  a  certain  corporation,  cbartered  by  name  as  a  bridge 
company,  bad  by  its  cbarter  the  powers  and  rigbts  and  was  subject 
to  the  obligations  of  a  common  carrier;  tbat  it  was  a  common  carrier 
in  fact,  and  was  therefore  entitled,  under  tbe  third  section,  to  demand 
interchanges  of  traffic  with  a  railroad  company  with  which  it  bad  track 
connections  tbat  were  not  strictly  at  a  station  or  depot,  but  convenient 
for  the  purpose  of  intercbange.  The  case  was  subsequently  presented 
to  a  circuit  court  of  the  United  States,  under  a  somewhat  diflerent 
sbowing,  and  it  was  held  by  tbat  court  tbat  the  bridge  company  was 
not  to  be  deemed  a  common  carrier  and  could  not  lawfully  demand 
interchanges  of  traffic  and  through  rates  with  tbe  railroad  company 
under  tbe  facts  and  circumstances  of  the  case. 

In  another  case  in  which  the  Commission  bad  ruled  that  a  through 
route  and  through  rate  could  not  be  enforced  in  favor  of  a  carrier 
making  application  therefor,  and  connecting  at  each  terminus  with 
other  carriers,  the  same  question  came  before  one  of  the  courts  of  the 
United  States,  and  tbe  same  ruling,  in  effect,  was  made. 

In  an  original  case  tbat  arose  in  a  United  States  circuit  court,  under  the 
amendment  to  the  twenty-second  section  of  the  act  giving  jurisdiction  to 
the  circuit  and  district  courts  of  the  United  States  to  require  a  common 
carrier  by  mandamus  to  move  and  transport  interstate  traffic  or  to  fur- 
nish cars  or  other  facilities  for  tbe  transportation  of  such  traffic,  it  was 
decided  that  a  shipper  of  live  cattle  is  not  entitled  to  have  his  cattle 
carried  in  cars  of  a  special  construction  of  bis  selection  belonging  to  a 
third  party,  and  superior  to  ordinary  cattle  cars,  by  reason  of  the  fact 
tbat  the  carrier  transports  some  cattle  in  other  cars,  available  to  all 
shippers  equally,  which  have  some  of  the  im^irovements  of  the  former, 
but  are  furnished  by  another  party  under  a  special  contract,  and  which, 
unlike  the  cars  desired  by  the  shipper,  by  reason  of  their  peculiar  con- 
struction, can  be  used  in  the  chief  business  of  the  road,  which  in  that 
case  was  the  carriage  of  coal  when  rot  in  use  for  cattle  ;  and  tbat  the 
refusal  to  use  the  cars  desired  by  the  shipper  in  that  case  did  not  con- 
stitute unjust  discrimination. 

In  another  case,  in  one  of  the  district  courts  of  the  United  States,  in 
which  an  official  of  a  railroad  company  was  indicted  for  unlawful  dis- 
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crimiuation  under  the  act  to  regulate  commerce,  the  official  was  con- 
victed in  the  trial  court,  and  upon  a  review  of  the  case  it  was  held  by 
the  court  that  the  transportation  by  a  railroad  company  to  a  certain 
point  on  its  line  of  freight  received  from  a  connecting  carrier  which  had 
reserved  a  right  to  forward  the  property  by  Siuj  carrier  it  might  select, 
especially  where  the  freight  thereon  was  to  be  paid  at  the  point  of  desti- 
nation by  the  purchaser,  is  not  a  service  rendered  for  the  party  by  whom 
the  through  shipment  is  made,  but  for  the  connecting  carrier,  andthere- 
fbre  that  there  may  be  an  unlawful  discrimination  between  the  charges 
for  such  service  and  for  a  shipment  by  the  same  shipper  to  the  same 
consignee  at  the  same  destination  over  the  local  line  alone,  and  that  an 
unreasonable  adjustment  of  joint  rates  for  through  transportation  may 
constitute  an  unreasonable  discrimination  against  local  traffic.  The 
court  further  held  that  the  question  whether  the  difference  in  rates  for 
transportation  of  local  traffic  and  through  traffic  is  reasonable  or  un- 
reasonable is  a  question  of  fact  for  the  jury,  and  the  conviction  of  the 
official  was  affirmed. 

•  An  important  decision  covering  many  points  of  interest  in  railway 
transportation,  though  not  under  the  act  to  regulate  commerce,,  was 
rendered  by  the  United  States  circuit  court  for  the  southern  district  of 
Iowa  in  a  suit  brought  by  a  railroad  company  against  the  railroad  com- 
missioners of  the  State  of  Iowa.  The  case  related  to  the  schedules  of 
rates  for  transportation  within  the  State  prescribed  by  the  State  com- 
missioners under  a  statute  of  the  State. 

It  was  held  in  the  case  that  the  Federal  courts  have  jurisdiction  in  a 
suit  against  State  railroad  commissioners  brought  by  a  corporation  of 
another  State  to  restrain  the  enforcement  of  a  schedule  of  rates  pre- 
pared by  such  commissioners,  under  a  State  statute  claimed  by  the  com- 
plainant to  be  unconstitutional ;  that  the  authority  conferred  upon  the 
railroad  commissioners  by  the  legislature  to  make  and  put  in  eflect  a 
schedule  of  rates  for  railroad  transportation  within  a  State  is  not  an 
unconstitutional  delegation  of  legislative  power ;  that  the  provision  of 
the  act  making  the  commissioners'  schedule  i^rima  facie  evidence  that 
the  rates  fixed  thereby  are  reasonable  is  not  an  infringement  of  the  con- 
stitutional guaranty  of  the  right  to  trial  by  jury,  nor  of  the  provision 
against  deprivation  of  property  without  due  process  of  law  j  that  an 
inquiry  by  the  courts  into  the  reasonableness  of  rates  established  by 
State  authority,  notwithstanding  the  forms  of  law  have  been  pursued 
in  prescribing  a  schedule  of  rates,  may  be  made,  and  must  be  decided 
in  each  case  whether  the  rates  prescribed  are  within  the  limits  of  legis- 
lative power  or  are  mere  proceedings  which,  if  not  restrained,  will  work 
a  confiscation  of  property ;  that  the  courts  have  no  power  to  interfere 
with  rates  for  railroad  transportation  fixed  by  statute  when  such  rates 
will  give  some  compensation,  however  small,  to  the  owners  of  railroad 
property,  but  it  is  their  duty  to  interfere  when  the  rates  prescribed  will 
not  pay  compensation  to  the  owners ;  that  is,  some  divideud  to  stock- 
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liolders  after  payment  of  fixed  chiir<^es  luul  operatip.^-  expenses ;  tliat 
State  legislation  which  deprives  the  owners  of  ii  railroad  line  within 
the  State  of  all  compensation  from  their  business  can  not  be  u[)held  on 
the  ground  that  the  companj^  is  a  foreign  corporation  and  is  permitted 
simply  to  do  business  within  the  State,  and  is  at  liberty  to  abandon  its 
business  if  found  unremunerative;  nor  can  it  be  upheld  on  the  ground 
that  the  railroad  aft'ected  thereby  is  an  interstate  road  and  that  its  defi- 
ciency of  revenue  may  be  made  up  by  receipts  from  interstate  commerce 
or  from  traffic  in  other  States,  or  on  the  ground  that  a  future  increase  of 
business  may  render  the  prescribed* rates  remunerative.  And  it  being 
found  that  the  rates  prescribed  were  not  remunerative  to  the  railroad 
company,  an  injunction  was  issued  restraining  the  enforcement  of  the 
schedules. 

PUBLICATION  AND  FILINGS  OF  TARIFFS. 

Publicity  of  rates  is,  in  itself,  a  powerful  factor  in  the  correction  of 
the  evils  of  unjust  discrimination,  extortion,  and  unlawful  preference. 
By  this  means  a  record,  open  to  public  inspection  and  criticism,  is  kept 
of  rates  as  they  actually  exist  at  the  time.  The  shipper  can  see  for  him- 
self what  they  are,  and  if  there  be  a  choice  of  routes  for  his  ship- 
ments, as  is  frequently  the  case,  he  may  make  this  choice  intelligently, 
or  he  can  see  whether,  in  any  respect,  they  are  such  that  he  may  feel  it 
his  duty  to  make  complaint  against  them.  But  in  addition  to  this  infor- 
mation, which  is  thus  valuable  and  important  to  the  shipper  and  the  pub- 
lic, there  could  be  no  efficient  supervision  and  regulation  of  rates  and  of 
the  methods  prevailing  in  their  enforcement  unless  tariffs  were  filed 
with  the  Commission  as  provided  by  the  statute. 

The  previous  provisions  of  the  statute  on  this  subject  had  been  highly 
valaable,  but  these  were  greatly  strengthened  by  the  subsequent  amend- 
ments of  March  2,  1889.  Under  the  operation  of  the  statute  as  thus 
amended  rates  have  been  more  steady  than  before.  The  temptation  to 
I)references  by  sudden  cuts  for  the  benefit  of  some  dealers  and  at  the 
expense  of  others,  and  resulting  as  a  preference  in  the  transportation 
of  certain  kinds  of  traffic  over  other  traffic,  has  been  very  greatly 
restrained.  The  posting  of  rates  has  been  more  clearly  provided  for,  so 
that  complaints  on  the  part  of  shippers  that  they  are  unable  to  see 
these  rates  at  depots  have  virtually  ceased  to  exist.  Prior  to  the  adop- 
tion of  the  amendments  of  March  2,  1889,  this  was  a  fruitful  source  of 
complaint. 

The  Commission  has  rigidly  enforced  that  provision  of  the  statute 
found  in  one  of  these  amendments  in  reference  to  notice  on  the  part  of 
carriers  to  the  Commission  of  advances  and  reductions  in  rates,  and 
finds  that  it  has  worked  well.  To  the  force  of  the  statute  as  thus 
amended  is  unquestionably  due,  in  a  considerable  measure,  the  decrease 
that  has  occurred  in  the  reckless  and  wasteful  rate  wars  among  the  car- 
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riers,  resultiug,  as  tbey  iuevitably  do,  in  ruining  the  business  of  some 
honest  dealers,  building  up  the  business  of  dishonest  dealers,  squan- 
dering the  property  of  share-holders,  and  then  endeavoring  to  recoup 
the  loss  sustained  by  their  folly  in  subsequently  charging  the  general 
public  higher  rates  than  before. 

The  system  by  which  the  tariffs  of  each  company  are  filed  separately 
in  the  oflBce  of  the  Commission,  and  a  careful  index  of  them  kept  so 
that  they  are  of  easy  access  or  reference,  has  been  greatly  extended,  and 
it  is  but  the  work  of  a  moment  to  produce  them  for  any  necessary  pur- 
pose, and  to  ascertain  what  the  rates  are  from  any  point  in  the  country  to 
any  other  point.  These  tariffs  are  in  many  instances  voluminous  and 
their  number  is  enormous.  The  number  of  tariffs  received  and  filed 
during  the  year  ending  December  1, 1889,  was  180,000.  The  changes 
in  them  are  numerous  and  frequent,  and  it  requires  a  large  force  to  han- 
dle them.  The  regulation  and  supervision  contemplated  by  the  statute 
can  never  efficiently  be  made  until  the  Commission  is  in  a  position  to 
know  promptly  whether  or  not  these  tariffs,  as  filed,  show  on  their  face 
that  they  seem  to  comply  with  the  law  ;  and  this  is  equally  true  of  all 
proposed  advances  and  reductions.  To  enable  the  Commission  to  perform 
this  duty  in  the  manner  required  by  the  statute,  renders  it  necessary 
that  the  clerical  force  should  be  such  that  these  tariffs,  and  all  changes  in 
them,  can  be  promptly  filed  and  indexed  without  any  delay,  and  that 
the  Commission  may  be  able  to  see  at  once  the  nature  and  effect  of  pro- 
posed changes. 

RAILWAY     METHODS     IN     SHIPMENTS     OF    FREIGHT     AND     THE 
RECORDS  THEY  KEEP  OF  THESE  TRANSACTIONS. 

Other  instances  of  investigations  made  by  the  Commission  under  the 
twelfth  section  of  the  act  to  regulate  commerce  have  been  referred  to 
in  this  report,  but  in  addition  to  these  the  Commission  has  investi- 
gated  the  business  methods  of  railways  in  shipments  of  freight  and  the 
records  they  keep  of  these  transactions  with  a  view  of  ascertaining 
what  they  are  and  what  changes,  if  any,  have  been  made  by  carriers 
under  the  operation  of  the  statute.  [Juder  an  order  of  the  Commission 
made  on  the  24th  day  of  August,  1889,  this  investigation  was  made  by 
Mr.  C.  C.  McCain,  auditor  of  rates  and  transportation  in  the  office  of  the 
Commission.  His  report  will  be  found  in  Appendix  5  of  this  report. 
His  report  shows  the  business  methods  and  the  records  kept  by  carriers 
of  their  business  transactions  in  shipments  of  freight.  These  methods 
and  records  are  substantially  much  the  same  as  those  in  existence  prior 
to  the  enactment  of  the  act  to  regulate  commerce,  though  continual  im- 
provements are  being  made  in  such  matters  by  the  carriers,  and  this  will 
continue  to  be  the  case  as  practical  experience  will  demonstrate  its 
necessity  in  handling  and  moving  the  commerce  of  the  country. 
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PRINTING    AND     DISTRIBUTION    OF    REPORTS,    DECISIONS,    AND 

OTHER  DOCUMENTS. 

KSt'f-tioii  14  ol  (he  act  to  reiiiilale  coinm<'i'<M'  (as  iiineiuUMl)  <M)ntains 
provisions  as  follows : 

All  reports  of  investigations  made  by  the  Commission  sliall  be  entered  of  record, 
and  a  copy  thereof  shall  be  furnished  to  the  party  who  may  have  complained,  and 
to  any  common  carrier  that  may  have  been  complained  of. 

The  Commission  may  provide  for  the  publication  of  its  reports  and  decisions  in 
such  form  and  manner  as  may  be  best  adapt»;d  for  public  information  and  use.  *  »  * 
The  Commission  may  also  cause  to  be  printed  for  early  distribution  its  annual  re- 
ports. 

The  action  of  the  Commission  has  been  in  compliance  with  these  pro- 
visions. 

Copies  of  reports  of  investigations  have  been  distributed  to  those 
who  applied  for  the  same  and  to  others  to  whom  they  would  be  of  in- 
terest and  service,  in  the  opinion  of  the  Commission,  including  Senators 
and  members  of  Congress,  attorneys  having  matters  before  the  Com- 
mission, boards  of  trade,  railway  journals  and  newspapers,  State  rail- 
road commissioners,  and  others. 

Soon  after  the  Commission  was  organized  arrangements  were  made 
for  the  i^ublication  of  reports  and  decisions  of  causes  and  investigations 
heard  by  the  Commission,  corfesi)onding  in  form  and  style  to  the  de- 
cisions of  judicial  tribunals.  The  material  for  these  reports  has  been 
furnished  to  two  publishing  companies,  and  volumes  have  been  issued 
on  their  own  responsibility  containing  the  reports  and  decisions  of  the 
Commission  to  March  25,  1889.  The  reports  and  decisions  since  that 
date  will  appear  in  forthcoming  volumes,  which  will  be  issued  in  due 
course,  as  the  material  therefor  accumulates.  The  Commission  author- 
ized the  purchase  of  suificient  copies  of  these  reports  as  issued  for  its 
own  use  and  distribution  to  the  President  and  his  Cabinet,  judges  of 
Federal  courts,  national,  state,  college,  bar,  and  some  other  public 
libraries,  both  American  and  foreign,  to  railroad  commissioners,  and 
some  other  of&cials. 

Section  21  of  the  act  to  regulate  commerce  was  amended  March  2, 
1889,  so  as  to  read  as  follows : 

That  the  Commission  shall,  on  or  before  the  first  day  of  December  in  each  year, 
make  a  report,  which  shall  be  transmitted  to  Congress,  and  copies  of  which  shall  be 
distributed  as  are  the  other  reports  transmitted  to  Congress. 

Under  the  provision  first  above  cited  an  edition  of  the  second  annual 
report  was  printed  and  distributed  as  follows : 

To  the  President  and  to  Senators  and  Representatives  in  Congress; 
judges  of  United  States  courts  ;  district  attorneys  of  the  United  States  ; 
to  boards  of  trade,  chambers  of  commerce,  and  commercial  exchanges 
of  the  United  States ;  public  library  associations ;  universities  and 
other  educational  institutions;  parties  and  counsel  in  cases  before  the 
Commission;  to  leading  newspapers  of  the  country;  railway  and  labor 
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journals;  law  publications  aud  financial  papers;  to  granges  and  agri- 
cultural societies;  to  the  directors  and  other  officers  of  railways  in  the 
United  States;  to  the  Executive  Departments  of  the  Governmeut;  to 
State  railroad  commissioners,  and  to  foreign  governments. 

Of  the  proceedings  of  the  general  conference  of  railroad  commis- 
sioners, the  purpose  and  nature  of  which  are  elsewhere  alluded  to  in 
this  report,  there  were  published  some  3,000  copies,  which  were  sent 
to  the  State  railroad  commissioners ;  to  the  principal  officers  of  railway 
companies  of  the  country,  including  the  accounting  and  auditing  offi- 
cers, as  the  proceedings  related  in  a  measure  to  the  methods  adopted  by 
the  railroads  in  keeping  their  accounts  and  to  the  making  of  financial 
reports  to  the  Commission,  in  accordance  with  section  20  of  the  act  to 
regulate  commerce. 

Early  in  1889  the  Commission  caused  to  be  prepared  and  published 
an  edition  of  10,000  copies  of  the  first  statistical  report,  entitled  ^'  Sta- 
tistics of  Railways  in  the  United  States."  This  is  a  volume  of  390 
pages,  prepared  under  the  immediate  supervision  of  the  statisticion  of 
the  Commission,  compiled  from  reports  of  railway  companies  pursuant 
to  the  provisions  of  section  20  of  the  act  to  regulate  commerce. 

This  report,  which  is  further  alluded  to  elsewhere  herein,  was  distrib- 
uted as  follows : 

To  public  libraries  of  the  country,  newspapers,  railway  journals, 
boards  of  trade,  the.  principal  officers  of  railroads;  to  the  Executive 
Departments  of  the  Government,  United  States  Senators  and  Repre- 
sentatives, judges  of  United  States  courts,  agricultural  societies,  State 
railroad  commissioners,  and  other  officials,  and  to  many  others  who 
have  applied  for  copies. 

The  above  distribution  of  reports  and  proceedings  of  the  Commission 
was  made  with  the  purpose  of  carrying  out  the  evident  intention  of 
Congress  in  this  behalf  as  indicated  in  the  provisions  of  the  act  to  reg- 
ulate commerce,  and  manifestly  has  been  of  great  value  in  familiarizing 
carriers  subject  to  the  act  and  shippers  and  the  public  generally  with 
the  law  and  the  principles  of  justice  and  fair  dealing  which  it  intended 
should  be  applied  to  transportation. 
Circulars  and  other  documents  have  been  sent  out  as  follows : 

Circular  of  January  31,  inviting  a  general  conference  of  railroad 

commissioners. 
Circular  of  March  23,  relating  to  amendment  of  the  act. 
Circular  of  April  1,  relating  to  automatic  car  couplers. 
Circular  of  April  10,  relating  to  telegraph. 

Circular  of  May  17,  relating  to  Federal  regulation  of  safety  ap- 
pliances. 
Two  circulars  of  June  17,  relating  to  free  cartage  and  trackage 

facilities. 
Two  circulars  of  August  1,  relating  to  relations  between  railway 
corporations  and  their  employes. 
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Act  to  regulate  commerce  as  amended, 
Aiuended  and  revised  rules  of  practice. 
Keports  and  opinions  in  cases  before  the  Commission. 
The  total  number  of  reports  and  other  documents  distributed  during 
the  year  is  over  90,000  copies. 

STATISTICAL  WORK  OF  THE  COMMISSION. 

The  statistical  work  of  the  Commission  for  the  year  ending  June  30, 
1888,  is  fully  explained  in  the  report  of  Statistician  Adams,  which  was 
published  by  the  Commission  some  mouths  since.  In  that  report  the 
statistician  says  of  the  information  called  for  from  the  railroad  com- 
panies that  it  may  be  classified  under  four  general  heads :  First,  ques- 
tions are  asked  respecting  the  corporate  history  of  the  several  roads 
and  their  organization  for  purposes  of  operation;  second,  returns  are 
required  bearing  on  the  financial  standing  of  railway  corporations, 
whether  they  be  operating  or  subsidiary  corporations;  third,  what  may 
be  termed  " statistics  of  operation "  are  demanded;  fourth,  statistics 
pertaining  to  the  physical  characteristics  of  roads  are  made  the  subject 
of  inquiry.  The  object  of  the  inquiry  thus  indicated  may  be  easily  per- 
ceived. The  railway  problem  is  one  that  presents  itself  in  many  phases, 
but  at  the  present  time  there  are  two  questions  of  more  importance 
than  all  others.  The  first  of  these  pertains  to  fair,  uniform,  and  steady 
rates  between  the  railways  and  the  public  for  service  rendered;  the 
second,  to  the  number  and  situation  of  new  lines  that  can  be  econom- 
ically constructed. 

For  neither  of  these  questions  is  there  as  yet  any  absolute  answer. 
General  principles,  it  is  true,  maybe  laid  down,  but  in  the  application  of 
those  principles  accurate  and  detailed  knowledge  of  conditions  is  essen- 
tial, and  the  nature  of  the  knowledge  required  is,  as  will  be  readily  admit- 
ted, such  as  may  be  gained  by  the  questions  outlined  in  the  form  which 
is  sent  out  for  the  annual  corporate  returns.  The  report  shows  in  detail 
how  far  the  call  has  been  successful  in  obtaining  the  information  de- 
sired, and  explains  some  of  the  difficulties  in  the  way  of  making  it  com 
plete  and  accurate.  The  chief  of  these  relate  to  the  cost  and  value  of 
railroad  property,  franchises,  and  equipment,  and  the  statistician  says 
that  for  reasons  which  he  gives  there  is  some  plausible  ground  for  say- 
ing that  satisfactory  and  conclusive  information  respecting  the  cost  of 
railways  in  the  United  States  cannot  be  obtained.  The  chief  difficulty 
in  the  way  arises  from  the  fact  that  reliable  record  evidence  upon  these 
points  was  in  many  cases  never  made  and  in  some  cases,  after  being 
made,  has  been  lost  or  destroyed. 

Five  tables  are  appended  to  the  statistician's  report.  The  first  table 
shows  the  length  of  line  owned  by  each  railroad  company,  the  length  of 
line  operated,  and  whether  operated  by  the  company  owning  or  by 
some  other.    In  a  preliminary  report  given  in  the  second  annual  rQ- 
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port  of  the  Commission  the  total  railroad  mileage  of  the  United  States 
was  given  at  152,781.  Those  figures  were  the  result  of  an  estimate 
based  upon  publications  by  private  statisticians.  This  proved  to  bean 
overestimate.  The  statistician  gives  as  sources  of  overestimation  in 
railway  mileage  the  following:  Mileage  may  be  easily  multiplied  in  case 
a  line  or  part  of  a  line  is  used  jointly  or  owned  jointly  by  two  or  more 
operating  companies ;  roadways  lying  partly  out  of  the  country,  in 
Canada  or  Mexico,  may  be  returned  as  roadways  within  the  country ; 
lines  once  operated  but  abandoned,  as  lumber  roads,  quarry  roads,  etc., 
may  continue  to  be  counted  after  they  have  ceased  to  form  part  of  the 
country's  railway  system  ;  street  railways,  operated  in  connection  with 
steam  railways,  maj^  be  included  in  total  mileage.  A  careful  sifting  of 
the  returns  received  and  of  such  other  evidence  as  was  found  available 
fixes  the  total  railway  mileage  in  the  United  States,  on  June  30,  1888, 
at  149,901.72.  The  whole  number  of  corporations  owning  railroads  is 
given  at  1,488.  Of  these  795  actually  operate  roads ;  the  others  are 
called  in  the  report  subsidiary  rcads^  their  lines  being  operated  by  other 
companies  as  lessees  or  otherwise. 

Of  the  aggregate  mileage  above  given  10,799.89  was  obtained  from 
what  are  designated  as  unofficial  sources ;  in  other  words,  from  sources 
other  than  returns  made  to  the  Commission.  For  the  most  part,  reports 
of  the  State  railway  commissioners  supplied  the  information.  It  must 
be  expected  that  there  will  always  be  difficulty  in  obtaining  complete 
and  accurate  statistical  information,  so  long  as  corporations  owning  lines 
which  are  entirely  within  single  States  do  not  recognize  an  obligation  to 
make  returns.  It  should  be  said  for  such  corporations  that  they  have 
in  general  responded  to  the  call  of  the  Commission,  and  have  claimed 
no  exemption  ;  but  in  many  cases,  as  will  be  apparent  from  the  figures 
given,  response  has  not  been  obtained. 

The  second  table  appended  to  the  report  gives  the  amount  of  railway 
capital  at  the  close  of  the  year  ending  June  30,  1888,  under  the  three 
heads  of  stocks,  funded  debt,  and  current  liabilities.  The  amount  of 
stocks  is  given  at  $3,804,468,055;  of  funded  debt,  $3,869,216,365;  and 
of  current  liabilities,  $396,103,311.  This  makes  a  total  of  $8,129,787,731, 
being  $59,392  per  mile  of  road.  But  this  is  for  136,883.53  miles  of  line 
only. 

The  third  table  gives  a  summary  of  earnings  and  income  for  the  same 
number  of  miles  operated.  The  amount  for  passenger  service  is  stated 
at  $277,339, 150,  which  was  30.46  per  cent,  of  the  whole  ;  from  freight  serv- 
ice, $613,290,679,  or  67.35  per  cent,  of  the  whole ;  other  earnings, 
$19,991,391,  or  2.19  per  cent,  of  the  whole.  The  total  earnings  from 
operation  were  $910,621,220.  The  income  from  other  sources,  excluding 
credits  sold,  was  $89,506,471,  making  total  income  for  the  year  $1,000,- 
214,691. 

In  a  fourth  table  is  given  a  summary  of  expenditures  for  the  year. 
From  this  it  appears  that  there  was  paid  for  maintenance  of  way  and 


REPORT    OF    Till-:    INTER8TxVTE    COMiMERCE    COMMISSION,        31 

structures,  $13i,-4'47,859  ;  for  maintenance  of  equipment,  $1()1,(>59,972; 
for  conducting  transportation,  $299,049,713 ;  for  general  expenses,  $55, 
601,045;  not  classified,  $4,245,067;  making  total  operating  expenses 
$594,994,656.     For  fixed  charges  there  was  paid  $285,492,433      Total 
expenditures,  $880,487,089. 

From  tables  3  and  4  the  following  comparative  summary  of  results 
was  deduced : 

Revenue  per  passenger  per  mile cents..  2.349 

Average  cost  of  carrying  one  passenger  1  mile do 2.  042 

Revenue  per  ton  ot  freight  per  mile do 1,  001 

Average  cost  of  carrying  1  ton  of  freight  1  mile do 630 

Revenue  per  triiin  mile,  passenger  trains $1.  139 

Average  cost  of  running  passenger  train  1  mile cents..  84  691 

Revenue  per  train  mile,  freight  trains $1.  657 

Average  cost  of  running  freight  train  1  mile |I.  038 

Average  cost  per  train  mile  of  all  trains  earning  revenue cents . .  96.  050 

Percentage  of  oj^erating  expenses  to  operating  income do . .  65..  340 

The  impossibility  of  thus  apportioning  revenue  and  expenses  with 
entire  accuracy  is  well  understood,  but  the  above  is  probably  as  near 
an  approach  to  accuracy  as  is  attainable. 

A  fifth  table  gives  a  statement  of  payments  on  railway  capital  for  the 
year,  from  which  it  appears  that  upon  $2,374,200,906  of  stock  no  divi- 
dend was  paid,  and  upon  the  remainder  there  was  paid  as  follows : 
Upon  $4,818,626,  less  than  1  per  cent.;  upon  $90,805,607,  from  1  to  2 
percent.;  upon  $46,775,644,  from  2  to  3  per  cent.;  upon  $34,079,425, 
from  3  to  4  per  cent.;  upon  $318,690,245,  from  4  to  5  per  cent.;  upon 
$301,681,511,  from  5  to  6  per  cent.;  upon  $264,402,331,  from  6  to  7  per 
cent.;  upon  $295,755,706,  from  7  to  8  per  cent.;  upon  $76,473,650, from  8 
to  9  per  cent.;  upon  $4,209,510,  from  9  to  10  per  cent;  upon  $48,459,100, 
from  10  to  11  per  cent.;  and  upon  $4,006,800,  11  per  cent,  or  over.  In- 
terest payments  were  made  on  78.31  per  cent,  of  the  bonds,  ana  none 
on  21.69  per  cent. 

The  theory  of  a  sixth  table,  which  shall  give  a  cash  statement  of  finan- 
cial operations  for  the  year,  and  which  may  be  regarded  as  the  culmi- 
nation of  the  plan  to  which  all  the  other  tables  conform,  is  also  pre- 
sented, but  it  was  found  not  possible  to  give  the  table  itself  in  this  first 
report.  The  abstract  above  given  will  be  sufficient  to  show  that  the 
statistical  work  of  the  Commission  has  been  satisfactorily  begun  ;  that 
the  leading  facts  are  now  established  with  nearer  approach  to  accuracy 
than  ever  before  ;  and  that  there  is  reason  to  believe  that  the  obstacles 
to  obtaining  reliable  statistics  regarding  railroad  property  and  railroitd 
operations  will  from  this  time  grow  less  numerous  and  troublesome  from 
'year  to  year. 

The  single-track  mileage  of  new  road  constructed  during  the  year 
ending  June  30,  1888,  by  the  companies  which  reported  to  the  Com- 
mission, was  7,502.17.  If  the  companies  not  reporting  constructed  new 
road  in  like  proportion,  the  total  would  be  8,084.65;  and  this  ma^  be 
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assumed  to  represent  very  nearly  the  actual  extension  of  lines  during 
tlie  year. 

One  of  the  chief  difficulties  in  the  way  of  obtaining  accurate  and  re- 
liable statistics  of  the  working  of  railroads  springs  from  the  fact  that 
the  methods  of  keeping  accounts  vary  so  greatl^^  There  is  no  good 
reason  for  the  great  diversity  that  exists.  It  has  come  largely  from  the 
different  practices  of  different  roads  originating  many  years  ago  when 
the  general  subject  was  less  understood  than  it  is  now,  and  which  have 
continued  in  existence  for  no  better  reason  than  that  the  present  officers 
of  railway  corporations  have  found  them  in  existence  at  the  time  of  en- 
tering upon  their  duties.  Accounting  officers  of  railroads  very  gener- 
ally recognize  the  importance  of  uniformity  in  the  methods  of  account- 
ing, and  in  their  meetings  have  considered  the  subject  to  some  extent, 
and  a  very  general  desire  is  believed  to  exist  that  the  Commission  should 
act  under  the  authority  given  to  it  by  the  twentieth  section  of  the  statute 
and  prescribe  uniformity  in  the  methods  of  keeping  accounts.  The  sub- 
ject has  recently  been  taken  up  by  the  Commission,  and  steps  have  been 
taken  to  obtain  from  the  roads  such  information  as  may  be  necessary  to 
enable  the  power  of  the  Commission  in  this  respect  to  be  wisely  and 
usefully  exercised. 

The  statistical  work  of  the  Commission  for  the  year  ending  June  30, 
1889,  will  appear  in  detail  by  the  report  of  the  statistician  now  in  course 
of  preparation.  This  report  is  unavoidably  delayed  by  the  tardiness  of 
some  of  the  railroad  companies  in  making  their  returns.  The  new  rail- 
road mileage  constructed  during  the  year  can  now  be  only  approxi- 
mately given  and  was  about  6,500  miles,  making  the  total  railroad 
mileage  of  the  United  States  to  June  30,  1889,  156,400  miles. 

It  is  of  much  interest  to  know  how  the  operation  of  the  law  has 
affected  the  earnings  of  railroads.  There  are  so  many  other  causes, 
however,  that  exert  more  or  less  influence  that  exact  conclusions  can 
not  be  predicated  from  one  cause  alone.  Full  returns  are  also  neces- 
sary for  accurate  and  complete  results,  and  as  these  have  not  all  been 
received,  only  incomplete  results  can  now  be  given.  Enough  appears, 
however,  by  official  returns  and  from  unofficial  sources,  to  warrant  the 
positive  statement  that  as  a  whole  there  has  been  considerable  increase 
in  railroad  earnings,  and  that  during  the  year  since  the  last  report  of 
the  Commission  every  month  has  shown  a  marked,  though  not  the  same, 
increase  over  the  corresponding  month  in  the  preceding  year.  The 
lowest  rate  of  increase  upon  a  given  number  of  roads  in  any  month  was 
nearly  4 J  per  cent.,  and  the  highest  was  over  12  per  cent.,  being  the 
largest  since  the  extraordinary  rate  of  earnings  in  the  year  1880. 

It  is  to  be  noted  that  with  the  exception,  perhaps,  of  some  coal  roads 
the  increased  earnings  have  been  shared  by  the  various  groups  or 
classes  of  roads  in  different  portions  of  the  country,  and  apparently  in 
the  following  order :  The  Pacific  Slope  roads,  the  Trunk  lines,  the  roads 
south  of  the  Ohio  and  Potomac  Rivers,  the  Southwestern  roads,  and  iu 
a  less  degree  by  those  elsewhere, 
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Tliere  seems  no  reason  to  believe,  therefore,  that  the  effect  of  the  law 
has  been  injurious  to  raih^oad  earnings,  but  on  the  contrary  that,  not- 
withstanding the  general  lowering  of  rates  from  all  causes  and  the 
equalizations  and  reductions  ot  charges  due  especially  to  the  just  pro- 
visions of  the  law,  railroads  in  the  main  have  prospered  with  the  gen- 
eral prosperity  of  the  country,  and  show  materially  better  earnings 
wherever  excessive  competition  and  the  misconduct  of  managers  in  rate- 
cutting  and  other  reprehensible  practices  have  not  inflicted  injury  on 
themselves. 

THE    GOVERNMENT-AIDED    RAILROAD    AND   TELEGRAPH    LINES. 

Certain  duties  were  devolved  upon  this  Commission  in  relation  to 
railroad  and  telegraph  companies  to  which  the  United  States  has  granted 
any  subsidy  iu  lands  or  bonds  or  loan  of  credit  for  the  construction  of 
either  railroad  or  telegraph  lines,  by  the  act  of  Congress  approved 
August  7,  1888,  being  chapter  772  of  the  acts  of  the  Fiftieth  Congress 
of  the  United  States,  Volume  25,  U.  S.  Statutes  at  Large,  page  382. 

The  act  also  imposes  certain  specified  duties  upon  the  railroad  and 
telegraph  lines  referred  to. 

So  far  as  this  Commission  is  required  to  take  action  in  respect  to 
these  companies  and  to  secure  the  reports  and  information  pursuant  to 
the  act,  the  Commission  has  endeavored  to  give  effect  to  its  provisions. 

The  general  purposes  of  the  act  may  be  summarized  as  follows  : 

First,  that  every  railroad  and  telegraph  company  aided  by  any  sub- 
sidy from  the  United  States  in  lands  or  bonds  or  loan  of  credit  for  the 
construction  of  either  railroad  or  telegrai)h  lines,  and  all  companies  en- 
gaged in  operating  such  railroad  or  telegraph  lines,  should  forthwith 
and  henceforward,  by  and  through  their  own  respective  corporate  offi- 
cers and  employes,  maintain  and  operate  for  railroad,  governmental, 
commercial,  and  all  other  purposes,  telegraph  lines,  and  exercise  by 
themselves  alone  all  the  telegraph  franchises  conferred  upon  them  and 
obligations  assumed  by  them  under  the  acts  making  the  grants  of  Gov- 
ernment aid. 

Second,  that  any  telegraph  company  that  may  have  accepted  the 
provisions  of  title  i)5  of  the  Kevised  Statutes  of  the  United  States, 
which  shall  extend  its  line  to  any  station  or  office  of  a  telegraph  line 
belonging  to  any  railroad  or  telegraph  companies  referred  to  in  the  act, 
should  have  the  right  to  connect  its  line  and  exchange  business  with 
such  Government-aided  companies. 

Third,  that  each  of  the  railroad  and  telegraph  companies  referred  to  in 
the  act  shouh.l  file  with  this  Commission  copies  of  all  contracts  and  agree- 
ments between  it  and  every  other  person  or  corporation  in  reference  to 
the  ownership,  possession,  maintenance,  control,  use,  or  operation  of 
any  telegrai)h  lines  or  property  over  or  upon  its  right  of  way,  and  also 
to  make  a  report  describing  with  sufficient  certainty  the  telegraph  lines 
p.  Mis.  50 3 
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aud  property  belonging  to  it,  and  the  manner  in  which  the  same  are 
being  then  used  and  operated  by  it,  and  the  telegraph  lines  and  property 
upon  its  right  of  way  in  which  any  other  person  or  corporation  claims 
to  have  a  title  or  interest,  and  setting  forth  the  grounds  of  such  claim 
and  the  manner  in  which  the  same  are  being  then  used  and  operated. 

Fourth,  that  the  said  companies  should  also  make  annual  report  to 
this  Commission,  with  reasonable  fullness  and  certainty,  the  nature, 
extent,  value,  and  condition  of  the  telegraph  lines  and  property  belong- 
ing to  them,  the  gross  earnings,  and  all  expenses  of  maintenance,  use 
and  operation  thereof,  and  their  relation  and  business  with  all  connect- 
ing telegraph  companies  during  the  preceding  year,  at  such  time  and  in 
such  manner  as  may  be  required  by  a  system  of  reports  to  be  prescribed 
by  this  Commission. 

Prior  to  the  passage  of  the  act  of  August  7,  1888,  it  is  believed  that 
the  various  railroad  companies  that  had  been  aided  by  the  United  States 
by  subsidies  for  the  construction  of  their  railroad  and  telegraph  lines, 
and  that  were  required  to  construct,  maintain,  and  operate  telegraph 
lines,  had  availed  themselves  of  the  provisions  of  the  nineteenth  section 
of  the  act  of  Congress  of  July  1,  18G2,  in  regard  to  Pacific  railroads, 
by  which  such  railroads  were  authorized  to  enter  into  arrangements 
with  certain  specified  telegraph  companies  in  lieu  of  constructing  tele- 
graph lines  of  their  own,  and  by  which  it  was  enacted  that — 

If  said  arraugeinent  be  entered  into,  and  the  transfer  of  said  telegraph  line  be  made 
in  accordance  therewith  to  the  line  of  said  railroad  and  branchss,  such  transfer  shall, 
for  all  purposes  of  this  act,  be  held  and  considered  a  fulfillment  on  the  part  of  said 
railroad  companies  of  the  provisions  of  this  act  in  regard  to  the  construction  of  said 
line  of  telegraph.  And,  in  case  of  disagreement,  said  telegraph  companies  are  au- 
thorized to  remove  their  line  of  telegraph  along  aud  upon  the  line  of  railroad  herein 
contemplated,  without  prejudice  to  the  rights  of  said  railroad  companies  named 
hereiUo 

The  Commission  believes  that  the  telegraph  business  of  the  subsi- 
dized railroad  companies  in  question  was  provided  for  by  arrangements 
under  this  section,  and  was  in  fact  done  by  the  Western  Union  Tele- 
graph Company,  either  under  direct  contracts  with  that  company  or  as 
successor  in  interest  to  the  other  telegraph  company  specified  in  the  act 
with  which  contracts  were  originally  made.  These  contracts  also  con- 
tain provisions  as  to  telegraph  business  other  than  that  of  the  railroad 
companies,  but  not  necessary  to  be  restated  herein. 

None  of  the  railroad  companies  or  telegraph  companies  referred  to  in 
the  act  of  August  7,  1888,  made  report  to  this  Commission  within  sixty 
lays  from  the  passage  of  the  act,  as  required  by  its  sixth  section.  The 
Commission  thereupon  called  upon  the  various  companies,  by  circular, 
to  file  with  the  Commission  copies  of  the  contracts  and  agreements 
specified  in  the  sixth  section,  and  to  report  certain  other  facts  set  forth 
in  the  circular.  This  circular,  published  in  appendix  of  second  annual 
rei)ort,  was  duly  served  upon  the  various  companies  believed  to  be  sub- 
ject to  the  act. 
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Tbo  only  responses  to  this  circular  were  as  follows : 

The  Northern  Pacific  Railroad  Company  filed  a  copy  of  agreement 
between  the  Northwestern  Telegraph  Company  and  the  Western  Union 
Telegraph  Company  of  the  one  part  and  the  Northern  Pacific  Radroad 
Comi)any  of  the  other  part  under  date  of  May  1,  1880;  and  also  of  a 
supplemental  agreement  to  the  foregoing  between  the  same  ])arties 
under  date  of  December  18,  1885;  also  a  brief  report  in  regard  to  the 
ownership  and  operation  of  the  telegraph  lines  and  property  upon  the 
right  of  way  of  said  company. 

The  Southern  Pacific  Company  filed  a  contract  entered  into  between 
the  Central  Pacific  Railroad  Company,  the  Southern  Pacific  Railroad 
Company,  the  Sacramento  and  Placerville  Railroad  Company,  the 
Northern  Railway  Company,  tbe  San  Pablo  and  Tulare  Railroad  Com- 
pany, the  Los  Angeles  and  San  Diego  Railroad  Company,  the  Amador 
Branch  Railroad  Company,  the  Berkeley  Branch  Railroad  Company, 
the  Los  Angeles  and  Independence  Railroad  Company,  parties  of  the 
first  part,  and  the  Western  Union  Telegraph  Company,  party  of  the 
second  part,  under  date  of  December  14,  1877. 

The  Sioux  City  and  Pacific  Railroad  Company  filed  a  copy  of  a  con- 
tract entered  into  between  said  company  and  the  Western  Union  Tele- 
graph Company  under  date  of  April  1,  1871 ;  also  a  brief  report  in  re- 
gard to  the  ownership  and  operation  of  the  telegraph  lines  and  property 
upon  its  right  of  way. 

The  Union  Pacific  Railway  Company  filed  a  copy  of  a  contract  en- 
tered into  between  said  company  and  the  Western  Union  Telegraph 
Company  under  date  of  July  1, 1881. 

The  companies  not  having  complied  with  the  requirements  of  the  cir- 
cular as  fully  as  was  necessary  the  Commission,  on  the  10th  of  April, 
1889,  issued  another  circular,  which  was  duly  served  upon  the  various 
companies,  calling  upon  them  for  more  complete  and  specific  reports 
which  circular  is  given  in  Appendix  6. 

Responses  to  this  last  circular  have  been  as  follows : 

The  Union  Pacific  Railway  Company  filed  a  report  in  regard  to  the 
ownership  and  operation  of  the  telegraph  lines  and  property  upon  its 
right  of  way  ;  also  a  statement  showing  the  pleadings  and  certain  i)ro- 
ceediugs  in  a  suit  pending  in  the  circuit  court  of  the  United  States  for 
the  district  of  Nebraska,  brought  by  the  Western  Union  Telegraph 
Company  against  the  Union  Pacific  Railway  Company. 

The  United  States  Telegraph  Company  and  the  Western  Union  Tele- 
graph Company  communicated  by  letter,  denying  that  said  companies 
are  subject  to  the  act  of  August  7, 1888. 

The  Sioux  City  and  Pacific  Railroad  Company  filed  a  report  giving  a 
brief  description  of  its  telegrar)h  line. 

The  Northern  Pacific  Railroad  Company  filed  a  report  giving  a  full 
and  detailed  account  of  the  ownership  and  operation  of  the  telegraph 
lines  and  property  upon  its  right  of  way, 
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The  St.  Joseph  and  Grand  Island  Eailroad  Company  (successor  of 
the  St.  Joseph  and  Western  Eailroad  Company)  filed  a  report  in  re- 
gard to  the  ownership  and  operation  of  the  telegraph  lines  and  prop- 
erty upon  its  right  of  way. 

The  responses  of  the  United  States  Telegraph  Company,  the  West- 
ern Union  Telegraph  Company,  the  Texas  and  Pacific  Eailway  Com- 
pany, the  Missouri  Pacific  Eailwav  Company,  the  Hannibal  and  St. 
Joseph  Eailroad  Company  consisted  only  of  letters  respectively  denying 
that  the  said  companies  are  subject  to  the  act.  The  Atchison,  Topeka 
and  Santa  Fe  Eailroad  Company  also  answered,  denying  that  that  com- 
pany is  subject  to  the  act,  but  filed  a  copy  of  an  agreement  between  said 
company  and  the  Western  Union  Telegraph  Company. 

Pursuant  to  the  provisions  of  the  sixth  section  of  the  act  of  August 
7,  1888,  the  Commission  prepared  a  form,  as  set  forth  in  appendix  6-a, 
for  annual  reports  to  be  made  by  the  railroad  and  telegraph  companies 
referred  to  in  the  act,  setting  forth  with  reasonable  certainty  and  par- 
ticularity the  various  matters  required  to  be  shown  by  those  reports, 
and  on  the  22d  day  of  August  last  these  blank  forms  were  duly  trans- 
mitted and  deliv^ered  to  the  following  companies : 

The  Atchison,  Topeka  and  Santa  Fe  Eailroad  Company;  the  Atlan- 
tic and  Pacific  Eailroad  Company ;  the  Central  Pacific  Eailroad  Com- 
pany;  the  Northern  Pacific  Eailroad  Company;  the  Oregon  and  Cali- 
fornia Eailroad  Company;  the  St.  Joseph  and  Grand  Island  Eailroad 
Company;  the  St.  Louis  and  San  Francisco  Eailway  Company;  the 
Sioux  City  and  Pacific  Eailroad  Company ;  the  Southern  Pacific  Com- 
pany; the  Union  Pacific  Eailway  Comjiany;  the  United  States  Tele- 
graph Company,  and  the  Western  Union  Telegraph  Company. 

The  various  railroad  comi^anies  to  which  blanks  were  so  transmitted 
are  believed  to  be  subject  to  the  provisions  of  the  act  of  August  7, 
1888,  either  by  reason  of  subsidies  directly  granted  to  them  by  the 
United  States  Government  or  by  the  acquisition  of  or  consolidation 
with  lines  of  road  to  w^hicii  such  subsidies  have  been  granted. 

The  Western  Union  Telegraph  Company  is  believed  to  be  subject  to 
the  act,  not  by  reason  of  any  direct  subsidy  granted  to  that  company, 
but  by  reason  of  the  acquisition  by  contract  of  the  franchises  and 
rights  of  other  companies  that  had  received  Government  subsidy, 
whereby  the  former  became  subject  to  the  obligations  of  such  companies. 

The  United  States  Telegraph  Company  is  believed  to  have  been  a 
subsidized  company,  but,  although  its  corporate  existence  is  still  main- 
tained, its  franchises  are  controlled  and  its  lines  operated  by  the  West- 
ern Union  Telegraph  Company. 

The  Central  Pacific  Eailroad  and  the  Oregon  and  (California  Eailroad 
are  controlled  and  0[)erated  by  the  Southern  Pacific  Company. 

The  only  railroad  companies  that  have  yet  made  an  annual  report  to 
the  Commission,  pursuant  to  the  forms   transmitted,  are,  first,  the 
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ioux  City  and  Pacific  Railroad  Company.  The  rc[)()rt  of  tliis  company 
18  imperfect  and  gives  onl}^  a  small  part  of  the  information  called  for 
by  the  circular.  The  main  facts  called  for  are  not  reported  at  all,  but 
the  report  states  in  a  general  way  that  its  telegraph  line  is  not  o[)er- 
ated  by  the  railroad  company  for  commercial  business,  but  is  operated 
by  the  Western  Union  Telegraph  Company  j  and  also  states  that  the 
entire  capital  stock  of  the  railroad  company  is  issued  on  account  of  all 
the  property  of  the  company,  and  that  a  division  to  show  the  cost  and 
value  of  the  telegraph  pro])erty  Ciin  not  be  made ;  second,  the  !Horth- 
ern  Pacific  Railroad  Company,  whose  report  seems  to  be  as  full  as  prac- 
ticable, in  view  of  the  fact  of  its  contract  with  the  Western  Union 
Telegraph  Company. 

The  general  result  to  be  reported  by  the  Commission  is  that  all  of 
the  subsidized  railroad  companies  referred  to  in  the  act  have  fade:!  to 
comply  with  the  x^rovision  of  the  first  section  tliat  all  of  said  com- 
panies should  *'  forthwith  and  henceforward,  by  and  through  their  own 
respective  corporate  officers  and  employes,  maintain  and  operate  for 
railroad,  governmental,  commercial,  and  all  other  purposes,  telegraph 
lines,  and  exercise  by  themselves  alone  all  the  telegraph  franchises 
conferred  upon  them  and  obligations  assumed  by  them  under  the  acts 
miking  the  grants ; "  and  all  except  the  two  companies  above  specified 
have  failed  to  comply  at  all,  and  those  two  literally,  with  the  provision 
in  the  sixth  section  requiring  said  companies  to  make  annual  reports  to 
the  Interstate  Commerce  Commission,  setting  forth  "  with  reasonable 
fullness  and  certainty  the  nature,  extent,  value,  and  condition  of  the 
telegraph  lines  and  property  then  belonging  to  it,  the  gross  earnings, 
and  all  expenses  of  maintenance,  use,  and  operation  thereof^  and  its 
relation  and  business  with  all  connecting  telegraph  companies  during 
the  preceding  year,  at  such  time  and  in  such  manner  as  may  be  required 
by  a  system  of  reports  which  said  Commission  shall  prescribe." 

It  is  proper  to  state  that  the  Union  Pacific  Railway  Company  reports 
to  this  Commission  that  immediately  after  the  passage  of  the  act  of 
August  7,  1888,  it  attempted  to  assume  direct  control  over  its  telegraph 
line,  and  to  comply  with  the  provisions  of  the  act,  but  was  prevented 
from  so  doing  by  an  injunction  granted  by  the  United  States  circuit 
court  at  the  suit  of  the  Western  Union  Telegraph  Company,  which  suit 
is  still  pending. 

Th3  said  act  of  August  7,  1888,  is  precise  in  its  provisions  that  sub- 
sidized railroad  companies  shall  ''  maintain  and  operate  for  railroad, 
governmental,  commercial,  and  all  other  purposes,  telegraph  lines,"  and 
shall  afford  facilities  to  connecting  telegraph  lines  "for  the  prompt  and 
convenient  interchange  of  telegraph  business,"  *  *  *  ''and  afford 
equal  facilities  to  all  without  discrimination  in  favor  of  or  against  any 
person,  company,  or  corporation  whatever,  and  shall  receive,  deliver,  and 
exchange  busmess  with  connecting  telegraph  lines  on  equal  terms  and 
without  discrimination." 
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This  Commission  has  never  received  an  application  to  institute  an 
investigation  or  make  an  order  upon  any  railroad  or  telegraph  company 
under  the  provisions  of  said  act,  and  no  complaint  has  come  to  the  Com- 
mission on  account  of  refusal  of  the  Western  Union  Telegraph  Company 
or  any  other  subsidized  company  to  connect  with  other  companies  in  the 
reception  or  transmission  of  messages,  except  a  communication  in  the 
nature  of  a  complaint  from  Albert  B.  Chandler,  president  and  general 
manager  of  the  Postal  Telegraph  and  Cable  Company,  in  September, 
1888.  This  led  to  a  correspondence  and  inquiry  which  continued  for 
some  months,  but  no  formal  complaint  or  application  followed. 

It  is  also  provided  by  the  act  last  referred  to,  that  in  case  any  of 
said  railroad  or  telegraph  companies  shall  refuse  or  fail  to  make  the 
reports  mentioned  in  the  sixth  section  of  the  act,  or  any  report  that 
may  be  called  for  by  the  Interstate  Commerce  Commission,  it  shall  be 
the  duty  of  the  said  commission  to  inform  the  Attorney-General  of  such 
cases  of  neglect  or  refusal. 

Pursuantto  this  provision  of  the  act  the  Interstate  Commerce  Commis- 
sion, after  waiting  what  seemed  to  it  a  reasonable  time  for  the  reports 
specilied  in  the  circulars  above  mentioned,  reported  to  that  officer  the 
tacts  in  respect  to  such  neglect  and  refusal  by  said  companies  ;  and  the 
Commission  is  informed  that  he  has  taken  action  in  this  behalf. 

CONFERENCE  OF  RAILROAD  COMMISSIONERS. 

Early  in  the  present  year  tbe  Commission  decided  to  invite  a  con- 
ference with  the  authorities  intrusted  with  the  supervision  of  railroad 
atfairs  under  the  laws  of  the  several  States  and  Territories.  Many  rea- 
sons had  weight  in  inclining  the  Commission  to  take  this  action,  some 
of  which  appeared  to  its  members  to  be  very  cogent.  The  United 
States,  by  the  act  to  regulate  commerce,  had  entered  upon  the  regula- 
tion of  transportation  by  rail,  but  in  doing  so  had  made  the  descriptive 
.tcirms  as  to  the  carriers  to  which  the  regulations  should  apply  so  pre- 
cise and  particular  as  to  leave  a  considerable  number  unaffected.  The 
act  by  its  first  section  was  declared  to  *'  apply  to  any  common  carrier 
or  carriers  engaged  in  the  transportation  of  passengers  or  property 
\\  holly  by  railroad  or  partly  by  railroad  and  partly  by  water  when  both 
are  used,  under  a  common  control,  management,  or  arrangement  for  a 
continuous  carriage  or  shipment  from  one  State  or  Territory  of  the 
United  States,  or  the  District  of  Columbia,  to  any  other  State  or  Terri- 
tory of  the  United  States,  or  the  District  of  Columbia,  or  from  any  place 
ill  the  United  States  to  an  adjacent  foreign  country,  or  from  any  place 
in  the  United  States  through  a  foreign  country  to  any  other  place  in 
tiie  United  States,  and  also  to  the  transportation  in  like  manner  of 
ju'operty  shipped  from  any  place  in  the  United  States  to  a  foreign  coun- 
try and  carried  from  such  place  to  a  port  of  transshipment,  or  shipped 
from  a  foreign  country  to  any  place  in  the  United  States  and  carried 
to  such  place  from  a  port  of  entry  either  in  the  United  States  or  an  ad- 
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jacciit  foreign  country,"  but  an  important  proviso  was  added, 'Hliat 
the  i)rovisions  of  this  act  >shall  not  apply  to  the  transportation  of  pas- 
sengers or  property,  or  to  the  receiving,  delivering,  storage,  or  hand- 
ling of  property  wholly  within  one  State,  and  not  shipped  to  or  from  a 
foreign  country  from  or  to  any  State  or  Territory  as  aforesaid." 

Many  railroad  corporations,  whose  lines  are  wholly  within  single 
States  and  who  manage  them  independently,  are  supposed  by  the  force 
of  this  proviso  to  be  altogether  exempt  from  the  provisions  of  the  act, 
and  to  be  left  for  regulation — if  regulated  at  all  by  public  authority — 
under  State  or  Territorial  laws.  Some  of  the  carriers  who  may  thus 
plausibly  claim  exemption  owned  roads  which  were  not  only  impor- 
tant because  of  the  very  considerable  capital  invested  and  of  the  mag- 
nitude of  business  done  upon  them,  but  also  because,  whether  operated 
independently  or  otherwise,  their  relation  to  interstate  roads  and  to  the 
traffic  upon  them  was  such  as  to  make  it  imperative  that  they  should 
be  taken  into  account  in  any  comprehensive  survey  of  interstate  trans- 
portation. Moreover,  in  the  nature  of  things,  it  was  impossible  to  classify 
State  and  interstate  roads  upon  any  distinction  that  was  at  once  obvious 
and  permanent;  neither  physical  characteristics  nor  location,  nor  indi- 
cations afforded  by  the  mere  appearance  of  the  traffic,  furnished  a  con- 
clusive test  for  the  purpose;  they  did  not  in  any  way  stand  apart  from 
each  other  so  as  obviously  to  constitute  separate  systems.  Then  a  road 
might  be  a  State  road  one  year,  and  without  any  change  except  such  as 
should  be  made  in  traffic  arrangements,  bean  interstate  road  the  second 
year,  and  a  State  road  again  the  third  year;  and  in  any  attempt  to  giv^e 
comparative  views  from  year  to  year  this  likelihood  of  changes  from  one 
class  to  another  was  a  fact  that  was  necessarily  embarrassing,  since  it 
was  eas}^  to  see  that  it  was  liable  to  cause  confusion  and  perhaps  lead 
to  serious  errors. 

The  consequent  difficulties  were  increased  by  the  fact  that  State  laws 
for  the  regulation  of  State  carriers  differed  from  the  act  to  regulate 
commerce  in  important  particulars.  This,  of  itself,  would  be  unfortu- 
nate, even  if  it  caused  no  embarrassment  in  the  performance  of  duties 
by  Federal  and  State  roads.  It  was  obviously  desirable  that  the  duties 
and  obligations  imposed  upon  all  the  carriers  should  be  substantially 
alike,  and  that  the  laws  for  regulation  should,  as  nearly  as  possible,  be 
identical.  The  embarrassment  resulting  from  diversity  in  State  and 
Federal  action  was  perhaps  greatest  in  respect  to  the  matter  of  statis- 
tics. To  make  these  of  value  it  was  essential  that  they  be  complete  and 
accurate;  and  they  could  not  be  complete  and  accurate  unless  the  re- 
turns made  annually  by  the  carriers  were  all  made  in  response  to  the 
same  questions  and  covered  the  same  grounds.  If  all  the  carriers  by 
rail  made  returns  to  this  Commission,  the  end  desired  might  be  ex- 
pected to  be  accomplished  ;  but  if  some  of  them  claimed  exemption  by 
reason  of  being  State  roads,  the  effort  to  obtain  full  statistics  would  fail^ 
unless  returns  under  State  laws  could  be  resorted  to  for  supplying  de- 
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flciencies.  Many  of  the  carriers  did,  in  fact,  claim  such  exemption,  bat 
responded  to  the  call  of  the  Commission  as  matter  of  courtesy. 

It  was  found,  however,  in  some  cases  that  though  a  willingness  to 
make  return  existed,  it  was  impracticable  to  do  so,  for  the  reason  that 
the  books  and  accounts,  which  had  been  planned  and  kept  with  a  view 
to  meeting  the  requirements  of  State  law  and  State  regulation,  would 
not  enable  the  carrier  to  meet  the  call  made  by  this  Commission  except 
at  great  expense.  This  was  most  noticeably  the  case  when  the  finan- 
cial year  covered  by  the  return  made  to  the  State  was  different  from 
the  financial  year  to  be  embraced  in  the  return  to  this  Commission; 
under  such  circumstances  one  return  could  not  be  a  mere  copy  of  the 
other,  but  would  require  a  special  sifting  and  a  new  arrangement  of  ac- 
counts, and  this  would  involve  an  expense  which  the  carrier  could 
hardly  be  expected  to  incur  as  matter  of  courtesy  merely.  The  imprac- 
ticability of  obtaining  complete  statistics  of  the  railroads  of  the  coun- 
try and  of  their  financial  and  other  operations  when  their  returns  were 
not  all  made  on  the  same  basis  was  as  manifest  as  it  was  embarrassing. 
To  take  as  an  illustration  the  important  fact  of  current  railroad  build- 
ing, which  perhaps  interests  the  general  public  quite  as  much  as  any 
other;  it  will  be  readily  understood  that  it  must  be  quite  impossible  to 
give  the  amount  of  railroad  building  for  a  specified  year  when  the  re- 
turns of  some  of  the  carriers  cover  the  defined  year,  while  others  era- 
brace  years  differently  beginning  and  ending. 

The  proposed  conference  had  these  matters  specially  in  view,  but  not 
these  exclusively.  The  importance  of  harmony  in  State  and  Federal 
law  and  regulation,  so  that  for  the  whole  country  the  rule  of  conduct 
in  the  management  of  railway  transportation  should  be  the  same  was 
too  great  to  be  overlooked,  and  the  Commission  believed  that  such  a 
conference  might  bean  important  step  towards  the  desired  end. 

On  the  31st  day  of  January  last,  the  Secretary  by  direction  of  the 
Commission  issued  a  circular  letter  inviting  participation  in  a  general 
conference  of  railroad  commissioners  to  be  held  at  the  office  of  the 
Interstate  Commerce  Commission,  on  the  5th  of  March  following.  The 
letter  specified  as  among  the  subjects  which  might  be  properly  consid- 
ered— 

Raihvay  staUsiics,  with  special  reference  to  the  formulation  of  a  uni- 
form system  of  reporting. 

Classification  of  freight,  its  simplification  and  unification. 

Railway  legislation^  how  to  obtain  harmony  in. 

Railway  construction,  should  regulation  be  provided? 

And  such  other  topics  affecting  State  and  interstate  commerce  as 
should  be  brought  forward  by  members  of  the  conference,  the  specifi- 
cation made  not  being  designed  to  exclude  the  consideration  of  any 
other  subjects  of  common  interest.  It  was  stated  also  that  an  oppor- 
tunity would  be  afforded  for  consultation  in  respect  to  the  heating 
and  lighting  of  cars,  autoinatic  car  coupling,  continuous  train  brakes, 
and  other  matters  now  more  particularly  within  the  sphere  of  State 
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authority.  And  papers  were  invited  from  members  of  tlie  conference 
upon  any  topic  deemed  of  importance. 

The  invitation  was  sent  to  tlie  railroad  commissioners  of  the  several 
States  and  Territories  having  commissions  j  to  the  board  of  tax  asses- 
sors of  Arkansas,  Indiana,  and  New  Jersey;  to  the  secretary  of  internal 
affairs  of  Pennsylvania;  to  the  secretaries  of  State  of  North  Carolina 
and  West  Virginia,  and  to  the  governors  of  such  States  and  Territories 
as  have  not  by  law  given  a  supervision  of  railway  affairs  to  commissions 
or  other  public  boards  or  functionaries.  The  Association  of  American 
Railway  Accounting  Officers  was  also  invited  to  send  representatives, 
their  presence  and  assistance  being  specially  desired  when  the  subject 
of  annual  returns  and  the  forms  for  securing  them  should  be  under 
discussion.  In  the  invitation  to  the  Association  it  was  stated  that  it 
has  been  the  constant  desire  of  the  Commission  to  obtain  the  utmost 
harmony  of  action  in  respect  to  the  subject  of  railway  statistics,  and 
also  to  avail  itself,  as  far  as  possible,  of  the  intelligence  and  experience 
of  practical  railway  accountants. 

On  the  day  appointed  for  the  meeting  it  was  found  that  the  invitation 
had  been  very  generally  accepted.  Nearly  every  State  and  Territorial 
railroad  commission  was  represented,  as  was  also  the  department  of  in- 
ternal affairs  of  Pennsylvania;  the  American  Railway  Accounting  Offi- 
cers, by  its  president  and  other  officials.  In  an  address  of  welcome  on 
behalf  of  the  Interstate  Commerce  Commission,  made  on  calling  the 
meeting  to  order,  the  reasons  for  the  conference  and  the  subjects  to  be 
considered  were  thus  stated  by  the  Chairman: 

It  gives  me  great  pleasure,  on  behalf  of  the  Commission  of  which  I  am  a  member, 
to  welcome  you  to  this  place.  We  are  all  engaged  in  kindred  work,  and  not  kindred 
work  merely,  but  in  a  large  degree  in  the  same  work.  You  have  your  respective  spheres 
of  action,  limited  in  territory  and  by  legislation,  aud  we  have  ours  which  is  intended 
to  be  as  nearlv  as  in  the  nature  of  things  is  possible,  distinct  and  separate.  But  if 
the  Union  of  which  we  are  all  citizens  is  in  a  political  sense  one  and  indissoluble  it  is 
even  more  distinctly  so  in  respect  to  the  great  interests  which  are  committed  for  reg- 
ulation to  yonr  respective  Commissions.  What  is  often  spoken  of  as  the  railroad 
system  of  the  United  States  is  an  illustration  of  unity  in  diversity  such  as  it  would 
be  difficult  to  find  elsewhere  in  the  world.  Every  railroad  corporation  is  in  a  legal 
sense  independent  of  all  others,  and  when  its  line  is  wholly  within  the  limits  of  a 
single  State,  and  it  is  operated  independently,  the  laws  make  no  provision  for  any 
other  than  local  regulation.  But  there  is  scarcely  a  line  of  road  in  the  country  so 
short  or  so  insignificant  that  the  method  in  which  its  operations  shall  be  conducted 
is  not  of  something  more  than  local  importance,  or  the  character  of  its  regulation  of 
some  concern  to  business  interests  beyond  the  State  limits.  It  may  be  a  link  in  a 
long  line  extending  through  two  or  more  States  ;  it  may  be  the  principal  or  perhaps 
the  solo  means  of  transportation  for  the  products  of  a  mine  or  other  important  indus- 
try which  supplies  many  States;  but  whether  of  greater  or  less  importance,  it  has 
relations  to  other  roads  which  are  not  and  can  not  be  wholly  limited  within  any  po- 
litical division  of  the  country,  however  extensive  it  may  be.  Even  the  little  Catskill 
Mountain  railroad,  by  the  issue  of  coupon  tickets  to  San  Francisco,  may  in  a  sense  be- 
come apart  of  a  transcontinental  highway,  and  the  citizen  from  the  Pacific  coast 
who  applies  for  one  of  the  tickets  has  an  interest  in  the  treatment  he  shall  receive  in 
resjject  to  it  wliich  is  precisely  the  same  that  it  would  be  if  all  the  roads  of  the  coun- 
try were  one  in  ownership  and  in  management. 
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I  mentiou  these  things  for  the  purpose  of  emphasizing  the  fact  which  is  constantly 
before  us  iu  all  of  our  work,  that  in  respect  to  all  the  railroad  interests  of  the  coun- 
try—to the  lines  that  you  regulate  and  to  the  lines  that  come  more  particularly  under 
our  own  supervision — it  is  of  the  highest  importance  that  there  should  be  harmony 
in  the  legislation  of  control,  so  that  this  system  can  be  controlled  as  nearly  as  possi- 
ble— as  nearly  as  the  local  conditions  of  the  country  will  enable  it  to  be  controlled— 
harmoniously  and  as  a  unit. 

There  are  two  matters  of  particular  importance  that  it  seemed  to  us  it  would  be 
desirable  that  we  be  enabled  to  confer  with  you.  One  is  the  matter  of  statistics. 
We  are  giving  a  great  deal  of  prominence  to  the  railroad  statistics  of  the  country ; 
we  are  endeavoring  to  make  them  as  complete  as  possible.  In  order  that  they  shall 
be  made  complete  it  is  necessary  that  we  should  have  your  co-operation.  I  shall  not 
pause  to  enlarge  upon  this  at  this  time,  because  when  you  shall  have  become  organ- 
ized and  the  proper  opportunity  can  be  afforded  our  statistician  will  appear  before 
you  and  will  present  some  points  for  your  consideration  connected  with  this  general 
subject,  and  I  think  you  will  be  satisfied  when  you  shall  have  heard  the  paper  he  will 
present — if  you  are  not  satisfied  already — that  it  is  of  the  utmost  importance  that  we 
should  be  moving  upon  the  same  lines  in  respect  to  the  railroad  statistics  of  the  coun- 
try ;  that  our  respective  methods  for  collecting  the  statistics  should  look  to  the  like 
results;  that  the  legislation  in  respect  to  them  should  be  as  nearly  as  possible  identi- 
cal, or  at  least  be  harmonious,  and  that  we  should  make  sure  when  we  use  the  same 
terms  iu  gathering  statistics — terms,  for  example,  like  ''through  freight,"  "way 
freight,"  and  others,  many  illustrations  of  which  I  might  give — that  we  are  using 
them  in  the  same  sense,  so  that  when  we  gather  the  statistics  and  place  them  before 
the  public  they  should  represent  actual  facts,  be  reliable,  and  therefore  have  value. 

Another  matter,  which  it  has  seemed  to  us  we  ought  to  have  some  conference  about, 
is  the  subject  of  uniform  classification.  You  have  all  felt,  I  have  no  doubt,  the  an- 
noyance we  feel  constantly  growing  out  of  the  complaints  that  have  their  origin  in 
the  diversity  of  classification  which  prevails  in  different  sections  of  the  country.- 
Now,  those  complaints  ought  to  have  their  foundation  removed  as  nearly  as  is  pos- 
sible without  injury  to  business  interests.  The  problt;m  of  doing  this  is  a  difficult 
one ;  so  difficult  that  it  is  not  uncommon  that  the  most  experienced  railroad  men  in 
the  country  when  spoken  to  upon  the  subject  say  at  once,  "A  uniform  classification 
is  entirely  out  of  the  question;  it  is  absolutely  impossible."  Now,  we  do  not  feel 
that  it  is  so.  Our  impression  has  been  that  the  uniform  classification  was  something 
that  in  time  the  country  must  have  ;  that  it  was  something  not  to  be  forced,  some- 
thing that  could  not  be  brought  about  at  once,  but  something  that  if  the  several 
railroad  commissions  of  the  country  would  co  operate  in  could  gradually,  somewhat 
slowly,  but  gradually  and  by  steady  movement  be  at  length  accomplished  ;  and  that 
when  it  was  accomplished,  although  inevitably  some  evils  must  attend  the  great 
change  from  what  now  exist  to  general  uniformity,  yet  after  all  the  general  interests 
of  the  country  would  thereby  be  benefited. 

In  the  circular  we  sent  out  calling  this  meeting  Ave  have  given  special  prominence 
to  these  two  topics,  but  without  any  purpose  of  limiting  in  any  way  such  action  as 
you  may  see  fit  to  take  here.  The  meeting,  when  it  is  organized,  will  of  course  be 
in  your  hands.  We  desire  to  meet  with  you  as  listeners,  as  learners.  Many  of  you 
have  been  in  this  work  very  much  longer  than  we  have,  and  probably  there  is  not  one 
of  you  but  has  some  experience  that  will  be  valuable  to  us  if  placed  before  us.  And 
we  desire  that  you  should  understand  at  the  outset  that  while  ready  and  willing  to 
co-operate  in  your  conference  to  any  extent  that  may  seem  desirable,  our  attitude  on 
the  whole  will  be  that  of  learners  rather  than  of  participants. 

The  conference  was  organized  by  appointment  of  officers,  and  re- 
mained in  session  for  three  days.  The  first  subject  considered  was  that 
of  uniform  railway  statistics. 
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UNIFORM  RAILWAY  STATISTICS. 

Upon  that  subject  tbe  statistician  to  the  Interstate  Commerce  Commis- 
sion read  a  carefully  prepared  paper,  which  is  given  in  an  api)endix  to 
his  first  annual  report  to  the  Commission,  and  for  that  reason  is  not  re- 
l)roduced  here.  The  paper  had  for  its  object  to  show  the  great  im- 
})ortance  of  uniformity  in  railway  statistics,  the  difficulty  of  procuring 
them,  the  inaccuracies  resulting  from  the  existing  methods  of  making 
corporate  reports,  the  remedies  that  may  be  available  for  preventing 
these  in  the  future,  and  the  absolute  necessity  for  harmony  in  State 
and  Federal  action  .in  regard  to  corporate  returns,  if  trustworthy  re- 
sults were  to  be  looked  for. 

The  general  subject  was  very  fully  discussed  by  members  of  the  con- 
ference, a  diagram  was  exhibited  which  showed  the  diversities  in  the 
laws  or  official  regulations  of  the  various  States  and  Territories  in  re- 
spect to  the  time  for  making  railway  returns  and  a'so  as  to  the  in- 
formation called  for.  It  was  also  shown  how  far  the  State  and  Territo- 
rial requirements  differed  from  those  made  by  the  Interstate  Commerce 
Commission  in  the  form  for  a  return  which  it  had  prescribed.  After  dis- 
cussion the  following  was  adopted  without  dissent : 

Resolved,  That  it  is  the  sense  of  this  convention  that  a  uniform  method  of  collect- 
ing and  publishing  statistics,  both  as  to  time  and  matter,  should  be  adopted. 

The  conference  then  proceeded  to  consider  the  form  for  a  return  then 
in  use  by  the  Interstate  Commerce  Commission,  and  went  very  care- 
fully and  critically  over  it  with  a  view  to  seeing  whether  by  modifica- 
tion thereof  in  any  particular  it  could  be  made  more  completely  to  an- 
swer the  purposes  for  which  it  is  sent  out.  In  most  particulars  the  form 
was  approved  as  satisfactory.  Some  few  changes  were  recommended, 
and  with  these  made  it  was  generally  agreed  that  the  form  would  not 
only  be  suitable  for  all  the  purposes  of  gathering  statistics  for  the  use 
of  this  Commission,  but  would  be  equally  adapted  to  the  work  of  the 
State  commissions,  and  might  well  be  made  use  of  in  substitution  for 
existing  State  forms.  In  some  States,  however,  express  provisions  of 
law  regarding  corporate  reports  would  render  modifications  essential. 
The  chief  impediment  to  the  adoption  of  the  form  in  all  of  the  States 
was  found  in  the  fact  that  they  do  not  all  name  the  same  period  for  the 
close  of  the  operating  year  to  be  covered  by  the  return  that  has  been 
fixed  upon  by  the  Commission.  The  Commission  has  named  for  that 
purpose  the  30th  of  June.  Ten  States  name  the  same  day,  others  name 
different  days.  The  desirability  of  uniformity  in  this  regard  was  man- 
ifest, and  wherever  amendment  to  State  laws  was  necessary  to  accom- 
plish it,  it  was  understood  that  such  amendment  would  be  advised. 

The  modifications  in  the  form  which  were  advised  by  the  conference 
the  members  of  the  Interstate  Commerce  Commission  at  once  gave 
assent  to,  and  they  were  made  in  the  form  which  was  sent  out  for 
returns  for  the  current  year.    There  is  every  reason  to  expect,  there- 
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fore,  that  hereafter  the  work  of  this  and  of  the  State  comnnssioDS  in  the 
collection  of  statistics  will  be  in  general  harmony,  and  that  when  any 
impjediments  that  may  exist  in  state  laws  are  removed,  the  forms  made 
use  of  for  returns  will  be  identical. 
The  conference  also  considered  the  subject  of 

UNIFORM  CLASSIFICATION   OF  FREIGHTS. 

This  was  acknowledged  on  all  hands  to  be  a  subject  of  great  impor- 
tance, but  also  of  great  difQcult\^  The  annoyances  which  were  constantly 
resulting  from  the  use  of  difSerent  classifications  were  well  understood, 
but  it  was  also  understood  that  unification  must  to  a  considerable  ex- 
tent aft'ect  relative  rates,  and  that  to  force  it  would  necessarily  be  dam- 
aging to  business  interests  in  many  sections.  The  result  of  the  discus- 
sion was  the  unanimous  adoption  of  the  following  conservative  resolu- 
tion : 

Bcsolred,  That  we  believe  that  still  further  advance  toward  uniform  classification 
of  freights  will  promote  the  welfare  and  convenience  of  shippers,  and  of  the  railroad 
companies,  and  we  commend  a  conservative  but  persistent  effort  to  that  end. 

The  subject  of 

RAILWAY  LEGISLATION,  HOW  TO   OBTAIN  HARMONY  IN, 

was  taken  up  and  discussed,  and  so  far  as  opinions  were  expressed  it 
seemed  to  be  the  unanimous  opinion  of  those  present  that  there  was 
great  desirability  in  having  the  State  laws  brought  into  conformity  with 
the  Federal  law  wherever  that  had  not  already  been  done.  A  commit- 
tee consisting  of  George  G.  Crocker,  of  Massachusetts,  O.  P.  Mason,  of 
iJ^ebraska,  Henry  R.  Shorter,  of  Alabama,  Samuel  E.  Pingree,  of  Ver- 
mont, and  John  T.  Rich,  of  Michigan,  was  appointed  upon  this  subject, 
with  the  understanding  that  it  should  report  at  a  future  conference. 
Among  the  other  subjects  considered  was  that  of 

SAFETY  APPLIANCES  IN  RAILWAY   TRANSPORTAIION, 

and  the  discussions  resulted  in  the  unanimous  adoption  of  the  follow 
ing: 

Whereas  thousands  of  railroad  employes  every  year  are  killed  in  coupling  or  un- 
coupling freight  cars  used  in  interstate  traffic  and  in  handling  the  brakes  of  such 
cars,  and  most  of  these  accidents  can  be  avoided  by  the  use  of  uniform  automatic 
couplers  and  train  brakes  ;  and 

Whereas  the  success  and  growth  of  the  system  of  heating  cars  by  steam  from  the 
locomotive  or  other  single  source  largely  depends  on  the  adoption  in  interstate 
traffic  of  an  uniform  steam  coupler;  and 

Whereas  these  subjects  are  believed  to  be  of  pressing  importance,  and  within  the 
proper  scope  of  the  powers  of  the  Congress  of  the  United  States,  Avhile  attempts  on 
the  part  of  the  individual  States  to  deal  with  them  have  resulted,  and  must  continue 
to  result,  in  conflicting  regulations  : 

Besohed,  Tliat  we  do  respectfully  and  earnestly  urge  the  Interstate  Commerce 
Commission  to  consider  what  can  be  done  to  prevent  the  loss  of  life  and  limb  in  coup- 
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ling  aud  uucoupliug  freight  cars  used  in  interstate  commerce  and  in  handling  the 
brakes  of  such  cars,  and  in  what  way  the  growth  of  the  system  of  heating  passengei 
cars  from  the  locomotive  or  other  single  source  can  be  promoted,  to  the  end  that  said 
Commission  may  make  recommendation  in  the  premises  to  the  various  railroads 
within  its  jurisdiction,  and  make  such  suggestions  as  to  legislation  on  said  subjects 
as  nuiy  seem  to  it  necessary  or  expedient. 

Whereas  it  has  been  represented  to  this  convention  that  the  problem  of  an  auto- 
matic electric  safety  signal  has  been  solved  ;  and 

Whereas,  if  said  representation  be  true,  said  matter  is  of  great  moment  to  the  trav- 
eling public: 

Resolved,  That  we  invite  the  attention  of  the  Interstate  Commerce  Commission  to 
said  subject,  and  if,  in  its  judgment,  the  inventions  in  relation  to  such  signals  are  as 
represented,  saidConmiission  be  requested  to  make  such  recommendations  to  the  rail- 
roads and  such  suggestions  as  to  legislation  on  said  subject  as  may  seem  proper  and 
necessary. 

The  resolution  was  adopted  by  a  unanimous  vote. 
The  subject  of  these  resolutions  is  considered  in  another  part  of  this 
report. 

FUTURE   CONFERENCES. 

The  interest  in  the  discussions  of  the  conference  was  continuous 
throughout,  and  at  the  conclusion  it  was  felt  that  the  meetiug  had  been 
of  great  value  and  could  not  fail  to  have  a  strong  teudency  towards 
uuity  and  harmony  in  the  legislation  and  other  public  action  for  the  reg- 
ulation of  transportation  by  rail.  It  was  therefore  deemed  wise  to  fol- 
low up  so  promising  a  beginning  by  making  provisions  for  future  meet- 
ings, and  this  was  done  in  the  adoption  of  the  following: 

Resolved,  That  it  is  the  opinion  of  the  members  of  this  convention  that  provision 
should  be  made  for  annual  conventions  of  the  railroad  commissioners  of  the  several 
States  aud  the  members  of  the  Interstate  Commerce  Commission,  to  be  held  at  such 
place  as  may  be  agreed  upon,  with  a  view  of  perfecting  uniform  legislation  aud  regu- 
lation concerning  the  supervision  of  railroads. 

The  chairman  of  the  Interstate  Commerce  Commission  and  Messrs. 
George  M.  Woodruff,  of  Connecticut,  Frank  T.  Campbell,  of  Iowa,  and 
John  M.  Mitchell,  of  New  Hami)shire,  were  chosen  a  committee  to  call 
the  next  convention. 

ENFORCEMENT  OF  THE  FOURTH  SECTION  OF  THE  STATUTE. 

The  general  rule  indicated  by  the  fourth  section  of  the  act  to  regu- 
late commerce,  usually  known  as  the  "  long  and  short  haul"  clause,  at 
the  outstart  of  its  administration  engaged  the  serious  consideration  of  the 
Commission.  Its  importance  and  value  to  the  public,  as  well  as  to  the 
transportation  interests  of  the  country,  were  manifest.  A  few  excep- 
tions, such  as  were  evidently  contemplated  by  its  provisions,  were  then 
recognized  and  announced  by  the  Commission.  The  practical  experi- 
ence of  considerably  more  than  two  years  has  not  demonstrated  the  ne- 
cessity of  adding  to  these  exceptions.  The  justice  of  the  principle  in- 
volved in  the  general  rule  has  never  admitted  of  serious  question  ;  the 
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justice  of  the  principles  upon  which  the  exceptions  are  based  is  equally 
apparent. 

The  temptation  of  carriers  to  add  to  the  exceptions  arising  from  com- 
petition in  business,  from  the  pressure  brought  to  bear  upon  them  by 
particular  localities,  and  by  the  importunities  and  devices  of  large  deal- 
ers, is,  of  course,  one  that,  in  the  nature  of  things,  is  ever  present,  but 
all  the  time  the  steady  power  of  the  law  has  been  doing  its  work,  and 
this  is  seen  iu  the  gratifying  progress  that  has  been  made  by  the  car- 
riers in  the  direction  of  compliance  with  the  provisions  of  this  section 
of  the  statute. 

It  was  not  to  be  expected  that  compliance  with  the  requirements  of 
this  section  could  be  accomplished  without  a  very  great  change  of 
met  bods  existing  previously  to  and  at  the  time  of  the  enactment  of  the 
statute,  involviug  changes  of  rates  at  various  points,  loss  of  earnings 
at  some  of  these  points,  and  increased  earnings  at  others,  the  extent  of 
which,  as  a  matter  of  estimate  iu  advance,  was  in  each  instance  prob- 
lematical and  involved  in  much  uncertainty.  The  localities  in  which 
the  greatest  difficulty  has  been  found  in  the  application  of  the  general 
rule  have  been  in  the  territory  of  the  transcontinental  lines  and  the 
States  south  of  the  Potomac  and  Ohio  Rivers,  and  States  also  south 
of  Kansas  and  Missouri.  The  causes  of  this  have  heretofore  been 
reported  and  discussed  in  our  previous  annual  reports.  Briefly  stated, 
in  the  case  of  the  transcontinental  lines,  it  has  been  to  some  extent 
the  actual  and  apprehended  competition  of  the  Canadian  lines  and 
of  water  competition,  and  also  to  the  fact  that  in  the  intermediate 
portion  of  the  long  haul  between  the  Pacific  coast  and  the  Miss- 
issippi and  Missouri  Rivers  there  are  large  portions  of  uninhabited 
country,  with  occasional  points  widely  separated,  where  the  traffic  is  so 
inconsiderable  that  it  is  served  at  a  largely  increased  cost  and  expense 
to  the  carrier. 

In  the  Southern  States  it  is  an  extensive  coast  line,  with  ports 
reached  by  a  large  number  of  steam  ship  lines  and  coasting  vessels, 
and  the  penetration  of  the  interior  b^^  deep,  navigable  rivers  to  an  ex- 
tent that  exists  nowhere  else  in  the  country,  and  here  the  population  is 
more  sparse,  and  the  traffic  lighter  than  in  the  States  north  of  the  Poto- 
mac and  Ohio  Rivers,  and  the  cost  of  service  at  intermediate  points  cor- 
respondingly greater.  While  it  is  true  that  there  yet  remain  many  in- 
stances in  which  the  existing  exceptional  difficulties  can  and  must  be 
further  overcome  by  carriers  in  each  of  these  localities  in  the  direction 
of  a  nearer  compliance  with  the  fourth  section,  yet  it  is  also  true  that 
since  our  last  annual  report  very  considerable  progress  has  been  made 
by  them  on  this  line.  The  business  of  localities,  no  less  than  of  the  car- 
riers, is  growing  to  the  law,  and  all  this  strengthens  its  operation  and 
administration.  Results  for  the  better  are,  upon  the  whole,  everywhere 
reached  in  the  transportation  rates  and  methods  of  carriers. 

To  those  who  may  suppose  that  no  very  good  reason  can  be  given  why 
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all  disparities  and  inequalities  of  rates  and  methods  may  not  be  discov- 
ered and  corrected  as  fast  as  they  exist  by  a  tribunal  ai)pointed  by  Con- 
gress for  that  purpose,  it  may  not,  perhaps,  h?.ve  occurred  that  the  rail- 
road mileage  of  the  United  States,  if  it  couhl  be  transposed  into  that 
shape,  would  make  six  parallel  lines  of  railroad  around  the  earth.  Over 
this  net-work  of  public  highways,  in  extent  without  parallel,  in  diver- 
sity equal  to  its  extent,  and  constantly  increasing,  the  vast  commerce 
of  the  United  States  is,  in  one  way  or  another,  transported.  The  com- 
petition of  carriers  and  localities  contend  for  it  with  ceaseless  energy. 
Its  transportation  is  environed  by  different  circumstances  and  condi- 
tions at  many  points  in  the  wide  confines  of  the  liepublic.  That,  grow- 
ing out  of  this  condition  of  affairs,  inequalities  and  disparities  of  rates, 
for  which  plausible,  but  not  lawful,  reasons  on  the  part  of  the  carriers 
can  always  be  given,  must  occasionally  occur  even  where  the  carriers 
who  make  tbera  are  animated  by  the  best  of  motives,  and  that  objec- 
tionable methods  may  in  like  manner  be  adopted  by  them  occasionally, 
is  one  of  the  inevitable  features  of  such  a  situation. 

The  statute  which  provides  for  the  regulation  of  these  rates  and 
methods  prescribes  rules  of  conduct  for  the  transaction  of  an  amount 
of  business  that  no  other  statute  has  ever  done;  and  if  it  be  true,  as  is 
the  case,  that  every  other  statute  which  prescribes  methods  and  rules 
of  conduct  for  the  transaction  of  business,  to  any  considerable  extent, 
has  been  occasionally  violated,  thereby  furnishing  employment  to  the 
courts  of  the  country  for  a  large  portion  of  their  tinae,  it  would  seem 
not  to  be  strange  that  there  are  here  and  there  many  failures  to  comply 
with  the  provisions  of  the  act  to  regulate  commerce,  that  require  labo- 
rious and  patient  investigation  to  correct  them.  But  the  feature- of 
the  statute  that  renders  the  regulation  it  contemplates  practical  is  that 
it  prescribes  plain,  general  rules,  just  and  fair  in  themselves,  which  are 
for  the  most  part  declaratory  of  the  common  law,  and  creates  a  tribunal 
before  which  the  voice  of  the  citizen,  or  of  the  community  or  the  car- 
rier, may  always  be  heard  to  challenge  rates  and  methods  that  involve 
unjust  discrimination,  extortion,  or  unlawful  preference  in  an  informal 
and  comparatively  inexpensive  way;  and  goes  further  by  requiring 
this  tribunal,  at  all  times,  as  a  matter  of  duty,  to  keep  a  watchful  su- 
pervision over  these  rates  and  methods;  to  which  is  added  the  power 
of  the  courts. 

A  case  of  much  interest,  arising  under  this  section  and  illustrating  its 
operation,  was  recently  brought  to  our  attention.  It  Involved  the  ques- 
tion of  relative  rates  on  lumber  from  two  far  interior  points  in  the  South- 
ern States  to  the  city  of  Boston.  The  usual  excuse  for  discrimination, 
that  there  was  far  distant  water  competition  of  supposed  controlling 
force,  was  brought  forward  by  the  carrier  to  justify  the  lower  rate  on 
the  longer  haul.  But  in  addition  to  this  the  carrier  attempted  to  justify 
the  lower  rate  for  the  longer  haul  chiefly  on  the  furl  her  ground  that  in 
the  case  of  the  longer  haul  the  lumber  had  already  paid  a  local  rate  from 
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the  interior  poiut  of  origin  to  a  common  or  competitive  point  as  a  mar- 
ket before  it  was  afterwards  traussliipped  over  the  longer  haul  to  Bos- 
ton, and  insisted  that  this  ought  to  be  taken  into  consideration  as  part 
of  the  lower  rate  from  this  competitive  point  to  Boston,  and  the  rates 
were  thus  made  to  equalize  them  as  between  these  respective  localities. 
The  interior  point  from  which  shipments  were  made  and  which  was 
challenging  these  rates  before  the  Commission,  was  neither  a  common 
uor  a  competitive  point,  but  it  was  several  hundred  miles  nearer  to  Bos- 
ton than  the  competitive  point  from  which  the  lower  rate  was  given, 
and  was  on  the  same  line,  and  in  the  same  direction  over  which  the  lum- 
ber was  in  each  instance  transported  by  the  carrier  to  Boston. 

An  investigation  showed  that  it  was  simply  a  case  of  a  shipper  from 
one  interior  point  shipping  his  lumber  first  to  one  competitive  point,  a 
large  city,  and  trying  the  market  there,  and  afterwards,  by  another 
shipment,  availing  himself  of  the  lower  rate  made  by  the  carrier  from 
such  competitive  point  to  the  city  of  Boston,  while  the  shipper  of  lumber 
at  the  interior  poiut  on  the  same  line  and  in  the  same  direction,  but 
several  hundred  miles  nearer  to  the  city  of  Boston,  was  required  to  pay 
a  higher  rate.  Accordingly  the  Commission  held  that  the  lower  rate 
for  the  longer  haul  was  not  justified,  and  directed  that  the  rate  at  the 
interior  point  nearest  to  the  city  of  Boston  should  be  reduced  below 
the  rate  for  the  longer  haul,  which  was  done. 

UNIFORM  CLASSIFICATION. 

It  becomes  our  duty  to  report  the  progress  that  has  been  made  by 
interstate  carriers  in  reference  to  the  subject  of  uniform  classification, 
uid  in  doing  so  it  is  to  be  regretted  that  the  results  attained  have  not 
)een  equal  during  this  period  to  what  the  indications  then  existing  led 
[IS  to  expect  might  be  accomplished  at  the  time  of  the  jiresentation  to 
i'ougress  of  our  second  annual  report.  At  that  time  a  call  had  been 
issued  by  a  conference  consisting  of  representatives  from  each  of  the 
leading  traffic  associations  of  the  country,  dated  November  15,  188S. 
In  that  conference  it  had  been  agreed  that  this  call  should  be  made  for 
\i  meeting  of  officers,  agents,  and  representatives  of  each  of  the  great 
Ireight  associations  of  the  country  in  the  city  of  Chicago  on  the  4th  of 
December,  1888,  for  the  purpose  of  determining  what  progress  could  be 
made  toward  unifying  the  several  freight  classifications  then  in  use. 
Delegates  from  each  of  these  associations  were  appointed  to  that  meet- 
iiug,  and  there  were  eight  of  these  traffic  associations.  The  attendance 
w'ds  of  a  character  to  fairly  entitle  the  conference  to  be  considered 
national  in  its  representation.  The  Pacific,  the  South,  the  West,  the 
Middle,  the  East,  and  the  New  England  States  had  representation. 

At  this  meeting  two  days  were  spent  in  discussing  the  subject  under 
consideration,  and  finally  resolutions  were  adopted  to  the  effect  that  in 
the  opinion  of  the  committee  greater  uniformity  in  classification  of 
freight  is  both  desirable  and  practicable,  but  that  the  magnitude  and 
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diversity  of  the  interests  involved  are  sucli  that  strict  unilbrniity  can 
not  be  readied  by  forced  orhnrried  measnres  withont  producinj^- condi- 
tions disastrons  to  the  business  interests  of  the  country,  while  it  may 
be  closely  approximated  without  danger  to  these  interests  by  frequent 
couference  and  constant  effort  by  the  carriers  to  remove  the  disparities 
in  the  several  classifications  uow  in  use ;  and  that  the  progress  in  the 
past  in  this  direction  attests  this  view.  A  standing  committee,  composed 
of  two  members  from  each  of  the  traffic  associations,  was  appointed  for 
the  purpose  of  unifying  as  rapidly  as  possible  the  several  classifications 
in  use.  The  committee  was  instructed  to  first  endeavor  to  combine  the 
existing  different  classifications  in  one  general  classification  by  the  use 
of  such  number  of  classes  as  would  prevent  conflicting  commodity  as 
well  as  class  rates  in  the  several  sections  of  the  country,  without  sacri- 
ficing the  proper  interests  of  the  carriers. 

The  committee  organized,  met  after  the  adjournment  of  the  general 
meeting,  and  agreed  upon  methods  of  procedure  for  the  first  regular  ses- 
sion, to  be  held  in  Chicago  February  5, 1889,  at  which  time  the  committee 
met  with  a  full  representation,  either  in  person  or  by  proxy  j  and  this 
session  lasted  seven  days.  After  three  days  spent  in  discussion  the 
committee  agreed  upon  rules  and  regulations  necessarily  preceding  a 
classification,  and  the  remaining  time  was  spent  in  discussing  questions 
of  classification.  The  committee,  however^  diyided^uppu  the  question 
of  representation  as  between  the  West  and  the  East,  the  Western  rep- 
resentatives claiming  that  they  did  not  have  sufficient  representation. 
After  this,  and  when  the  committee  met  in  New  York,  in  June,  1889, 
the  four  delegates  from  the  Texas  and  Transcontinental  Associations 
and  from  the  TransMissouri  Association  had  withdrawn.  But  not- 
withstanding this  the  committee  met  in  Saratoga  in  September,  1889, 
and  continued  its  work,  and  after  a  four  days'  session  adjourned  to  meet 
in  New  York  during  the  same  month,  at  which  place  a  session  of  one 
day  was  held.  Afterwards  the  committee  met  in  Washington,  D.  0., 
November  19-23,  where  the  work  assumed  much  of  a  routine  character. 
The  list  of  articles  to  be  placed  embraced  nearly  six  thousand  items, 
and  in  many  cases  involved  protracted  discussion.  The  committee  is 
yet  far  from  having  completed  its  work. 

The  membersof  the  committee  are  of  the  rank  of  general  freight  agents, 
on  the  idea  that  judgment  and  experience  in  traffic  matters  are  requi- 
site to  the  proper  performance  of  the  task  assigned.  The  excuse  made 
for  the  short  sessions  of  the  committee,  as  above  outlined,  is  that  the 
members  of  the  committee  are  general  freight  agents  and  are  busy 
men,  upon  whom  large  and  pressing  responsibilities,  growing  out  of  their 
official  positions,  constantly  rest.  The  report  of  the  committee,  when 
made,  will  be  merely  recommendatory,  and  will  go  to  the  various  traffic 
associations  and  carriers  for  adoption  or  rejection,  as  these  constituent 
bodies  may  determine. 
H.  Mis.  50 4 
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As  stated  iu  tbe  first  and  second  aimual  reports  of  the  Commission,  the 
difiQculties  and  work  connected  with  establishing  a  uniform  cUissification 
or  even  approximating  a  uniform  classification  are  indeed  very  great. 
The  short  sessions,  however,  devoted  to  this  work  at  long  intervals  by 
the  committee,  the  tedious  delays,  and  the  failure  to  reach  a  result  that 
amounts  even  to  a  recommendation  to  the  freight  associations  and  car- 
riers, who,  after  all,  may  accept  or  reject  the  work  of  the  committee, 
would  s6em  to  indicate  that  much  more  might  have  been  done  by  the 
freight  associations  and  carriers  if  more  time  had  been  taken  for  this  work, 
and  that  while  recognizing,  as  they  fully  do,  the  importance  of  an  ap- 
proach to  uniform  classification,  the  freight  associations  and  carriers 
have  not  yet  taken  such  effective  steps  to  reach  that  result  within  a 
reasonable  time  as  is  commensurate  with  its  importance,  though  the 
good  faith  of  the  committee  in  their  efforts  is  not  intended  to  be  ques- 
tioned by  anything  said  in  this  report. 

While  it  is  true  that  it  does  require  men  of  judgment  and  experi- 
ence, well  versed  in  freight  matters  and  in  the  business  and  interests  of 
localities,  to  perform  well  the  task  of  preparing  such  a  classification, 
yet  it  would  not  seem  to  follow  that  the  only  person  possessing  such 
experience  and  capacity  that  could  be  found  to  represent  each  of  the 
great  freight  associations  would  necessarily  be  a  general  freight  agent ; 
and  if  it  be  considered  that  the  general  freight  agent's  presence  is 
necessary  in  the  work  of  such  committee,  then  it  does  not  appear  to 
follow  that  some  other  suitable  arrangement  can  not  be  made  by  the 
carriers  for  the  place  of  the  general  freight  agent  being  properly  filled 
by  some  other  competent  person  temporarily  while  the  general  freight 
agent  is  engaged  in  the  important  work  of  preparing  a  uniform  classifi- 
cation to  be  submitted  to  the  carriers  for  their  approval  or  rejection. 
A  work  of  this  character  and  importance,  in  view  of  the  provisions  of 
the  act  to  regulate  commerce  and  the  general  interests  of  the  country, 
should  be  made  the  subject  of  more  than  a  few  days'  meetings  at  long 
intervals  from  time  to  time  during  the  course  of  a  year.  When  such 
report  is  made  as  a  recommendation,  it  will  doubtless  undergo  the 
most  careful  scrutiny  and  revision  at  the  hands  of  the  carriers,  and  will 
be  antagonized  in  many  instances  by  local  and  special  interests ;  and 
while  this  is  a  reason  that  it  should  be  well  and  carefully  prepared  in 
the  first  instance,  it  is  also  a  controlling  reason  that  it  should  be  framed 
at  as  early  a  period  as  it  can  reasonably  be  done. 

Not  only  will  it  be  true  that  the  carriers  will  act  upon  the  proposed 
uniform  classification  as  a  mere  recommendation,  but  it  is  also  true 
that  after  that  classification  is  adopted,  if  it  succeeds  in  approximat- 
ing uniformity  in  the  treatment  of  the  bulk  of  the  tonnage  inter- 
changed between  eastern,  western,  and  southern  roads,  and  should  be 
adopted  and  made  effective  upon  the  lines  operating  between  the  At- 
lantic sea-board  and  the  Rocky  Mountains,  complications  to  some  extent 
may  still  arise  on  account  of  the  different  classifications  maintained 
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on  local  triillic  within  State  limits  iii  soino  of  the  States.  Confusion 
would,  to  some  extent,  certainly  follow  if  by  the  use  of  an  interstate 
classification  at  the  point  of  junction  with  a  State  classification  the  two 
coukl  be  combined  to  make  a  lower  total  charge  on  a  shipment  from 
the  point  of  origin  to  destination  within  the  State  in  question.  On 
shipments  carried  through  a  State,  in  which  conflicting  classifications 
would  govern,  to  a  point  beyond  such  State,  the  intermediate  classi- 
fication of  the  State  would  not  interfere^  but  on  shipments  within  State 
limits  some  embarrassments  from  these  causes  might  follow. 

We  do  not  believe,  however,  that  any  serious  trouble  in  this  respect 
need  be  anticipated,  inasmuch  as,  consistently  with  the  demands  for 
greater  uniformity  in  freight  classifications  which  have  proceeded  from 
the  various  sections  of  thecountry  and  have  by  none  been  supported  with 
greater  vigor  than  by  the  State  boards  of  railroad  commissioners,  the 
latter  would  doubtless  find  it  to  their  convenience  and  would  cheer- 
fully accommodate  their  regulations  to  those  which,  by  reason  of  their 
approach  to  uniformity,  would  be  likely  to  claim  the  stamp  of  national 
approval  aud  general  utility.  If  the  carriers  engaged  in  interstate  com- 
merce agree  upon  an  established  and  uniform  classification  of  freight, 
or  what  is  a  near  approach  to  such  uniformity,  with  perhaps  here  and 
there  a  few  commodity  tariffs,  it  could  hardly  be  said  to  be  a  supposable 
case,  until  the  contrary  is  demonstrated,  that  exceptional  State  classifi- 
cations in  a  few  of  these  States  will  be  permitted  to  stand  as  obstruc- 
tions and  disturbing  elements  to  the  free  flow  of  the  commerce  of  the 
country  and  the  regulation  provided  by  Congress  for  this  commerce. 

Regarding  the  character  of  this  work,  its  importance,  the  time  nec- 
essary for  doing  it  and  putting  it  into  effective  operation,  and  those  by 
whom  it  could  most  properly  and  should  be  done,  a  report  and  discus- 
sion of  these  now  would  only  involve  what  has  heretofore  been  said 
after  the  most  careful  consideration  of  the  same  matters  in  our  pre- 
vious reports,  and  to  which  nothing  substantially  new  could  be  added. 
Yet  no  consideration  of  the  subject  can  be  intelligent,  just,  and  fair 
which  would  leave  out  of  view  these  features  of  it.  In  this  connection, 
and  as  the  entire  subject  is  one  of  very  great  interest  and  importance, 
we  would  again  submit  as  part  of  this  report  extracts  from  what  was 
said  by  us  in  regard  to  it  in  our  first  and  second  annual  reports. 

In  our  first  annual  report  we  referred  to  this  subject  as  follows: 

It  is  greatly  to  be  regretted  that  the  same  classilicatiou  is  not  adopted  by  the 
carriers  by  rail  in  all  sections  of  tbe  country.  The  desirability  of  uniformity  is  so 
great  that  the  suggestion  is  frequently  heard  that  national  legislation  should  provide 
for  and  compel  it.  If  such  legislation  should  be  adopted  it  would  be  necessary  to 
empower  some  tribunal  to  make  the  classification,  aud  the  difficulties  which  would 
attend  the  making  would  bo  very  great.  Relative  rates  would  be  involved  in  it,  for 
classification  is  the  foundation  of  all  rate-making.  It  was  very  early  in  the  history 
of  railroads  perceived  that  if  these  agencies  of  commerce  were  to  accomplish  the 
greatest  practicable  good,  the  charges  for  the  transportation  of  different  articles  of 
freight  could  not  be  apportioned  among  such  articles  by  reference  to  the  cost  of 
transporting  them  severally,  for  this,  if  the  apportionment  of  cost  were  possible, 
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would  restrict  within  very  narrow  limits  the  commerce  in  articles  whose  bulk  or 
weight  was  large  as  compared  with  their  value. 

On  the  system  of  apportioning  the  charges  strictly  to  the  cost,  some  kinds  of  com- 
merce which  have  been  very  useful  to  the  country,  and  have  tended  greatly  to  bring  its 
ditierent  sections  into  more  intimate  business  and  social  relations,  could  never  have 
grown  to  any  considerable  magnitude,  and  in  some  cases  could  not  have  existed  at 
all,  for  the  simple  reason  that  the  value  at  the  place  of  delivery  would  not  equal  the 
purchase  price  with  the  transportation  added.  The  traffic  would  thus  be  precluded, 
because  the  charge  for  carriage  would  be  greater  than  it  could  bear.  On  the  other 
hand,  the  rates  for  the  carriage  of  articles  which  within  small  bulk  or  weight  con- 
centrate great  value  would  on  that  system  of  making  them  be  absurdly  low  ;  low 
when  compared  to  the  value  of  the  articles,  and  perhaps  not  less  so  when  the  com- 
j)arison  was  with  the  value  of  the  service  in  transporting  them. 

It  was,  therefore,  seen  not  to  be  unjust  to  apportion  the  whole  cost  of  service  among 
all  the  articles  transported,  upon  a  basis  that  should  consider  the  relative  value  of 
the  service  more  than  the  relative  cost  of  carriage.  Such  method  of  apportionment 
would  be  best  for  the  country,  because  it  would  enlarge  commerce  and  extend  com- 
munication ;  it  would  be  best  for  the  railroads,  because  it  would  build  up  a  large 
business,  and  it  would  not  be  unjust  to  property-owners,  who  would  thus  be  made  to 
pay  in  some  proportion  to  benetit  received.  Such  a  system  of  rate-making  would  in 
principle  approximate  taxation  ;  the  value  of  the  article  carried  being  the  most  im- 
portant element  in  determining  what  shall  be  paid  upon  it. 

Accordingly,  and  for  convenience  and  certainty  in  imposing  charges,  freight  is 
classified  ;  that  which  comes  in  one  class  being  charged  a  higher  proportional  rate 
than  that  which  is  placed  in  another.  But  other  considerations  besides  value  must 
also  come  in  when  classification  is  to  be  made.  Some  articles  are  perishable,  some 
are  easily  broken,  some  involve  other  special  risks  in  carriage,  some  are  bulky,  some 
specially  difficult  to  handle,  and  so  on.  All  these  are  considerations  which  may  justly 
affect  rates,  and  therefore  may  be  taken  into  account  in  classification.  But  still 
others  have  been  found  potent.  Every  section  of  the  country  has  its  peculiar  prod- 
ucts which  it  desires  to  market  as  widely  as  possible,  and  is  not  unwilling  that 
classification  should  be  made  use  of  by  the  railroads  which  servo  it  as  a  means  of 
favoring  and  thus  extending  the  trade  in  local  productions;  favoring  them  by  giving 
them  low  classification  and  thus  low  rates,  and  discriminating  against  those  of  other 
sections  through  a  classification  which  rated  them  more  highly. 

It  has  been  in  the  power  of  every  railroad  to  have  a  classification  of  its  own  ;  but 
the  necessities  of  an  interchange  of  business  have  brought  about;  agreements,  and 
the  railroad  associations  have  been  given  the  authority  to  make  classifications  for  all 
their  members.  Their  labors  in  this  direction  have  been  extremely  important  and 
useful;  they  have  been  steadily  reducing  the  number  of  di fferent  classifications  in 
the  country,  and  steadily  approaching  a  condition  of  things  in  which  there  will  be 
one  only.  But  in  these  associations,  when  in  session  for  the  making  of  rates,  each 
railroad  official  has,  to  some  extent,  had  the  district  which  was  served  by  his  road 
behind  him ;  he  has  felt  the  pressure  of  the  interests  there,  and  contended  for  them 
as  against  the  interests  in  classification  represented  by  others,  not  only  because  it 
was  desirable  that  the  road  should  favor  the  policy  its  patrons  favored,  but  also  be- 
cause the  same  policy  was  likely  to  be  beneficial  to  both. 

The  result  necessarily  is  that  a  classification  made  by  a  railroad  association  repre- 
ents  a  series  of  compromises,  to  which  not  only  the  railroads  are  parties,  but  in  a 
certain  sense  business  interests  and  sections  of  country  also ;  these  in  many  cases 
being  admitted  by  their  representatives  to  the  consultations  upon  a  subject  so  vitally 
concerning  their  interests,  and  allowed  to  present  their  views.  This  contention  of 
interests  still  continues  to  go  on  in  the  meetings  and  conferences,  but  with  a  steady 
tendency  in  the  direction  of  one  uniform  classification,  and  there  is  reason  to  hope 
that  without  much  further  delay  all  classifications  will  be  brought  into  harmony. 
If  any  other  tribunal  were  to  be  given  the  authority  to  make  classification,  it  must. 
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if  it  would  exercise  ita  power  wisely,  proceed  in  much  the  same  way ;  it  must  act  de- 
liberately, give  all  iuterosts  an  opportunity  to  be  heard,  take  into  account  all  the  con- 
siderations which  ought  to  bear  upon  it:  cost  of  service,  interest  of  sections,  equity 
as  between  industries  and  between  classes  of  persons,  and  so  on  indqlinitely. 

Whether,  therefore,  the  steady  tendency  in  the  direction  of  one  uniform  classifica- 
tion would  be  hastened  by  conferring  the  power  to  make  one  on  a  nationa'  commis- 
sion is  not  entirely  certain.  The  work  if  takeii  up  anew  would  be  one  requiring 
much  time  for  its  proper  performance ;  it  would  involve  a  careful  consideration  of 
the  interests  peculiar  to  difierent  sections  of  the  country,  and  a  close  study  of  tlie 
conditions  of  railroad  service  as  they  bear  upon  such  interests.  But  these  conditions 
change  from  month  to  month;  the  classification  can  not  be  permanently  the  same, 
but  must  be  subject  to  modification  on  the  same  grounds  on  which  it  was  originally 
made ;  the  appeals  for  modification  would  be  as  numerous  as  they  would  be  perplex- 
ing, because  of  the  diversity  of  reasons  on  which  they  would  be  grounded.  Under 
the  law  as  it  now  is  the  Commission  has  appellate  powers  to  correct  any  unjust  classi- 
fication, and  it  will  keep  in  view  the  desirability  of  general  uniformity  and  do  what 
it  properly  can  to  bring  about  that  result. 

And  again  in  our  second  annual  report  we  referred  to  this  subject  as 
follows : 

In  the  first  annual  report  of  the  Commission  attention  was  called  to  the  fact  that 
rates  for  railroad  transportation  are  to  some  extent  adjusted  on  principles  analogous 
to  those  on  which  taxes  are  laid:  the  articles  or  the  interests  that  can  least  afford  to 
bear  such  burdens  are  given  the  benefit  of  low  rates  which  the  carriers  can  not  afford 
to  give  to  all,  and  higher  proportional  rates  are  levied  upon  the  articles  and  interests 
which  would  feel  the  burdens  less.  This  method  of  adjusting  rates  has  been  and  is 
of  very  high  value  to  the  country ;  indeed,  it  may  be  said  to  be  indispensable. 

The  business  of  a  railroad  company  as  a  carrier  o^  freight  is  to  exchange  for  the 
people  the  products  of  different  sections  and  countries,  and  this  exchange,  as  to  many 
commodities  in  a  country  so  large  as  ours,  or  indeed  in  any  considerable  country, 
would  be  restricted  to  comparatively  small  sections  if  articles  which  are  at  once  bulky 
and  cheap  and  articles  which  in  small  compass  comprise  very  great  value  were  alike 
charged  rates  for  transportation  which  disregarded  the  value  as  an  element  of  esti- 
mation, or  took  it  into  account  only  so  far  as  reasonable  insurance  against  loss  or  in- 
jury might  render  prudent.  Railroad  managers  very  soon  discovered  that  Ihey  could 
not  measure  their  rates  exclusively  by  the  standard  of  cost  of  carriage  of  the  several 
kinds  of  traffic,  separately  considered ;  but  it  was  wise  for  themselves  and  best  for 
the  country  that  the  cost  of  carriage  be  considered  in  the  aggregate  and  that  the 
rates  which  are  to  be  the  compensation  for  the  service  performed  be  then  apportioned 
on  special  consideration  of  the  value  of  the  service  to  the  kinds  of  traffic  severally. 
Such  an  apportionment  would  seldom  be  burdensome  to  articles  of  high  value,  but  it 
would  relieve  cheaper  articles  from  burdens  which,  if  apportioned  strictly  to  the  cost 
to  the  carriers  of  their  transportation,  would  render  carriage  for  considerable  dis- 
tances out  of  the  question. 

But  a  practice  based  upon  any  such  general  principle  will  almost  inevitably  in  its 
application  be  subject  to  many  exceptions.  Every  railroad  serves  a  certain  territory, 
and  every  part  of  the  country  has  to  some  extent  interests  to  be  served  which  are 
special  and  peculiar  to  it,  and  these  it  will  naturally  desire  to  have  specially  consid- 
ered by  local,  official,  and  corporate  authorities,  whether  the  business  in  hand  be  the 
imposition  of  taxes  or  the  adjustment  of  rates  for  transportation;  and  as  many  other 
circumstances  besides  cost  of  transportation  and  value  must  always  be  taken  into  ac- 
count, such  as  bulk  or  weight  of  articles,  convenience  of  handling,  special  liability  to 
injury  and  necessity  for  speedy  delivery,  and  the  field  of  production  or  of  consumption, 
so  that  there  can  never  be  any  fixed  or  definite  rule  for  the  measurement  of  tlie  charge 
to  be  made  upon  any  particular  traffic,  it  is  always  possible  for  the  railroad  manager 
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iu  making  rates  to  yield  something  to  the  special  interests  of  his  section,  and  still 
keep  in  view  the  general  principles  upon  which  he  will  professedly  act. 

As  rates  are  apportioned  by  means  of  classification  of  articles  which  are  expected 
to  be  offered  for^carriage,  a  pressure  from  sectional  and  local  interests  has  been  con- 
tinuously brought  to  bear  upon  the  authorities  making  the  classifications  to  have 
them  so  made  that  those  interests  may  be  favored  which  the  roads  to  use  the  classifi- 
cation will  more  particularly  serve.  For  the  most  part  the  classifications  have  been 
made  by  the  carriers  themselves  ;  in  a  few  instances  they  have  been  made  by  State 
commissions,  but  under  influences  corresponding  to  those  which  have  influenced  the 
carriers  iu  the  same  work.  The  carriers,  it  may  be  assumed,  have  primarily  consulted 
their  own  interests,  but  they  have  also  at  the  same  time  consulted  the  local  feeling 
and  the  local  interests,  and  have  commonly  found  that  their  own  interests  were  best 
subserved  in  doing  so. 

The  consequence  has  been  that  a  great  number  of  classifications  have  been  in  force 
in  different  parts  of  the  country,  some  of  them  covering  large  and  some  small  sections, 
some  made  for  several  but  more  made  for  single  roads.  In  very  many  cases  there 
were  two  or  more  classifications  in  force  on  a  road  ;  one  for  the  traffic  in  one  direc- 
tion, another  for  that  in  the  other,  a  third,  perhaps,  for  the  traffic  coming  from  or  go- 
ing to  a  particular  section  of  the  country,  and  so  on.  The  existence  of  so  many  was 
a  greab  public  evil,  and  it  necessarily  resulted  in  constant  embarrassment  in  the  in- 
terchange of  traffic  between  the  roads.  The  owners  of  the  freights  were  more  an- 
noyed than  the  carriers  themselves,  for  they  were  perpetually  subject  to  the  liability 
to  be  called  upon  to  pay  charges  for  transportation,  which  were  greatly  in  excess  of 
any  which  they  had  anticipated.  Unexpected  charges  were  likely  to  breed  contro- 
versies and  cause  delays  in  transportation  and  delivery,  and,  in  the  minds  of  those 
unfamiliar  with  the  subject  of  classification,  there  were  often  suspicions,  based  on 
appearances  which  afturded  color  for  them,  that  the  carriers  were  guilty  of  intentional 
wrong  and  unjustifiable  exactions. 

The  principal  classifications  now  in  force  are  the  Official,  the  Western,  and  the 
Southern  Railway  and  Steam-ship  Association  classifications.  The  territory  embraced 
by  them  severally  may  be  if)ughly  indicated  as  follows:  The  first,  the  terri- 
tory east  of  Chicago  and  north  of  the  Ohio  River ;  the  second,  the  territory  west, 
north,  and  southwest  from  Chicago  ;  and  the  third,  the  territory  south  of  the  Ohio 
and  east  of  the  Mississippi.  It  must  be  understood,  however,  that  neither  of  them  is 
exclusively  made  use  of  in  the  territory  indicated.  Commodity  rates  are  given  to  a 
considerable  extent  in  Pacific  coast  territory, especially  upon  through  transcontinental 
business,  and  individual  roads  in  all  sections  use  classifications  of  their  own  when  cir- 
cumstances seem  to  require  it. 

Efforts  in  the  direction  of  uniformity  have  continuously  been  made  during  the  last 
year.  The  most  important  of  these  was  through  a  conference  of  representatives  of 
roads  east  and  west  of  Chicago,  whose  sessions  began  in  September,  1887,  and  ex- 
tended to  July  20,  1888.  This  conference  it  was  hoped  might  result  in  merging  the 
Official  and  Western  classifications.  That  result  was  not  accomplished,  for  reasons 
stated  in  a  report  adopted  by  the  conference,  and  which  is  given  in  Appendix  E. 

It  has  seemed  to  many  persons  that  to  unify  classifications  must  be  a  very  simple 
task.  What  is  classification,  it  may  he  asked,  but  the  arrangement  of  *he  several 
articles  of  commerce  under  different  heads,  as  pupils  in  a  school  may  be  arranged  in 
classes  for  recitations,  or  as  a  farmer  may  send  his  stock  for  pasturage  to  different 
fields?  But  those  most  familiar  with  the  subject  of  classification  will  be  least  in- 
clined to  look  upon  the  making  of  a  uniform  classification  as  a  very  simple  affair.  It 
is  very  far  from  being  a  simple  affair.  It  is,  on  the  contrary,  as  difficult  a  task  as 
under  the  ordinary  operations  of  government  is  likely  to  be  devolved  on  any  person 
or  any  body  of  men.  In  its  nature  it  corresponds  closely  to  the  making  of  the  cus- 
toms tarifl'  for  the  country,  but  the  necessity  for  going  into  particulars  may  be 
greater,  for  classification  must  reach  every  article  of  ordinary  commerce,  and  it  must 
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be  framed  on  the  iiiulerstaudiug  that  for  every  one  some  burden  is  to  be  provided, 
though  among  them  all  there  may  bo  apportionment  of  burdens  on  some  principle  ad- 
justed to  the  general  good.  And  when  it  is  understood  that  tho  classifications  now  in 
force  have  come  into  existence,  to  a  very  large  extent,  as  an  outgrowth  of  local  and 
sectional  feelings  and  interests,  it  will  readily  be  perceived  that  the  difficulty  in  pre- 
scribing uniformity  is  very  much  greater  than  it  would  be  if  the  work  could  be  taken 
up  now  unembarrassed  by  what  has  heretofore  been  done,  and  by  tho  adjustment  of 
business  interests  to  classifications  now  in  force.  In  fact,  the  difficulties  are  now  so 
great  that  many  intelligent  persons  in  railroad  service  do  not  believe  satisfactory 
unification  is  now  possible.  This  is  not,  however,  a  universal  belief;  many  practical 
railroad  men  hold  a  different  view,  and  are  now  Avorking  to  that  end. 

The  Commission  believes  that  all  action  taken  on  the  subject  should  lead  towards 
uniformity,  but  that  to  force  it  at  once  would  be  undesirable.  In  all  consideration 
of  the  subject  it  must  be  borne  in  mind  that  the  carriers  are  not  the  parties  whom 
unification  would  most  affect.  Some  carriers  might  gain  and  some,  perhaps,  at  first 
lose  thereby,  but  the  most  of  them  would  be  able  so  to  adjust  their  rates  that  the 
losses  would  be  inconsiderable,  and  would  also  be  temporary.  But  ttie  business  in- 
terests of  the  country  would  have  no  similar  power  of  self-protection.  Unifying  the 
classification  means  necessarily  the  placing  of  the  same  article  in  the  same  class  for 
the  purposes  of  rating  in  all  sections  of  the  country,  with  the  effect  as  to  some  of  them 
of  lowering  the  rates  greatly  in  some  sections,  while  advancing  them,  in  perhaps  the 
like  proportion,  in  others,  so  that,  in  the  same  business,  while  one  dealer  might  be 
greatly  benefited,  another  might  be  ruined.  And  what  would  affect  injuriously  a 
single  dealer  would  in  like  manner  affect  all  in  the  same  line  of  business  in  the  same 
section  of  country,  and  to  some  degree  the  country  at  large  as  well. 

The  carriers  could  not  possibly  protect  against  such  a  consequence;  for  while  the 
rates  would  not  necessarily  be  the  same  in  different  sections,  the  rates  which  any 
road  imposed  on  one  class  would  be  identical,  so  that  the  power  to  adjust  transporta- 
tion charges  with  a  view  to  local  or  sectional  interests  which  now  exist  and  is  sup- 
posed to  be  of  value  would  be  taken  away.  And  the  relative  change  which  would 
be  effected  in  making  uniform  classification  operative  as  to  any  particular  business 
would  be  far  more  injurious,  because  of  its  affecting  individuals  and  sections  differ- 
ently, than  would  any  absolute  increase  in  rates  which  affected  alike  and  to  the  same 
extent  all  the  traffic  subjected  to  it. 

The  very  first  step  to  be  taken  by  any  one  who  should  attempt  uniform  classifica- 
tion would  be  to  make  a  study  of  the  reasons  from  which  the  existing  classifications 
have  sprung.  This  study  would  need  to  be  made  in  the  territory  which  the  classifi- 
cation covers.  All  existing  classifications  have  resulted  from  many  compromises. 
Pacific  coast  and  Texas  interests  have  compromised  with  those  of  the  interior  in  the 
recent  extension  of  the  Western  classification,  and  they  would  probably  be  forced  to 
compromise  further  if  the  Official  and  the  Western  classifications  were  merged.  But 
no  one  intrusted  with  the  task  of  merging  them  would  be  excusable  for  making  the 
attempt  without  better  information  to  act  upon  than  could  be  obtainable  from  a  few 
witnesses  summoned  fo  Washington  to  give  it. 

Eveu  in  the  territory  whose  interests  may  be  supposed  to  be  homogeneous,  the 
Commission  has  encountered  serious  and  earnest  antagonism  when  classification  was 
in  question.  One  of  the  chief  impediments  to  the  merging  of  the  Official  and  the 
Western  classifications  has  had  regard  to  car-load  classes.  The  carriers  east  of  Chi- 
cago and  their  patrons  desire  that  there  shall  be  very  few  ;  the  carriers  west  of  Chi- 
cago and  their  patrons  very  generally  think  it  for  their  interest  that  there  shall  be  a 
considerably  greater  number.  The  feeling  on  the  subject  was  very  well  illustrated 
at  a  session  held  by  the  Commission  in  one  of  the  Western  States  last  year.  Eastern 
merchants  were  moving  to  have  car-load  classification  materially  restricted.  Sev- 
eral State  commissions  by  concerted  arrangemant  came  to  the  meeting  to  express 
their  strong  and  very  earnest  opposition.     It  was  their  belief  that  the  measure  pro- 
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posed/  if  it  should  be  adopted,  would  be  greatly  iujurious  to  the  interests  of  the 
States  they  represented. 

Without  any  previous  knowledge  on  the  subject  an  opposition  of  the  sort  could 
hardly  have  been  anticipated,  but  such  facts  can  not  fail  to  impress  the  mind  that  to 
the  proper  performance  of  the  task  of  unification  it  is  indispensable  that  a  somewhat 
extensive  knowledge  be  first  acquired  not  only  of  local  interests,  but  also  of  the  rela- 
tion of  those  interests  to  interests  of  similar  nature  elsewhere.  Nobody  can  acquire 
this  knowledge  from  the  public  press,  or  from  the  reports  of  a  few  persons,  however 
intelligent,  who  may  be  summoned  to  give  information.  He  will  need  to  feel  the 
pulse,  so  to  speak,  of  the  several  sections  of  the  country  ;  to  make  himself  acquainted 
with  their  various  interests,  so  that  he  may  be  able  to  judge  how  far  any  changes 
will  affect  them  severally.  In  studying  the  effect  he  will  be  very  sure  to  find  that 
even  locally  the  interests  of  the  farmer,  the  manufacturer,  the  jobber,  and  the  retail 
dealer  are  not  identical,  and  that  what  would  benefit  one  might  harm  the  other. 

The  final  adjustment  of  a  uniform  classification  must  necessarily  be  the  arrange- 
ment of  a  great  number  of  compromises.  It  may  happen,  therefore,  that  those  who 
are  now  most  earnest  in  desiring  one  will  be  most  opposed  to  any  that  can  be  agreed 
upon.  The  Commission  has  received  letters  on  the  subject  from  intelligent  busi- 
ness men,  but  who,  having  never  investigated  it,  are  evidently  in  error  as  to  what 
can  be  expected  as  a  result  of  what  they  ask  for.  Some  of  the  writers  appear  to 
think  that  unification  will  be  little  more  than  extending  the  classification  of  their 
section,  with  which  they  are  familiar,  to  the  whole  country,  and  will  be  surprised  to 
learn  that  it  can  not  be  made  without  adopting  features  from  other  classifications 
which  their  sections  have  always  objected  to.  But  others  desire  uniform  classifica- 
tion because  they  expect  by  means  of  it  to  get  rid  of  the  principle  of  considering  the 
value  of  the  service  in  making  rates,  and  to  have  the  cost  of  the  service  to  the  carrier 
made  the  measure  of  charge,  or  to  have  some  other  practice  done  away  with  that  does 
not  in  its  application  work  to  their  advantage.  A  manufacturer  of  doors  and  blinds, 
perhaps,  looks  to  have  his  product  classified  with  undressed  lumber,  and  the  manu- 
facturer of  patent  medicines,  who  knows  that  his  boxes  can  be  carried  as  cheaply  as 
the  boxes  containing  merchandise  selling  for  one-tenth  or  one-twentieth  the  sum- 
expects  them  to  be  so  classified  that  they  will  be  rated  accordingly.  But  to  any  one 
familiar  with  the  subject  the  impossibility  of  meeting  such  views  will  be  obvious;  it 
would  not  be  for  the  general  public  interest  that  they  should  be  met.  This  state- 
ment sufficiently  suggests  not  the  probability  merely  but  the  certainty  that  uniform- 
classification  will  result  in  many  disappointments. 

The  reasons  above  given  are  reasons  for  approaching  uniform  classification  with 
some  caution.  There  are  other  reasons  for  urging  the  carriers  in  the  direction  of 
unification,  and  not  taking  it  out  of  their  hands  so  long  as  they  seem  to  be  moving 
in  that  direction  in  good  faith  and  with  reasonable  diligence.  They  have  knowledge 
of  the  local  interests  which  are  represented  in  existing  classifications,  and  their  prac- 
tical experience  gives  them  special  fitness  for  the  task.  Moreover,  this  course  will 
have  the  further  advantage  that  if  complaints  are  made  of  the  classifications  the 
Commission  will  come  to  their  consideration  with  minds  unembarrassed  and  uncom- 
mitted by  previous  action  of  their  own. 

Bnt  it  should  be  further  understood  that  a  uniform  classification  once  made  can 
not  immediately  be  put  into  effect.  Considerable  time  to  prepare  for  it  is  absolutely 
essential. 

First,  it  should  be  stated  that  the  putting  it  into  effect  involves  the  sweeping  out 
of  existence  of  every  rate  sheet  in  the  country  and  the  making  of  new  rate  sheets  by 
every  railr  ad  company.  This  requires  an  euormons  expenditure  in  printing,  which 
of  course  must  in  some  manner  be  made  up  from  the  rates  imposed.  But  the  cost  of 
preparing  the  rate  sheets  would  be  vastly  greater  than  this.  To  determine  what  the 
rates  ought  to  be  on  the  several  classes  would  be  a  labor  of  infinite  dithculty. 

Suppose  a  railroad  manager,  with  the  new  classification  put  into  his  hands,  were 
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to  address  liiiusolf  to  the  task  of  dotormiuiug  what  rates  bo  ought  now  to  charge  in 
order  that  his  company  may  collect  thesanio  rovonuc  it  has  Leon  acciistonieil  lo  receive. 
First,  he  will  perceive  that  the  class  rates  should  not  bo  the  same  as  formerly  ;  the 
number  of  classes  is  probably  different,  but  whether  different  or  not,  the  i)osition  of 
articles  in  the  classes  is  so  different  that  the  imposition  of  the  sanu)  rates  as  formerly 
may  either  increase  the  revenue  very  greatly  or  may  largely  diminish  it.  In  order  to 
determine  how  this  is  likely  to  be  it  would  be  necessary  to  make  careful  study  of  the 
classification  in  the  light  of  the  past  and  probable  future  traffic  of  the  road  ;  not  the 
tratiic  in  bulk,  but  the  traffic  in  each  particular  article,  bringing  together  for  further 
study  the  aggregate  of  articles  now  ranged  in  one  class,  and  so  going  through  with 
the  classes  successively.  And  when  it  is  remembered  that  at  the  conclusion  of  his 
task  very  many  of  the  patrons  of  the  road  will  find  their  rates  increased — on  some 
perhaps  largely  increased — and  that  very  many  complaints  are  to  be  expected  under 
any  circumstances,  the  importance  of  avoiding  the  giving  of  just  grounds  for  com- 
plaint will  be  so  obvious  and  so  great  as  to  demand  special  care  in  that  direction. 
All  these  are  reasons  rendering  it  almost  imperative  that  considerable  time  be  allowed 
for  the  making  of  this  adjustment  of  rates  after  the  classification  shall  have  been 
completed. 

But,  second,  the  allowance  of  time  for  the  adjustment  is  even  less  important  to  the 
rate  maker  than  to  the  patrons  of  the  road.  If  the  rate  maker  errs  in  making  the 
rates  under  such  circumstances,  the  error  is  likely  to  be  one  which  favors  his  road  at 
the  expense  of  its  patrons  ;  and  when  that  is  the  case,  though  it  may  be  corrected 
after  some  delay,  business  interests,  which  under  any  circumstances  would  suffer 
somewhat  in  the  change,  must  then,  for  a  time,  be  exposed  to  injury  that  with 
greater  care  and  more  deliberation  might  have  been  avoided.  But  any  sudden 
change  in  railroad  rates  means  a  like  change  in  values.  A  prospective  change,  pub- 
licly notified,  the  business  man  may  prepare  for  with  perhai)s  little  or  no  injury  to 
his  business,  but  those  whom  a  sudden  change  affects  have  no  means  of  warding  off 
injurious  consequences. 

The  Commission  sums  up  its  conclusions  on  this  subject  by  saying  : 

(1)  Uniformity  in  classification,  as  fast  and  as  far  as  it  can  be  accomplished  with- 
out serious  mischiefs,  is  desirable. 

(2)  There  is  gratifying  progress  in  the  direction  of  unification,  and  it  has  been 
very  marked  within  the  last  year. 

(3)  So  long  as  the  carriers  appear  to  be  laboring  towards  unification  with  reasona- 
ble diligence  and  in  good  faith,  it  is  better  that  they  should  be  encouraged  and  stim- 
ulated to  continue  their  efforts  than  that  the  work  should  be  taken  out  of  their  hands. 

(4)  In  view  of  the  mischiefs  that  would  flow  from  sudden  changes,  ample  time 
should  be  given  for  the  purpose.  Uniform  classification  can  only  be  wisely  and 
safely  made  by  careful  study  and  deliberate  action,  and  the  adjustment  of  rates  to  it 
needs  corresponding  caution  and  deliberation. 

The  views  expressed  by  the  Commission  as  to  the  importance  of  uni- 
form classification,  the  difficulties  connected  with  it,  and  the  time  and 
labor  necessary  to  reach  it  and  to  put  it  into  effect  with  safety,  have 
undergone  no  change  or  modification  as  expressed  in  our  previous  re- 
ports. Since  our  second  annual  report,  however,  considerable  progress 
has  been  made  practically  on  the  line  of  uniform  classification  by  the 
absorption  of  special  and  exceptional  classifications  into  those  of  the 
threechief  classifications  of  the  country,  namely,  the  Official,  the  West- 
ern, and  the  Southern  Railway  and  Steamship  Association,  as  will  ap- 
pear by  Appendix  7,  made  part  of  this  report. 
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COMPETITION  BY  CANADIAN  CARRIERS. 

The  competitiou  of  Canadian  common  carriers  is  a  factor  of  influeiice 
and  increasing  force  in  the  transportation  interests  of  the  United  States, 
and  is  not  casual  or  temporary,  but  permanent.  It  was  deliberately 
planned  in  the  past,  and  has  been  advanced  to  its  present  state  with 
persevering  energy.  Its  agencies  are  natural  and  artificial  water-ways, 
and  great  railroad  systems  constructed  at  large  expense  and  materially 
aided  by  Government  subsidies.  Our  Government  policy  authorizing 
American  goods  to  be  transported  in  bond  over  Canadian  lines  and  to 
re-enter  our  country  free  of  duty,  thus  j^utting  the  transportation  upon 
an  equality  with  that  over  our  o^vn  lines,  has  assisted  these  agencies  to 
business.  Valuable  assistance  has  also  been  afforded  by  our  own  citi- 
zens by  direct  investments  in  the  construction  of  Canadian  railroads 
and  in  building  connections  within  our  own  territory  with  those  roads, 
and  leasing  or  otherwise  surrendering  control  of  these  connections  to 
Canadian  companies.  Concessions  of  rights  of  way  over  our  soil  have 
also  been  made. 

The  existence  and  character  of  Canadian  competition  are  therefore 
largely  due  to  friendly  co-operation  on  the  part  of  our  own  country. 
Inspired  as  it  would  seem  by  a  i)olicy  of  business  independent  of  national 
boundary  lines,  and  regardless  of  rivalry  by  the  subjects  of  a  foreign 
jurisdiction.  What  is  called  Canadian  competition,  therefore,  is  the 
common  use  by  our  own  citizens  of  Canadian  carriers  for  business  that 
might  be  done  by  our  own  carriers,  and  induced  solely  by  commercial 
considerations. 

The  Dominion  of  Canada  stretches  from  ocean  to  ocean  like  our  own 
domain,  and  its  great  lines,  located  safely  within  its  own  border,  have 
auxiliary  lines  and  feeders  at  numerous  points  along  the  whole  distance 
of  nearly  4,000  miles,  over  which  our  products,  moving  from  one  part  of 
our  country  to  another,  are  transported  in  uninterrupted  and  increasing 
volume.  Our  whole  northern  border  is  penetrated  by  these  connec- 
tions. They  exist  in  Maine  and  Vermont,  and  reach  the  whole  of 
New  England  -,  they  come  into  New  York  at  several  points ;  they  trav- 
erse Michigan  in  many  directions,  reaching  Wisconsin,  and  go  through 
Indiana  and  Illinois;  they  are  very  effective  in  Minnesota,  both  on  its 
eastern  side  and  its  northern  frontier,  and  in  the  new  State  of  North  Da- 
kota. On  the  Pacific  side,  they  reach  by  water  the  States  of  Washing- 
ton, Oregon,  and  California. 

The  main  line  of  the  Grand  Trunk  Railway,  for  American  business, 
extends  from  Chicago,  III,  to  Portland,  Me.  The  Canadian  Pacific  road, 
with  its  connections,  both  in  Canada  and  the  United  States,  stretches 
across  the  continent  from  Halifax  to  Vancouver.  It  has,  or  soon  will 
have,  a  direct  line  from  Portland,  Me.,  through  New  Hampshire  and 
Vermont,  to  the  Pacific  coast,  by  connection  with  its  main  line  at  New- 
port and  with  other  connections  at  intermediate  points.    It  also  has  a 
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direct  line  to  Miiuiesota  south  of  Lake  Superior  over  its  connection  with 
the  Minneapolis,  St.  Paul  and  Sanlt  Sto.  Marie,  usually  called  the 
"Soo  Line,"  by  which  St.  Pan),  Minneapolis,  and  the  country  tribu- 
tary to  those  cities  are  reached,  and  over  the  Dulnth,  South  Shore  and 
Atlantic  Railway  to  Diiluth,  reaching  the  trafhc  of  that  city  and  its 
tributary  region.  The  connection  from  Winnipeg  to  the  Minnesota 
line,  and  then  over  the  St.  Paul,  Minneapolis  and  Manitoba  Eailroad, 
gives  it  a  through  line  for  all  east  and  west  bound  business  betiveen 
the  Northwest  and  the  Pacific  coast ;  and  freight  and  passengers  be- 
tween Sau  Francisco,  Portland,  Port  Townsend,  Seattle,  Tacoma,  and 
points  in  the  Northwest  and  interior  of  the  United  States,  and  all 
l)oints  in  the  eastern  portions  of  the  United  States,  are  transported  over 
these  lines. 

The  Canadian  Pacific  Eailway,  by  the  recent  extension  of  its  line 
across  and  nearly  through  the  center  of  the  State  of  Maine  to  its 
terminus  at  Mattawamkeag,  and  thence  by  trackage  rights  from  the 
Maine  Central  to  Vanceboro,  on  the  New  Brunsvvick  boundary,  where 
it  connects  with  the  railway  system  of  the  maritime  provinces  of  Canada, 
has  a  direct  route  to  St.  John  and  Halifax. 

These  are  the  general  physical  conditions  of  the  competition  in  ques- 
tion. A  detailed  and  more  precise  statement  of  the  connections  of 
Canadian  carriers  with  the  United  States  and  the  methods  by  which 
the  transportation  is  carried  on,  together  with  the  present  American 
and  Canadian  competitive  rates  over  these  connections  in  force,  is  set 
forth  in  Appendix  8. 

The  reports  of  tlie  Canadian  Pacific  Railway  Company  on  file  in  this 
ofl&ce  do  not  show  separately  from  its  aggregate  business  the  earnings 
and  tonnage  of  its  business  with  the  United  States.  Its  report  for  the 
year  ending  June  30,  1888 — the  last  filed — shows  a  mileage  of  4,GG1 
miles  besides  the  Southeastern  Railway,  its  connection  from  Montreal 
to  Newport,  Vt.,  which  has  a  mileage  of  109  miles;  a  total  capital 
of  $110,392,503  J  gross  earnings,  $12,711,010;  total  freight  tonnage, 
2,321,957. 

The  connections  controlled  by  the  Grand  Trunk  Railway  Company 
within  the  United  States,  as  appears  by  the  reports  for  the  year  ending 
June  30,  1889,  embrace  a  mileage  of  977.23;  capital  stock,  $42,371,807; 
gross  earnings,  $6,193,781 ;  and  total  freight  tonnage,  3,773,831. 

These  statistics,  however,  are  general,  and  do  not  show  the  kinds  of 
traffic  carried,  nor  its  place  of  origin  or  destination.  The  freight  from 
the  Northwest,  consisting  of  grain  and  grain  products,  beef  and  livestock, 
annually  taken  in  to  the  State  of  Maine  alone  for  consumption  and  mainly 
brought  over  Canadian  roads,  exceeds  200,000  tons,  and  the  exports 
through  Portland  of  American  products,  carried  by  these  roads,  are 
considerable.  The  reported  tonnage  of  the  Atlantic  and  St.  Lawrence 
Pailroad,  the  Portland  branch  of  the  Grand  Trunk,  was  957,735  tons. 
VNat  quantities  were  taken  over  Canadian  lines  and  tlieir  connections 
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to  Boston  and  other  "N"ew  England  points,  and  to  New  York  and  Phila- 
delpbia,  there  are  no  statistics  at  hand  to  show,  but  the  Boston  traffic 
is  probably  50  per  cent,  or  more  of  the  transportation  for  that  cit^^ 

It  is  estimated  that  fully  one-third  of  the  through  business  of  the 
Canadian  Pacific  to  and  from  the  Pacific  coast  consists  of  traffic  fur- 
nished from  the  United  States.  The  west-bound  business  going  over 
the  Canadian  lines  originates  at  various  places  in  the  Kew  England 
and  Middle  States,  and  at  the  Northwest.  These  lines  therefore  com- 
pete for  traffic  moving  in  both  directions  across  the  continent,  or  across 
sections  of  it.  The  competition  is  consequently^  with  all  our  east  and 
west  bound  lines,  both  the  transcontinental  and  trunk  lines,  and  in 
nearly  all  the  varieties  of  traffic. 

The  explanaiion  for  the  div^ersion  of  such  a  considerable  amount  of 
traffic  from  our  lines  to  the  Canadian  carriers  is  found  in  the  rates 
charged.  Our  own  lines,  it  maybe  assumed,  make  their  competitive 
rates  as  low  as  they  can  afford  to  do  the  business  at  any  fair  profit,  and, 
not  having  unrestricted  liberty  to  charge  less  for  a  longer  than  for  a 
shorter  distance  over  the  same  line  and  in  the  same  direction,  to  make 
good,  if  necessar3%  any  loss  on  long-haul  traffic  by  higher  charges  on 
local  traffic,  their  rates  must  be  adjusted  to  make  some  profit  on  all 
traffic,  and  be  graduated  to  comply  with  the  law. 

On  the  Canadian  roads,  although  the  distances  are  almost  invariably 
longer,  and  in  many  instances  ver^^  much  longer,  the  rates  on  all  United 
States  traffic  are  materially  lower.  By  traffic  arrangements  between 
American  companies  and  the  Canadian  companies  differentials  are  al- 
lowed to  the  latter,  which  furnish  an  inducement  to  shippers  to  patron- 
ize those  lines  for  freight  for  which  the  quickest  transit  is  not  urgent. 
These  differentials  are  conceded  to  avoid  rate  wars,  and  they  involve  a 
diversion  of  whatever  business  the  reduced  rates  may  invite. 

The  concession  to  the  Canadian  Pacific  on  business  between  San 
Francisco  and  St.  Paul,  Minneapolis,  and  common  points,  ranges 
from  15  cents  per  hundred  pounds  on  first-class  traffic  to  5  cents  on 
the  lowest-commodity  class.  Between  San  Francisco  and  more  eastern 
points  the  concessions  are  progressively  greater  at  Chicago,  Cincin- 
nati, Pittsburgh,  Kew  York,  and  the  points  common  to  them,  reaching 
at  New  York,  Boston,  and  Philadelphia,  and  their  common  points,  28 
cents  on  first  class,  14  cents  on  fifth  class,  and  5  cents  on  the  lowest- 
commodity  class.  A  differential  of  28  cents  per  hundred  pounds  is 
$5.60  a  ton,  or  $67.20  a  carload  of  12  tons.  Under  adjustments  at  present 
in  force  the  United  States  roads  from  New  York,  via  Chicago,  to  St. 
Paul,  Minneapolis,  and  common  points  allow  differentials  via  the  Ca- 
nadian Pacific,  on  different  classes  ot  merchandise  of  10,  8,  6,  4,  and  3 
cents  per  hundred  pounds.  It  is  to  be  remarked  that  the  differentials 
are  not  permanent,  but  change  from  time  to  time,  and  that  the  Cana- 
dian connections  with  lines  in  the  United  States  and  the  transportation 
arrangements  also  frequently  change,  and  are  constantly  becoming 
move  numerous. 
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A  iiiitunil  inquiry  arising  on  these  facts  is  how  the  Canadian  roads 
can  afford  to  carry  at  so  nuicli  lower  rates  than  American  lines,  and 
why  the  rates  for  both  are  not  unit'orni.  There  are  various  answers  to 
this  inquiry.  In  the  first  place,  they  must  in  general  carry  at  lower 
rates  in  order  to  particii)ate  in  the  carriage  of  American  traffic.  The 
differentials  consented  to  by  traffic  arrangements  to  preserve  amicable 
relations  and  to  maintain  steadiness  of  rates  have  been  mentioned. 
The  lower  rates  are  therefore,  first  of  all,  a  necessity  of  the  situation. 

Again,  the  American  roads  are  many  in  number,  keenly  competing 
among  themselves,  and  dividing  the  business  which,  particularly  west 
of  Chicago,  might  be  reasonably  remunerative  for  one  half  or  one-third 
the  number;  and  therefore,  in  order  to  maintain  their  existence,  are 
compelled  to  charge  rates  that  might  be  lower  and  yield  a  profit  to  the 
carrier  if  the  volume  of  business  were  greater,  or  equal  to  the  capacity 
of  the  road.  The  American  roads  are  also  under  many  different,  inde- 
pendent, and  sometimes  hostile  managements,  increasing  the  expense 
of  general  control,  creating  a  necessity,  or  at  least  occasion,  for  numer- 
ous auxiliary  associations  with  governing  or  regulating  powers,  main- 
tained at  heavy  cost,  and  requiring,  for  continuous  carriages  over  long 
distances  traffic  arrangements  between  several  different  carriers  for  in- 
terchanges, divisions  of  earnings,  joint  tariffs,  payments  for  use  of  cars, 
and  other  things.  The  exceptionally  heavy  grades  of  the  transconti- 
nental lines  to  overcome  mountain  summits,  large  expense  for  fuel,  for 
maintenance  of  snow-sheds  and  snow  service,  and  other  incidental  mat- 
ters, add  greatly  to  the  cost  of  operation. 

On  the  other  hand,  very  different  conditions  exist  with  respect  to 
Canadian  carriers.  On  the  Canadian  Pacific,  the  only  through  trans- 
continental line,  the  grades  are  much  easier,  and,  it  is  claimed,  less  in- 
terruptions occur  from  snow  blockades  and  similar  causes.  There  are 
practically  only  two  great  systems  in  Canada,  the  Grand  Trunk  system 
and  the  Canadian  Pacific.  There  is,  therefore,  unity  of  control  and 
management,  and  no  occasion  for  auxiliary  associations  nor  for  divisions 
of  earnings,  except  with  adjuncts  in  the  United  States.  Besides,  they 
are  heavily  subsidized  by  direct  government  grants  and  favored  by 
liberal  allowances  for  transportation.  They  are  practically  under  no 
restrictions  imposed  by  their  own  statutes  in  respect  to  long  and  short- 
haul  traffic,  but  are  at  liberty  to  charge  high  rates  on  local  business  to 
indemnify  for  losses  on  through  or  international  business.  Their  man- 
agers deny  with  more  or  less  emphasis  that  their  local  traffic  is  sub- 
jected to  higher  rates,  but  when  the  liberty  to  make  such  charges  and 
the  necessity  for  it  co-exist,  the  inducement  at  least  is  strong.  The 
provisions  of  the  Canadian  statute  on  this  subject  are  as  follows; 

Sec.  226.  The  company,  in  fixing  or  regulating  the  tolls  to  be  demanded  and  taken 
for  the  transportation  of  goods,  shall,  except  in  respect  to  through  traffic  to  or  from  the 
United  States,  adopt  and  conform  to  any  uniform  classification  of  freight  which  the 
governor  in  council  on  the  report  of  the  minister,  from  time  to  time,  prescribes. 
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Sec.  232.  No  company,  iu  fixing  any  toll  or  rate,  shall,  under  like  conditions  and 
circumstances,  make  any  unjust  or  partial  discrimination  between  different  locali- 
ties; but  no  discrimination  between  localities,  tvhich  by  reason  of  comjaetition  by  water 
or  railway,  it  is  necessary  to  make  to  secure  traffic,  shall  be  deemed  to  be  unjust  or 
partial. 

These  enactments  give  all  traffic  carried  in  competition  with  our  car- 
riers unlimited  freedom. 

Some  or  all  of  these  conditions  may  furnish  an  explanation.  In  a 
word,  their  lower  rates  are  necessary  to  get  the  business  at  all,  and,  as  is 
seen,  the  conditions  under  which  they  are  made  are  favorable. 

There  is  no  doubt  that  considerable  portions  of  our  country  are  bene- 
fited by  the  transportation  over  Canadian  lines,  by  reason  of  the  cheaper 
service,  especially  northern  and  central  New  England  and  large  portions 
of  the  Northwest,  as  far  south  as  Chicago  and  including  Michigan,  and, 
in  fact,  generally  along  the  whole  border,  and  even  beyond  it.  Many 
of  our  citizens  feel  a  deep  interest  in  the  subject,  and  would  consider 
themselves  aggrieved  by  any  measures  resulting  in  an  advance  of  rates 
over  those  roads.  High  cost  of  staple  articles  of  consumption  forming 
part  of  the  necessaries  of  life  is  to  be  deprecated,  and  is  an  argument  of 
great  force  against  higher  rates.  It  is  possible,  however,  that  these 
apprehensions  are  mistaken,  and  that  a  greater  v^olume  of  business  over 
our  own  lines  would  so  cheapen  rates  as  to  result  in  no  advance  in  cost 
to  ultimate  consumers.  At  least  that  has  been  the  uniform  lesson  of 
experience  in  railroad  transportation. 

What,  if  any,  method  of  regulation  shall  be  applied  to  the  competition 
by  Canadian  common  carriers  in  our  traffic  is  a  question  for  the  wisdom 
of  Congress  to  determine.  There  are  considerations  on  both  sides  of 
this  question.  On  one  side,  it  is  generally  urged,  is  the  fair  protection 
against  foreign  rivalry  of  our  own  carriers,  with  the  immense  sums  in- 
vested in  their  construction,  the  multitudes  of  our  people  engaged  in 
their  operation,  and  their  inestimable  importance  to  the  country,  com- 
mercially and  as  agencies  for  its  development  and  settlement,  and  for 
all  governmental  purposes. 

And  on  the  other  side  are  urged  the  interests  of  such  portions  of  our 
citizens  as  are  not  so  well  or  so  cheaply  served  by  our  own  carriers, 
and  who  claim  the  right  to  make  use  of  any  agencies  that  will  best  sub- 
serve their  own  interests  and  give  them  an  equality  of  advantages  with 
others. 

Besides,  it  is  said,  and  perhaps  with  force,  that  the  competition  of 
Canadian  carriers  exerts  an  influence  not  unlike  that  of  the  Erie  Canal 
in  preventing  unreasonably  liigh  rates  by  our  own  carriers,  and  that  the 
competition  is  therefore  in  the  public  interest.  It  is  also  claimed  that 
investments  made  by  our  citizens,  either  directly  in  Canadian  roads  or 
in  the  construction  of  their  connections  in  the  United  States,  are  en- 
titled to  consideration. 

Another  important  fact  is  the  reciprocal  privilege  of  conveyance,  by 
some  of  our  carriers,  of  goods  and  passengers  by  land  through  portions 
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of  Caiiiula,  or  through  Cauadiau  cauals,  under  tho  following  provision 
of  Canadian  law : 

The  governor  in  council  may,  from  time  to  time,  and  as  occasion  requires,  make 
such  regulations  as  to  hini  seem  meet,  witli  respect  to  goods  conveyed  directly  through 
the  Canadian  canals  or  otherwise  by  land  or  inhind  navigation,  from  one  part  of  the 
frontier  line  between  Canada  and  the  United  States  to  another,  without  any  inten- 
tion of  unlading  such  goods  m  Canada,  and  with  respect  to  travelers  in  like  manner. 
*     "     *     (Revised.  Statutes  of  Canada,  1886,  Vol.  I,  sec.  246.) 

The  bonding  of  merchandise  in  transit  through  Canada  was  author- 
ized by  act  of  Congress  of  July  28,  18CG,  and  embodied  in  section  3006 
of  the  Revised  Statutes  of  the  United  States,  which  is  as  follows : 

Imported  merchandise  in  bond,  or  duty  paid,  and  products  or  manufactures  of  the 
United  States,  may,  with  the  consent  of  the  proper  authorities  of  the  British  Provinces 
or  Republic  of  Mexico,  be  transported  from  one  port  in  the  United  States  to  another 
port  therein,  over  the  territory  of  such  provinces  or  republic,  by  such  routes,  and 
under  such  rules,  regulations,  and  conditions  as  the  Secretary  of  the  Treasury  may 
prescribe ;  and  the  merchandise  so  transported  shall,  upon  arrival  in  the  United 
States  from  such  provinces  or  republic,  be  treated  in  regard  to  the  liability  to  or  ex- 
emption from  duty  or  tax  as  if  the  transportation  had  taken  place  entirely  within 
the  limits  of  the  United  States. 

The  term  "port"  is  defined  by  section  2767  of  the  Revised  Statutes 
as  follows : 

The  word  "  port,"  as  used  in  this  title,  may  include  any  place  from  which  merchan- 
dise can  be  shipped  for  imj)ortation,  or  at  which  merchandise  can  be  imported. 

The  regulations  of  the  Treasury  Department  in  relation  to  this  pro- 
vision are  as  follows : 

Article  836.  Merchandise  of  domestic  origin,  duty  paid  or  free  of  duty,  may  be 
transported  from  one  port  to  another  of  the  United  States,  over  the  territory  of  the 
Dominion  of  Canada,  with  the  consent  of  the  proper  authorities,  by  routes  duly 
designated  and  bonded  for  such  purpose.  Cars,  compartments  of  cars,  or  safes  must 
be  specially  appropriated  for  such  transportation,  placed  under  customs  seal  by  an 
officer  of  the  customs  at  the  port  of  departure  in  the  United  States,  and  remain  thus 
sealed  until  they  shall  have  passed  through  such  foreign  territory  and  again  arrived 
in  the  United  States.     (S.  3041.) 

It  is  understood  that,  under  the  regulations  of  the  Treasury  Depart- 
ment, a  license  is  issued  by  the  Secretary  to  Canadian  carriers  under 
the  privilege  provided  for  by  law  to  transport  goods  in  bond  through 
Canadian  territory. 

The  sixth  section  of  the  act  to  regulate  commerce  contains  this  pro- 
vision: 

And  any  freight  shipped  from  the  United  States  through  a  foreign  country  into 
the  United  States,  the  through  rate  on  which  shall  not  have  been  made  public  as  re- 
quired by  this  act,  shall,  before  it  is  admitted  into  the  United  States  from  said  foreign 
country,  be  subject  to  customs  duties  as  if  said  freight  were  of  foreign  production  ; 
and  any  law  m  conflict  with  this  section  is  hereby  repealed. 

This  only  relates  to  the  making  public  of  the  through  rates,  and  leaves 
open  for  controversy  the  question  of  the  amount  of  the  through  rate 
and  its  relations  to  the  contemporaneous  rates  of  our  carriers, 
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lu  view  of  the  fact  that  this  whole  subject  lias  undergone  thorough 
investigation  by  an  honorable  committee  of  one  of  the  Houses  of  Con- 
gress, this  Commission  offers  no  recommendation,  and  only  sets  forth 
some  of  the  leading  facts  and  circumstances  brought  to  its  attention  in 
the  performance  of  its  duties.- 

PROPERTY  TRANSPORTED  BY  CARRIERS  SUBJECT  TO  THE  ACT 
TO  REGULATE  COMMERCE  TO  PORTS  OF  TRANSSHIPMENT  FOR 
PURPOSES  OF  EXPORT. 

Among  the  subjects  of  regulation  provided  for  by  the  act  to  regulate 
commerce  is  property  transported  to  sea-ports  for  the  purposes  of  ex- 
port. The  first  instance  arising  in  the  exercise  of  this  jurisdiction  on 
the  part  of  the  Commission  occurred  in  the  month  of  April,  1887,  and 
was  upon  an  application  made  by  three  railroad  companies  having 
terminal  lines  at  the  city  of  Boston  to  be  allowed  to  continue  a  method 
theretofore  practiced  and  then  existing  of  making  their  rates  from  inte- 
rior western  points  on  grain  and  provisions  to  Boston  for  export  through 
that  port  the  same  as  the  rates  from  such  western  points  to  New  York, 
although  the  distance  was  somewhat  greater,  and  the  rates  upon  the 
same  articles  to  Boston  for  local  consumption  were  higher.  A  person 
interested  in  the  local  grain  and  provision  trade  of  Boston,  though  not 
a  party  to  the  proceeding,  was  heard  in  favor  of  the  contention  that 
any  concessions  made  in  favor  of  the  export  trade  of  Boston  ought,  in 
fairness,  to  be  extended  to  all  other  persons  to  whom  grain  and  pro- 
visions might  be  consigned  to  that  city  from  interior  western  markets. 

In  that  proceeding  the  Commission  held  that,  as  explained  by  the  peti- 
tions and  the  evidence  adduced  in  their  support,  the  rebate  or  difference 
made  in  favor  of  the  export  traffic  had  for  its  purpose  the  correc- 
tion of  an  inequality  that  would  otherwise  exist,  and  which  inequality, 
by  making  the  cost  of  foreign  shipments  by  way  of  Boston  greater  than 
by  way  of  New  York,  would  practically  exclude  shippers  from  the  ad- 
vantages of  the  Boston  route,  though  the  distance  from  the  interior 
points  to  the  foreign  market  would,  practically,  be  no  greater  by  that 
route  than  by  the  other;  and  if  such  purpose  was  only  to  do  indirectly 
what  might  directly  be  done  by  a  bill  of  lading  issued  at  the  interior 
point  of  shipment  for  delivery  of  goods  at  the  foreign  destination,  and 
no  discrimination  was  made  between  persons  engaged  in  foreign  traffic, 
but  the  rebate  or  difference  was  made  impartially  and  only  as  ameans 
of  protecting  the  Boston  route  for  the  export  trade  against  an  excess  in 
charge  that  would  be  ruinous  to  it,  then  it  was  obvious  that  there  was  no 
occasion  for  calling  upon  the  Commission  to  give  sanction  to  a  practice 
that  would  be  legal  without  it;  that  any  legal  ground  for  affirmative 
action  on  the  part  of  the  Commission  was  precluded  in  a  proceeding  of 
this  character  when  those  who  brought  the  practice  to  its  attention  did 
so  with  explanations  of  its  propriety  and  insisting  upon  its  lawfulness. 

It  was  further  held  by  the  Commission  in  that  proceeding  that,  it 
what  was  paid  under  the  name  of  a  rebate  was  a  rebate  in  fact,  as  un- 
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derstood  by  tho  second  section  of  the  interstate  coinnieice  law,  and  if 
tlie  ell'ect  of  allowing-  it  was  to  impose  niK)n  some  classes  of  i)ers()ns  a 
j:;reater  charge  for  the  service  rendered  than  was  imposed  upon  others 
for  a  like  and  contemporaneous  service  under  similar  circumstances  and 
conditions,  and  so  ejected  what  is  described  in  the  law  as  an  unjust 
discrimination,  it  would  be  neither  legal  in  itself  nor  could  it  be  made 
legal  by  any  order,  assent,  or  permission  given  by  the  Commission. 
And  the  Commission  further  held  that  if  the  exactions  from  Boston  on 
local  traffic  were  excessive,  that  fact  could  only  be  adjudicated  when 
some  one  questions  them  in  a  proceeding  instituted  for  the  purpose  of 
a  regular  investigation.  Leave  was  giveu  to  the  petitioners  to  with- 
draw their  petitions,  and  they  did  so.  No  complaint  to  the  Commission 
has  ever  been  made  against  this  method  of  dealing  with  the  export 
rates  at  Boston  on  the  part  of  those  interested  or  engaged  in  local  trade 
there,  and  it  has  continued  to  exist  to  this  time. 

On  the  8th  day  of  March,  1888,  the  Commission  issued  a  general 
order  on  this  subject  as  follows: 

Every  tariff  of  rates  and  charges  whicli  a  common  carrier  subject  to  the  provision, 
of  the  act  to  regulate  commerce,  by  itself  or  jointly  with  one  or  more  other  carriers 
whether  such  carriers  are  or  are  not  subject  to  such  act,  shall  establish  for  the  trans- 
portation of  grain,  flour,  meal,  meats,  provisions,  lard,  tallow,  canned  goods,  cotton, 
tobacco,  live  stock,  or  other  articles  of  customary  export,  from  any  point  within  tho 
United  States  to  a  seaport  thereof,  or  to  any  point  in  or  on  the  boundary  of  an  adja- 
cent country,  or  to  any  foreign  port  or  place,  is  required  to  be  filed  with  the  Commis- 
sion and  shall  be  made  public. 

In  all  cases  where  a  tariff  is  established  for  such  merchandise  billed  or  intended  for 
export  by  sea,  and  ocean  rates  are  not  specified,  either  because  of  their  fluctuation  or  " 
for  any  other  reason,  so  that  only  the  charge  for  inland  transportation  is  definitely 
fixed,  the  tariff  as  tiled  and  made  public  shall  show  the  rate  charged  by  tho  inknd 
carrier  or  carriers  to  the  point  of  export,  including  all  terminal  charges  or  expenses, 
and  shall  also  show  in  what  manner  the  through  rate  to  the  point  of  ultimate  destina- 
tion is  to  be  determined,  whether  by  the  addition  of  the  ocean  rate  from  time  to  time 
prevailing,  or  how  otherwise.  When  the  rate  is  a  gross  sum  for  the  transportation 
of  freight  from  a  point  within  the  United  States  to  a  port  or  place  in  a  foreign  coun- 
try, the  tariff  as  tiled  and  made  public  shall  in  every  case  show  what  part  of  the 
whole  is  allowed  to  the  carrier  or  carriers  for  inland  transportation  to  the  point  of 
export  by  sea,  including  all  terminal  expenses  or  charges;  and  if  such  part  is  subject 
to  be  increased  or  diminished,  contingently  or  otherwise,  or  if  in  any  other  case  the 
charge  for  inland  transportation  is  subject  to  any  chaLge  or  moditication  in  case  the 
property  carried  is  exported,  the  fact,  and  the  manner  in  which  the  increase,  dimi- 
nution or  change  is  to  be  determined,  and  the  extent  thereof,  shall  be  stated. 

Every  such  tariff  of  rates  and.  charges  shall  be  published  by  plainly  printing  the 
same  in  large  type  of  at  least  the  size  of  ordinary  pica,  and  copies  thereof  shall  be  koi)t 
lor  the  use  of  the  public  in  such  places  and  in  such  form  that  they  can  be  conveniently 
inspected,  at  every  depot  or  station  of  any  carrier  making  or  issuing  the  same  at 
which  any  traffic  to  which  it  relates  is  received  or  delivered. 

This  order  shall  become  operative  on  March  20,  1888. 

Shortly  after  this  a  complaint  was  made  to  the  Commission  averring, 

in  substance,  among  other  things,  that  the  trunk  lines,  so  called,  under 

resolutions   of  their  association,  had  been  and  were  making  ox[)t)rt 

rates  of  which  the  inland  proportion  accejited  by  them  was,  at  the  port 
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of  New  York,  often  10  cents  or  more  per  hundred  pounds  less  on  like 
trafiQcthan  the  published  tariti'  rates  charged  at  the  same  time  to  the 
same  port  from  the  interior  points  consigned  to  New  York  as  its  final 
destination,  and  charging  that  this  was  an  unjust  discrimination 
against  the  trade  and  business  of  New  York.  In  this  and  other  respects 
tliis  contention  involved  the  rules  that  ought  to  govern  in  making  ex- 
port rates  through  the  port  of  New  York.  After  a  full  investigation  of 
the  evidence  and  questions  involved,  the  Commission  decided  that  the 
difference  made  by  the  carriers  between  the  proportion  of  the  through 
rate  from  the  interior  points  to  New  York  on  export  traffic  destined  to 
foreign  countries,  and  the  rate  charged  contemporaneously  on  the  like 
kind  of  traffic  from  the  same  interior  points  destined  to  New  York,  was 
not  justified  by  any  circumstances  tending  to  show  that  it  was  just  and 
proper,  and  lurther  decided  that  it  was  an  unjust  and  unlawful  disciimi- 
nation  against  the  transportation  terminating  at  that  port. 

The  Commission  further  held  that,  under  the  amendments  of  March 
2,  1889,  to  the  statute  requiring  ten  days'  previous  notice  of  advances 
and  three  days'  previous  notice  of  reductions  in  rates,  they  can  not  be 
varied  from  day  to  day,  or  oftener,  to  meet  fluctuations  in  ocean  rates. 
It  was  further  decided  by  the  Commission  in  that  proceeding  that  the 
only  practicable  mode  yet  devised  for  making  through  export  rates  on 
shipments  from  the  interior  through  that  port,  as  has  appeared  by  past 
exi)erience,  is  to  add  to  the  established  inland  rates  from  the  interior  to 
tiie  sea-board,  the  current  ocean  rates,  and  that  the  published  tarifts  of 
the  carrier  should  show  the  rate  charged  by  the  inland  carrier  or  car- 
riers to  New  York  on  freight  billed  or  intended  to  be  billed  for  export, 
including  all  terminal  charges  and  expenses,  and  should  also  show  in 
what  manner  the  through  rate  to  the  point  of  ultimate  destination  is 
to  be  determined,  whether  by  the  addition  of  the  ocean  rate,  from  time 
to  time  prevailing,  or  how  otherwise. 

On  the  8th  of  March,  1889,  the  Commission  summoned  each  of  the 
railway  carriers  composing  what  is  known  as  the  Trunk  Line  Associa- 
tion, to  appear  before  the  Commission  on  the  16th  of  that  month,  for 
the  purpose  of  showing  what  their  export  rates  were,  and  how  these 
export  rates  were  made  by  each  of  them,  and  also  to  give  these  carriers 
an  opportunity  to  be  heard  concerning  the  manner  of  making  and  pub- 
lishing said  rates  in  order  to  comply  with  the  provisions  of  the  act  to 
regulate  commerce,  as  amended  March  2,  1889.  At  the  time  appointed 
these  carriers  appeared  before  the  Commission,  and  after  an  elaborate 
investigation  it  appeared  that  all  of  them,  except  a  few,  found  no  diffi- 
culty in  publishing  their  joint  tariffs  as  required  by  the  amended  statute. 

Subsequently,  on  the  23d  of  March,  1889,  the  Commission  made  a 
general  order  in  reference  to  the  publication,  under  the  amendment  of 
March  2,  1889,  of  the  act  to  regulate  commerce,  of  advances  and  reduc- 
tions in  joint  rates,  fares,  and  charges,  in  which,  among  other  things,  it 
was  stated  that  the  Commission  understands  that  tariffs  now  on  file  in 
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its  ollico,  ostJiblished  by  carriers  accepting  merclrandise  billed  or  in- 
tended for  exi)ort  by  sea,  arc  made  in  coinplianc^e  witli  its  order  of  the 
date  of  Mart;li  8,  1888,  and  whether  they  be  individnal  or  joint  tariffs 
the  reqniremeut  of  notice  of  any  change  therein  is  the  same  as  in  the 
case  of  other  tariffs,  and  that  imported  traffic  transported  to  any  place 
in  the  United  States  from  a  port  of  entry  or  place  of  reception,  whether 
in  this  conntry  or  in  an  adjacent  foreign  conntry,  is  reqnired  to  be  taken 
on  the  inland  tariti'  governing  other  freight. 

After  the  pnblication  of  this  last  order  a  large  number  of  interstate 
carriers  in  the  States  south  of  the  Potomac  and  Ohio  Kivers  requested 
an  opportunity  to  be  heard  before  the  Commission  in  regard  to  the 
application  of  this  general  order  to  their  export  traffic.  Accordingly 
notice  was  given  to  them  to  appear,  and  they  appeared  before  the  Com- 
mission in  a  general  conference  in  regard  to  this  matter. 

In  this  conference  it  appeared  that  the  principal  article  of  export  to 
the  various  Southern  ports  reached  b^^  these  carriers  is  cotton,  though 
there  were  exports  of  tobacco  and  some  other  commodities,  and  that 
the  circumstances  and  conditions  that  had  most  influence  in  affecting 
rates  and  producing  frequent  fluctuations  that  interfered  with  the  sta- 
bility of  the  inland  tariffs  was  the  vessel  service  at  the  Southern  ports. 
It  was  claimed  by  these  carriers  that  the  vessel  service  at  the  trunk 
line  ports  being  more  ample,  no  material  difficulty  was  found  in  the 
transportation  of  exports  to  the  seaboard  at  the  established  tariffs, 
but  that  the  vessel  service  at  the  Southern  ports  being  more  limited,  it 
had  been  necessary  to  apply  various  methods  to  secure  ocean  carriage 
for  export  business.  On  account  of  the  scarcity  of  sea-going  vessels  at 
these  Southern  ports,  it  was  claimed  that  this  gave  rise  to  irregularity 
in  rates,  from  the  fact  that  iu  the  absence  of  competition  vessels  were 
largely  able  to  exact  terms  to  suit  themselves, .and  the  fluctuations  in 
ocean  rates  affected  the  stability  of  the  railroad  proportions  of  the 
through  rates;  and  ocean  service  in  such  cases,  it  was  claimed,  must 
in  general  be  procured  by  charter  at  a  round  sum  by  contract  for  their 
tonnage  capacitj^  with  guaranty  of  a  cargo,  or  by  some  form  of  subsidy. 

The  real  difficulties  iu  the  way  of  maintaining  fixed  inland  rates  on 
export  traffic  under  such  conditions,  it  was  claimed,  were  very  great  if 
not  insuperable,  and  that  the  inland  rates  became  subject  to  the  vary- 
ing conditions  of  the  ocean  carriage.  When  a  ship  is  procured  at  such 
a  port  by  charter  or  any  of  the  other  methods  named,  it  becomes  neces- 
sary to  furnish  a  cargo  as  speedily  as  possible  iu  order  to  save  charges 
for  demurrage,  and  the  consignment  of  this  freight  is  hastened  to  the 
port  to  fill  the  vessel  quickly,  nndeven  taken  at  a  reduced  through  rate^ 
in  some  instances  shrinking  considerably  the  inland  proportion,  and  the 
same  vessel  frequently  carries  the  same  kind  of  goods  at  many  diflerent 
rates. 

In  consequence  of  these  conditions,  a  method  came  into  use,  and  has 
prevailed  over  a  large  number  of  the  Southern  States,  of  an  export  rate 
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Diade  every  day  to  Ue  iu  force  as  to  export  rates  for  tbe  siicceediug 
twcuty-fonr  hours,  based  on  the  vessel  facilities  in  tbe  Soutbern  ports 
and  tbeir  ocean  rates,  and  on  tbe  lowest  combination  of  tbe  inland  and 
ocean  rates  from  tbe  interior  point  of  sbipment  to  tbe  foreign  market 
on  a  tbrougb  rate  made  up  in  tbis  manner.  Tbe  tbrougb  rate  tbus  made 
Ijas  no  reference  to  tbe  establisbed  inland  rate  for  consignment  at  tbe 
sea-board,  and  tbis  metbod,  it  was  claimed,  bad  worked  satisfactorily, 
bad  produced  no  friction  or  competitive  contentions  among  tbe  rail 
lines,  and  was  maintained  by  all  of  tbem. 

Tbe  ports  at  wbicb  tbe  conditions  described  were  claimed  to  exist  are 
all  Atlantic  and  Gulf  ports  from  tbe  Obesapeake  Bay  to  tbose  in  Texas, 
and  tbe  property  upon  wbicb  tbe  rates  are  affected  by  tbese  conditions 
is  cbiefly  cotton,  altbougb  tbey  ap])ly  to  some  extent  to  tobacco.  Cot- 
ton formerly  bad  its  cbief  outlets  for  export  tbrougb  New  Orleans  and 
Mobile;  it  also  went  to  a  considerable  extent  tbrougb  Savaunab  and 
Cbarleston.  Tbe  enlargement  of  tbe  territory  in  wbicb  cotton  is  pro- 
duced and  tbe  greatly-increased  rail  facilities  over  wbicb  it  is  trans- 
ported at  low  rates  have  materially  changed  former  conditions,  and 
cities  and  towns  iu  tbe  interior,  like  Memphis  and  others,  have  become 
points  of  sbipment  on  tbrougb  bills  to  foreign  countries,  and  a  large 
proportion  of  the  product  is  shipped  in  that  manner. 

There  was  evidence  tending  to  show  the  existence  of  the  claims  thus 
insisted  upon  by  tbese  carriers,  while  on  the  other  band  some  of  tbe 
roads  in  Arkansas  and  Texas  found  no  difficulty  in  maintaining  rates 
for  ten  days,  and  that  tbe  law  requiring  notice  often  days  for  advances 
and  three  days  for  reductions  could  be  complied  with  without  detri- 
ment to  their  business.  But  tbe  investigation  was  not  completed  for 
causes  hereinafter  stated. 

On  tbis  account,  and  in  view  of  tbe  fact  that  the  Commission  had  rec- 
ognized that  there  might  be  substantially  different  conditions  and  cir- 
cumstances affecting  export  traffic  in  different  parts  of  tbe  country,  as 
was  indicated  by  the  decision  of  tbe  Commission  iu  tbe  case  of  tbe 
port  of  Boston  above  mentioned,  the  Commission  has  not  yet  made 
any  decision  in  regard  to  the  Southern  export  traffic,  but  has  waited 
until  there  could  be  further  investigation  and  consideration  of  that 
subject.  Tbe  local  consignments  of  cotton  to  tbese  Southern  ports  were 
small  as  compared  with  the  through  export  traffic,  and  no  complaint 
whatever  bad  been  made  against  the  difference  in  tbese  rates.  Further 
investigation  of  it  was  a  matter  therefore  of  far  less  importance  than 
many  others  which  were  pending,  and  which  since  then  have  continually 
engrossed  tbe  attention  of  tbe  Commission,  and  for  want  of  time  orig- 
inating from  these  causes  tbis  investigation  has  not  been  completed. 
It  is  not  apprehended  that  tbis  adjustment  will  be  attended  by  tbe  dif- 
ficulties that  many  of  tbe  carriers  imagine.  No  opinion  in  regard  to 
it  is  now  expressed  by  tbe  Commission  for  obvious  reasons  plainly  in- 
dicated by  tbe  facts  stated.    At  the  same  time,  it  is  deemed  proper  to 
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lay  the  substance  of  the  evidence  thus  taken  before  Congress  in  lliis 
annual  report. 

Questions  arising  in  regard  to  exi)ort  rates  are  and  must  continue  to 
be  of  very  great  inij)ortance,  and  often  extremely  embarrassing  until 
this  subject  is  finally  determined  and  settled  at  ports  upon  the  dilfer- 
ent  coast  lines  of  the  country.  Thus  far  no  question  of  this  kind  has 
come  before  us  as  to  export  traffic  going  through  the  ports  on  the  Pacidc 
slope,  in  which  there  is  indeed  a  large  and  growing  commerce. 

If  the  statute  should  express^^  provide  that  the  published  tariff  rate 
from  interior  points  to  sea-ports  must  be  tbe  same  whether  the  property 
transported  is  for  local  delivery  at  such  sea-port  or  for  the  purposes  of 
export  from  such  sea-port,  leaving  the  rates  from  such  port  to  the  for- 
eign destination  to  be  snch  as  the  unrestrained  competition  of  vessels 
might  settle,  then  there  would  be  no  more  difiiculty  in  regulating  inland 
transportation  of  property  to  a  sea  port  for  the  purposes  of  export  than 
there  would  be  in  the  case  of  domestic  traffic.  The  difficulty  in  its  reg- 
ulation under  the  statute  at  present  arises  in  cases  where  a  through 
rate  is  charged  from  the  interior  point  of  shipment  throiigh  the  port  of 
transshipment  to  the  foreign  market,  made  sometimes  as  a  gross  through 
rate,  but  most  usually  as  a  through  rate  in  which  the  inland  rate  is 
added  to  the  prevailing  ocean  rate. 

In  either  event,  as  the  ocean  rates  daily  and  often  hourly  fluctuate  in 
the  competitive  strife  of  vessels,  and  are  subject  to  no  regulation  what- 
ever, the  inland  or  rail  proportion  of  the  through  rate  has  no  fixed  sta- 
bility, but  fluctuates  with  the  ocean  rates,  and  by  manipulation  of  the 
vessel  rates  a  margin  may  be  created  for  preferential  rates  and  secret 
arrangements  for  the  benefit  of  individuals  or  of  traffic  by  which  the 
law  can  easily  be  violated  without  detection.  At  the  port  of  New  York 
the  Commission  met  this,  as  far  as  possible,  by  requiring  that  inland 
rates  of  rail  carriers  to  that  port  should  be  the  same  on  traffic  for  ex- 
port as  on  that  intended  for  local  consignment  there;  and  at  New 
York,  as  well  as  other  ports,  the  Commission  met  this,  as  fifr  as  possible, 
by  requiring  tlie  published  tarifl's  of  the  rail  carriers  to  show  the  pro- 
portion of  the  through  rate  from  the  interior  points  of  shipment  to  the 
port  of  transshipment.  But  as  remedies  these  are  not  sufficient  to  ad- 
equately check  the  evils  we  have  enumerated.  Whatever  the  rule  of 
the  statute  is  to  be  upon  a  subject  like  this  should  be  indicated  in  phiiu 
and  unmistakable  terms.  Whether  that  rule  as  above  made  at  the  port 
of  New  York  shall  be  the  same  for  all  the  ports  of  the  country,  namely, 
that  the  proportion  of  the  inland  rate  on  export  traffic  shall  not  be  less 
than  the  inland  tariff  rate  to  the  port  of  transshipment  on  traffic  not 
for  export,  or  whether  the  law  shall  be  held  flexible  as  to  the  modes  of 
business  of  carriers  at  some  of  these  ports  under  the  conditions  by  which 
they  are  surrounded,  or  what  the  rule  shall  be  upon  the  entire  subject,  is 
respectfully  submitted  to  the  wisdom  of  Congress,  to  determine  now  or 
after  further  investigation  and  rei)ort  of  the  Commission  in  the  future. 
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THE  RELATIONS  OF  LAKE  AND  RAIL    TRANSPORTATION. 

When  the  Congress  was  given  power  to  regulate  coQiinerce  among  the 
States,  railroads  had  no  existence.  To  whatever  extent  the  regulation 
so  provided  for  was  intended  to  include  transportation  or  transporta- 
tion charges,  it  must  have  had  special  reference  to  the  then  existing 
transportation  methods,  which  were  mainly  by  lake,  river,  or  coastwise 
carriers. 

The  regulation  for  wliich  provision  is  made  in  the  act  to  regulate 
commerce  does  not  apply  to  commerce  as  it  was  conducted  when  the 
power  to  regulate  was  conferred.  The  act  applies  to  water  transporta- 
tion only  when  "  used  under  a  common  control,  management,  or  arrange- 
ment for  a  continuous  carriage  or  shipment  "  in  connection  with  arailroad 
and  as  part  of  a  line  or  route  of  which  another  part  is  a  railroad,  and 
leaves  carriers  engaged  in  transportation  wholly  by  water  independent 
of  regulation. 

The  exemption  of  so  considerable  apart  of  transportation  from  the 
operations  of  the  law  is  a  serious  hindrance  to  the  regulation  of  that 
which  the  act  includes. 

The  construction  and  maintenance  of  the  way  or  track  is  a  principal 
item  in  the  cost  of  railway  transportation,  while  the  permanent  way 
over  navigable  waters  is  free  from  expense  or  is  maintained  at  i)ublic 
cost.  In  water  transportation,  carriers  provide  only  the  vessel  or  ve- 
hicle of  carriage.  There  is  therefore  a  wide  dift'erence  in  the  cost  of 
rail  and  boat  service,  and  water  transportation  charges  can  be  very 
much  the  lower  and  be  renumerative. 

Carriers  by  water  are  not  required  to  publish  rates,  and  are  nnder 
no  restrictions  as  to  rebates,  discriminations,  or  as  to  charges  propor- 
tioned to  distance.  No  stability  is  reqnired  in  their  charges,  which 
may  fluctuate  as  often  as  the  exigencies  of  business  rivalries  dictate  or 
the  necessities  for  traffic  render  expedient.  Whenever  rail  and  water 
transportation  are  in  direct  competition,  a  reduction  of  rail  rates  to  meet 
the  water  charges  is  regarded  as  essential  to  secure  any  part  of  the 
traffic.  Independent  or  unregulated  water  transportation  in  parts  of 
the  country  is  so  influential  in  many  ways  as  to  be  the  cause  of  demor- 
alization in  rail  rates  as  well  as  to  afford  the  basis  of  inequalities  be- 
tween localities  having  the  appearance  of  unjust  preference. 

These  are  some  of  the  effects  of  unregulated  water  transportation. 
Its  usefulness  must  not  be  in  the  least  impaired,  but  it  is  both  expedient 
and  just  that  it  should  be  so  far  regulated  as  to  prevent  its  demoraliza- 
tion of  other  transportation.  This  requires  carriers  by  lake,  river,  and 
coastwise  to  publish  and  maintain  tariffs  as  do  carriers  by  rail,  and  be 
alike  subject  to  the  general  provisions  of  the  act. 

Only  one  of  the  five  great  lakes  on  our  northern  border  is  wholly 
within  our  territorial  limits,  but  upon  all  the  fluctuations  of  unregulated 
rates  and  charges  are  so  frequent  as  to  create  confusion  and  uncertainty 
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111  cliar^Hvs  on  railroad  tranic.  Thr ''trunk  lines,"  or  railroad  carriers 
from  the  lakes  to  the  Atlantic  (;oast,  own  and  control  eighty  or  more 
boats,  with  an  estimated  tonmige  cai)acity  lor  the  season  approximat- 
ing 20(),()00,0()0  tons.  These  boats  are  used  in  connection  with  the  roads 
and  under  a  common  control  or  managemeut  for  continuous  carriage 
or  shipment  from  Chicago,  Diduth,  and  otiier  western  lake  ports  to 
tidewater  at  New  York,  Philadelphia,  and  other  eastern  cities.  These 
continuous  carriers,  lake  nud  rail,  are  thus  made  subject  to  the  act  and 
required  to  publish  their  rates  and  charges,  together  with  proposed  in- 
creases or  reductions.  Some  of  the  roads  west  of  the  lakes  are  oper- 
ated in  connection  with  boats  under  a  common  control  for  continuous 
shipments  to  Buftalo,  Erie,  and  eastern  lake  ports,  thus  forming  a  line, 
part  rail  and  part  water,  subject  to  the  act. 

in  addition  to  the  boats  used  in  through  transportation  in  connection 
with  the  roads  and  subject  to  the  act,  a  large  part  of  the  lake  transpor- 
tation "is  by  independent  transit  companies  or  individual  and  separate 
vessels  not  subject  to  the  act.  Two  or  more  of  the  roads  which  carry 
between  lake  ports  and  tide-water  cities  are  each  wholly  within  one 
btate,  and  when  carrying  locally  between  points  in  the  same  State  from 
lake  to  sea  are  not  subject  to  the  act. 

The  carriage  of  products  is  large  from  lake  ports  in  Minnesota,  Wis- 
consin, and  Illinois  to  sea-going  vessels  at  Montreal  by  lake,  canal,  and 
river,  all  independent  of  regulation.  Transportation  part  rail  and  part 
water,  not  subject  to  regulation,  is  conducted  by  lake  boats,  in  connec- 
tion with  Canadian  roads  or  roads  partly  in  Canada,  from  western  lake 
ports  to  eastern  lake  ports  iu  the  United  States  and  in  Canada. 

Boats  cross  the  lake  in  three  or  four  days.  They  carry  package  and 
general  freights,  but  the  tonnage  is  largely  grain,  flour,  and  provisions — 
very  largely  bulk  grain.  In  a  recent  investigation  it  was  claimed  on 
the  authority  of  the  Chicago  Board  of  Trade  reports  that  of  47,000,000 
bushels  of  corn  shipped  east  from  Chicago  last  year  7  of  every  10  were 
by  lake. 

The  customary  lake  and  rail  rates  from  Chicago  and  western  lake 
ports  to  New  York  and  other  eastern  sea-port  cities  are  about  one-fifth 
lower  than  the  all-rail  rates.  While  that  relation  is  maintained  the 
rates  are  considered  regular.  When  agreements  to  maintain  rates  have 
been  made  between  all-rail  and  part  rail  and  water  carriers,  it  has  been 
usually  on  something  like  that  basis.  This  conceded  difference  in  rates 
indicates  the  estimate  of  the  advantages  of  rail  shipments  and  of  the 
lower  cost  of  lake  transportation. 

Under  the  present  state  of  the  law,  products  may  be  carried  from 
States  west  of  the  lakes  to  Montreal  and  other  Canadian  ports,  as  also 
to  New  York  and  Philadelphia,  for  consumption,  distribution,  or  export, 
by  routes  so  free  from  all  regulation,  that  carriers  over  regulated  routes 
may  not  know  the  rates  with  which  they  must  compete.  Grain  can  be 
shipped  from  western  Minnesota  over  a  road  wholly  within  that  State 
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to  the  lake,  over  tlie  lakes  to  Buffalo,  and  from  thence  over  a  road 
wholly  within  one  State  to  the  sea-board.  It  can  be  shipped  in  the  same 
way  to  and  across  the  lakes  to  Erie,  Pa.,  thence  to  tide- water  at  Phila- 
delphia, the  carria|?e  in  both  cases,  when  not  under  a  common  arrange- 
ment, being  free  from  regulation.  The  all-rail  carrier  of  freight  be- 
tween the  same  places  must  conform  to  the  provisions  of  the  act  on 
every  one  of  the  1,500  miles  over  which  the  freight  must  pass. 

A  very  small  reduction  in  regular  rates  by  lake  or  rail  carriers  not 
subject  to  regulation  is  sufficient  to  divert  traffic  from  the  lines  of  rival 
carriers  by  lake  or  rail,  or  both  combined.  Such  reductions  need  not 
be  published,  but  may  be,  and  are,  made  without  notice  to  competing 
carriers  required  by  the  act  to  publish  their  rates  and  any  intended  re- 
ductions. To  carriers  finding  their  business  so  diverted  the  temptation 
is  strong  to  recover  a  share  of  the  business,  frequently  stronger  than 
the  restraining  provisions  of  the  law,  which  does  not  a^iply  to  their 
comi)etitors  and  rivals.  The  result  is  disturbance  and  disorder  in  rail- 
road service,  with  uncertainty,  instability,  and  inequality  in  rates  and 
charges. 

RAIL  TRANSPORTATION  NOT  SUBJECT  TO  THE  LAW. 

In  former  reports  the  Commission  has  called  attention  to  the  fact  that 
not  all  transportation  by  rail  is  made  subject  to  the  act  to  regulate  com- 
merce. The  act  carefully  limits  its  operation  to  certain  specified  car- 
riers, and  the  terms  are  such  as  are  believed  not  to  include  the  express 
companies  regarded  as  common  carriers.  Carriers  exclusively  by  water 
are  also  omitted.  These  omissions  extend  to  a  considerable  part  of  the 
internal  commerce  of  the  country,  and  must  therefore  prove  to  some  ex- 
tent an  embarrassment  in  the  enforcement  of  the  act.  This  subject,  hav- 
ing been  sufficiently  covered  by  what  has  been  said  heretofore,  is  alluded 
to  in  this  place  only  for  its  bearings  upon  what  will  be  said  in  this  con- 
uection  regarding  transportation  by  rail  by  those  carriers  not  made  sub- 
ject to  the  act.  Iiulependent  water  transportation  is  treated  elsewhere 
in  this  report. 

As  regards  transportation  by  rail  by  carriers  not  subject  to  the  act, 
it  is  proper,  in  the  opinion  of  the  Commission,  that  a  free  and  full  ex- 
pression of  the  embarrassments  attending  their  exclusion  should  be 
])laced  before  Congress.  This  is  not  done  for  the  purpose  of  asking  any 
additional  or  different  legislation  from  what  now  exists,  but  only  that 
the  subject  may  be  fully  understood  in  relations  not  hitherto  explained. 
The  Constitution  of  the  United  States,  in  Section  VIII  of  Article  I,  pro- 
vides that  the  Congress  shall  have  power  "to  regulate  commerce  with 
foreign  nations,  and  among  the  several  States,  and  with  the  Indian 
tribes."  No  question,  therefore,  can  arise  of  the  authority  of  Congress 
to  make  its  legislation  as  broad  as  the  power  itself.  In  undertaking 
the  regulation  of  commerce  by  rail,  legislators,  both  State  and  National, 
have  been  dealing  with  a  subject  that  in  many  respects  was  so  different 
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IVoni  any  other  with  which  they  have  occasion  to  deal,  that  the  ordi- 
uiuy  rules  and  analof;ies  could  not  possibly  be  applied  to  the  full  extent; 
every  step  taken  has  been  })ersistently  opposed  by  the  interests  to  be 
affected;  and  it  has  been  univ^ersally  felt  that  the  leg^islatiou  hitherto 
adopted  could  not  in  all  respects  be  final,  but  has  been  rather  initial, 
and,  though  important  and  in  the  right  direction,  constitutes  only  steps 
towards  an  ultimate  solution  of  what  is  commonly  spoken  of  as  the 
"railroad  problem."  No  one  who  has  given  proper  thought  to  the  sub- 
ject now  deems  that  problem  fully  solved  ;  every  one  who  has  studied 
it  candidly  sees  that  further  action  in  the  line  of  the  existing  statute  is 
iiecessarj^  for  the  purposes  of  a  complete  solution. 

When  the  act  to  regulate  commerce  was  adopted,  there  were  in 
many  of  the  States  and  Territories  laws  for  the  regulation  of  State  and 
Territorial  commerce  by  rail.  These  laws  preceded  any  action  by  the 
General  Government  on  the  subject,  and  in  many  respects,  unquestion- 
ably,  there  has  been  useful  State  and  Territorial  regulation.  There  is 
no  doubt  in  the  minds  of  the  Commission  that  very  valuable  service 
has  been  performed  by  these  State  and  Territorial  boards  under  the 
laws  conferring  powers  upon  them.  In  some  cases  the  benefits  have 
been  universally  acknowledged,  and  in  others,  where  complaints  have 
been  made  against  them,  it  is  probable  that  these  have  been  exagger- 
ated and  sometimes  unfounded.  When  the  act  was  passed  Congress 
was  very  careful  not  to  interfere  with  the  working  of  these  commis- 
sions, and  shaped  its  legislation  so  as  to  leave  a  clear  field  fcr  action  to 
the  State  and  Territorial  authorities.  No  doubt  this  was  in  part  from 
a  recognition  of  the  valuable  work  these  authorities  had  performed. 
It  may  also  in  part  have  come  from  a  well-founded  belief,  in  which  this 
Commission  fully  shares,  that  no  single  body  of  men,  acting  as  a  na- 
tional commission,  could,  with  any  strong  probability  of  success,  un- 
dertake the  regulation  of  commerce  by  rail  for  the  whole  country  with- 
out the  assistance  of  State  or  other  local  commissions  or  boards.  There 
may  likewise  have  been  constitutional  considerations.  But  whatever 
the  motives  were,  it  is  plain  that  the  act  to  regulate  commerce  falls 
sliort  of  completely  covering  the  field  of  regulation. 

The  railroads  of  tlie  country  do  not  constitute  one  separate  national 
system  and  separate  State  and  Territorial  systems  operating  independ- 
ently of  each  other.  There  are  a  great  many  railroads  in  the  country 
that  do  not  extend  beyond  the  limits  of  a  single  State,  but  there  are 
very  few  of  them  that  are  not  by  affiliation  and  at  least  partial  control 
connected  with  roads  that  are  interstate.  It  is  doubtful  if  there  is  a 
single  railroad  in  the  country  that  does  not  to  some  extent  participate 
in  interstate  traffic,  and  which,  if  left  to  be  a  law  to  itself,  or  subjected 
to  laws  which  differ  from  the  act  to  regulate  commerce,  may  not  be  a 
disturbing  element  in  the  enforcement  of  that  act.  There  is  no  such 
thing  as  a  complete  and  harmonious  regulation  of  interstate  commerce 
by  rail  when  a  part  of  the  carriers  by  rail  are  governed  by  one  set  of 
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laws  and  otber  parts  are  left  to  the  regulation  of  laws  wliich  are  mate- 
rially different.  Still  less  can  there  be  complete  and  harmonious  regu- 
lation when  even  upon  interstate  roads  there  is  regulation  of  a  part  of  the 
traffic  by  one  set  of  laws  and  another  part  by  another  materially  differ-  m 
ent.  An  interstate  road  takes  little  or  no  notice  of  State  lines  in  the 
management  of  its  business.  State  traffic  and  interstate  traffic  are 
taken  upon  thesame  trains,  under  thesame  management;  the  freight  and 
passage  moneys  are  received  into  the  same  treasury  -,  the  expenses  of 
transportation  are  paid  by  the  same  officers,  from  the  same  fund  ;  and 
it  would  be  impossible  for  the  officers  of  the  road  to  determine  with  ac- 
curacy the  cost  or  the  profit  of  the  State  business  as  distinguished  from 
the  interstate. 

The  State  regulation,  unless  the  State  law  should  be  substantially 
identical  with  the  Federal  law  to  regulate  commerce  in  all  essential 
points,  would,  of  necessity,  if  enforced,  constitute  to  some  extent  a  reg- 
ulation of  the  interstate  traffic.  State  rates  must  often  necessarily 
affect  interstate  rates.  The  State  rate  from  East  St.  Louis,  for  exam- 
ple, to  Chicago  might  affect  the  interstate  rate  to  Chicago  and  to  Mil- 
waukee as  well;  and  it  might  affect  the  interstate  rates  to  all  towns 
that  to  any  extent  are  the  competitors  of  Chicago  in  the  traffic  to  which 
they  relate.  Indeed,  to  some  extent  it  might  often  affect  rates  from 
the  Missouri  Kiver  to  the  Atlantic  sea-board.  State  regulation  in  re- 
gard to  safety  appliances  might,  if  enforced,  constitute  a  regulation  of 
interstate  traffic  to  some  extent,  unless  the  railroads  were  required  to 
separate  in  their  trains  all  State  from  interstate  traffic;  but  this  could 
not  be  done  without  greatly  increasing  the  present  cost  of  rail  trans- 
portation. We  shall  not  take  the  space  to  multiply  instances  here, 
though  we  might  give  them  in  great  number,  to  show  how  State  regu- 
lations might  enter  and  occupy  the  sphere  of  Congressional  power. 
One  illustration  in  this  connection,  however,  we  deem  it  proper  to 
mention. 

The  act  to  regulate  commerce  was  intended  to  bring  to  an  end  the 
gross  abuses  attending  the  free  transportation  of  i^ersons.  To  a  consider- 
able extent  it  has  done  so.  But  very  largely  the  carriers,  and  especially 
the  strong  systems,  where  the  abuse  has  been  greatest,  have  endeav- 
ored to  avoid  the  law  by  falling  back  upon  State  protection,  and  shield- 
ing themselves  under  an  unrestricted  authority  to  issue  passes  as  they 
l>leased  within  the  limits  of  a  single  State.  Three  of  the  large  railroad 
systems  of  the  country,  when  called  upon  by  the  Commission  to  make 
an  exhibit  of  the  passes  issued  by  them,  declined  to  do  so,  on  the  ground 
that  the  passes  issued  were  limited  in  their  operation  to  the  bounds  of 
a  single  State,  and  therefore,  as  was  claimed,  this  Commission  could 
take  no  cognizance  of  them.  The  Commission  believes  that  if  this  po- 
sition can  be  maintained  it  greatly  impairs  the  efficiency  of  the  law,  and 
the  abuses,  the  discriminations,  and  the  corruptions,  which  before  were 
so  flagrant,  will,  to  some  extent  at  least,  continue.     If  the  New  York 
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Oentral  or  the  Pounsylvaniii  lliiilroiul  Compsiniivs  can  thus  issue  passes 
at  discretion,  it  is  impracticable  to  enforce  the  hiw  as  a<»ainst  their  com- 
petitors. It  is  idle  to  say  the  passes  do  not  allect  interstate  tralUc. 
There  is  generally  some  p.urpose  of  indirect  profit  or  advantage  in  issu- 
ing them,  and  the  managers  of  the  roads  who  make  the  issue  do  not  at- 
tempt to  limit  the  benefit  to  any  one  class  of  the  traffic,  and  could  not 
if  they  would.  And  if  they  in  this  manner  avoid  the  law,  it  can  not  be 
effectively  enforced  against  their  competitors,  even  if  the  latter  did  not 
dispute  their  obligation  to  comply  with  it  strictly. 

What  is  said  as  to  free  transportation  may  be  said  as  to  rebates  also. 
Sometimes  in  cases  which  come  before  the  Commission,  a  carrier  admits 
that  it  gives  rebates  on  the  traffic  taken  up  and  laid  down  within  a 
State,  but  insists  upon  its  right  to  do  so,  because  there  is  no  law  of  the 
State  prohibiting  it.  Nevertheless,  this  rebate  afitects  the  rates  upon 
interstate  traffic,  and  a  competing  road  whose  traffic  is  taken  a  little 
further,  and  over  the  State  line,  may  be  compelled  to  give  rebates 
accordingly,  or  to  surrender  important  business.  It  certainly  can  not 
be  expected  to  surrender  the  business  willingly,  and,  while  the  State 
law  permits  the  rebate,  the  interstate  carrier  will  see  no  moral  wrong 
in  giving  one  also.  Indeed  it  may  be  said  that  in  all  particulars  where 
the  act  to  regulate  commerce  contains  prohibitions,  or  establishes  pen- 
alties which  do  not  exist  under  State  laws  for  corresponding  conduct, 
the  interstate  carrier  is  tempted  to  find  excuses  for  violations  and 
evasions  under  shelter  of  the  less  stringent  State  laws. 

By  reference  to  the  brief  notice  of  the  meeting  with  State  railway 
commissioners,  which  will  be  found  in  another  part  of  this  report,  it 
will  be  seen  that  the  State  couimissions  have  felt  the  great  difficulties 
attending  the  want  of  entire  harmony  between  State  and  national  laws, 
and  a  committee  of  five  State  railroad  commissioners  was  then  ap- 
pointed to  consider  the  subject  and  report  to  the  next  conference  upon 
the  best  plan  to  obtain  harmony  in  railroad  legislation.  The  time  has 
not  yet  been  fixed  for  the  meeting  of  the  conference  to  which  that  com- 
mittee will  report,  but  it  will  probably  be  held  next  spring.  The  bring- 
ing about  of  that  harmony  by  a  substantial  re-enactment  of  the  act  to 
regulate  commerce  by  all  the  States  and  Territories  would  to  a  large 
extent  relieve  the  whole  subject  of  the  difficulties  at  present  attending 
it,  and  would  go  very  fiir  towards  a  solution  of  the  railroad  problem. 
Possibly  such  a  re-enactment  may  in  time  occur,  but  we  have  deemed 
it  our  duty  at  this  time,  and,  as  accounting  in  great  part  for  any  imper- 
fect execution  of  the  law,  to  bring  to  the  notice  of  Congress  some  of  the 
difficulties  necessarily  encountered  by  reason  of  the  fact  that  the  act  to 
regulate  commerce  does  not  cover  the  whole  transportation  business  of 
the  country.  A  statement  showing  State  roads  that  claim  they  are  not 
subject  to  the  act  and  therefore  not  required  to  report  to  the  Commis- 
sion, is  given  in  Appendix  9. 
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CONSOLIDATION -ABSORPTION     OF     WEAKER      LINES      BY     THE 

STRONGER. 

The  tendency  in  recent  years  towards  the  aggregation  and  combina 
tion  of  capital  invested  in  various  of  the  larger  business  pursuits  has 
been  so  marked — such  aggregations  are  so  subject  to  misuse,  and  when 
misused  are  so  poteut  for  mischief — that  every  new  indication  of  the 
growth  ot'  this  tendency  leaves  the  public  less  free  from  apprehension. 
This  is  so  true  as  to  all  transactions  between  railroad  cori)orations  that 
any  working  arrangement  or  agreement  for  tlie  establishment  of  through 
lines,  by  which  expense  may  be  avoided  and  the  public  served,  is  sub- 
ject to  more  or  less  distrust. 

Whether  because  of  some  abuses  in  railroad  management  when  in 
conducting  Interstate  commerce  the  carriers  were  a  law  unto  them- 
selves, or  whether  for  some  other  reason,  the  fact  seems  to  be  that  every 
railroad  combination  in  the  direction  of  unity  of  interest  or  unity  of 
control  provokes  such  suspicion  as  to  warrant,  if  it  does  not  require, 
explanation. 

The  tendency  to  consolidation  of  railroads  and  to  the  absorption  of 
the  weaker  by  the  stronger  lines  has  been  sometimes  ascribed  to  the 
act  to  regulate  commerce  or  some  of  its  i)rovisions.  It  has  been  so  as- 
cribed by  those  of  such  experience  as  to  entitle  their  opinions  to  consid- 
eration. 

The  tendency  to  the  combination  and  concentration  of  other  great  in- 
terests is  scarcely  okler  than  the  act  to  regulate  commerce,  to  which 
such  interests  are  not  subject. 

Combinations  and  unifications  of  railroad  properties  had  their  origin 
as  early  as  railroad  investment  was  of  sufficient  magnitude  to  invite 
them.  They  had  so  advanced  when  the  act  was  passed  that  the  rail- 
roads outnumbered  the  companies  operating  them  two  to  one.  Both 
before  and  since  the  act  was  in  force  the  tendency  to  such  combination 
and  unity  has  kept  well  up  with  the  increasing  ability  of  the  proprie- 
tors and  managers  of  one  road  to  buy  or  control  another. 

With  an  average  annual  railroad  investment  approximating  $400,- 
000,000,  and  a  corresponding  increased  railioad  mileage,  there  are  each 
year  more  roads  for  consolidation,  increased  opportunities  for  absorp- 
tion, new  and  greater  inducements  for  combination.  Yet  the  propor- 
tion of  combinations  effected  was  greater  before  than  alter  the  act. 
Considered  separately  for  the  period  of  nine  years  since  the  last  census, 
the  number  of  roads  merged  annually  in  the  seven  years  before  the  act 
was  nearly  double  the  number  annually  merged  in  the  two  years  there- 
after. The  combinations  for  these  nine  years,  and  how  effected,  appear 
in  the  following  statement,  which,  with  the  subsequent  statements,  is 
taken  from  the  best  obtainable  data: 


i 
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Consolidations,  etc.,  to  Dkckmbicu  ol,  1888,  of  Roads  that  wkkk  Oimouating 
Companies  on  June  150,  18H0, 


now  acquired. 

1880. 

CD 
13 

1881. 

1882. 

1883. 

1884. 

1885. 

1886. 

1887. 

9 
15 

1888. 

Cousolidatetl,  absorbed,  and  moiged 

ControUod,  leased,  and  operated 

Purchased 

53 

28 
8 

11 
40 

9 

22 

5 

/ 

12 

1 

5 

23 

2 

9 

12 
2 

7 
21 
4 

'l''y  tal                                 

115 

89 

54 

36 

20 
5 

30 

23         26 

32 

Koor;4anizatiou9  and  changes  in  name 

7 

7 

4 

3 

5 

12         11 

3 

RECAPITULATION. 

Total  for  nine  years 425 

Average  per  year 47 

Total  for  seven  years  precediug  1887 307 

Average  per  year  52 

Total  for  two  years  (1887  and  1888) 58 

Average  per  year 29 

Total  for  three  years  (1880,  1881,  and  1882) 258 

Average  per  year 86 

Total  for  three  years  (1883,  1884,  and  1885) 86 

Average  per  year 28 

Total  for  three  years  (1886,  1887,  and  1888) 81 

Average  per  year 27 

The  latest  iiniou  of  railroad  interests  wliicli  bas  attracted  public  at- 
tentiou,  and  of  which  this  Commission  has  been  advised,  is  that  of  the 
Union  Pacific  with  the  Chicago  and  Northwestern.  This  alliance  is  an 
agreement  for  the  interchange  of  through  business,  the  establishment 
of  through  lines  by  which  the  interests  of  the  companies  may  be  pro- 
moted and  the  public  convenience  served.  It  provides  for  the  inter- 
change and  continuous  carriage  of  freights  from  the  place  of  shipment 
to  the  place  of  destination  over  5,000  miles  and  more  of  the  Union  Pacific 
system  and  more  than  4,000  miles — all — of  the  Chicago  and  Northwestern 
system.  The  arrangement  as  to  through  carriage  and  interchanges  for 
that  purpose  does  little,  if  any,  more  than  give  efl'ect  to  one  purpose  of 
the  law.  Such  a  continuous  carriage  is  favored  by  the  third  and  seventh 
sections  of  the  interstate-commerce  act.  Except  as  to  interchange  of 
business  and  continuous  carriage  the  two  companies  and  systems  seem 
as  free  from  the  control  of  each  other  as  before  such  union. 

Substantially  all  the  consolidations  and  absorptions  made  by  the  two 
companies  or  systems  preceded  the  act,  or  resulted  from  contracts  which 
preceded  it. 

The  authorized  mileage  of  the  Union  Pacific  proper,  as  constructed, 
was  less  than  2,000  miles,  which  was  increased  to  more  than  6,000  miles 
through  its  affiliated  and  controlled  lines. 

The  Chicago  and  Northwestern  ac(iuired  and  commenced  operating 
119  miles  of  road  at  the  date  of  its  organization  in  1859,  and  had  less 
than  500  miles  in  18GG.  By  absorption,  purchase,  or  otherwise,  it  had 
acquired  control  of  more  than  3,500  miles  in. 1886. 


78         REPORT    OF    THE    INTERSTATE    COMMERCE    COMMISSION. 

The  Penusylvauia  Eailroad  Company,  a  corporation  of  that  State,  aii^ 
tborized  at  first  to  construct  a  road  less  tban  250  miles  long  between 
two  of  its  principal  cities,  grew  into  a  vast  system,  extending  into  and 
across  several  States  of  the  Union.  Its  entire  mileage,  including  main 
and  branch,  owned  and  leased  lines,  was  less  than  500  miles  in  18G1. 
In  1880  it  included  nearly  4,000  miles.  In  every  year  since  then  it  has 
added  to  its  mileage  not  more  annually  after  than  before  the  Act.  By 
extension,  purchase,  absorption,  or  other  arrangement,  its  control,  di- 
rectly or  through  affiliated  companies,  embraces  more  than  7,000  miles. 

The  progress  made  by  the  two  companies  or  systems  last  named,  in 
acquiring  control  of  roads  of  other  companies  and  increased  mileage,  is 
indicated  in  the  following  statement : 

Summary  of  Number  and  Mileage  of  Roads  of  Pennsylvania  System  Ac- 
quired, IN  Years  Indicated,  to  June  30,  1889. 

[Eoads  omitted,  for  wbicU  proper  data  are  lacking.] 


Year. 

Penn.sylvania 
Railroad.* 

Peunsylvaiiia 
Company,  t 

Total.J 

No. 

^20 
2 

3 

1 
3 
2 
3 
2 

4 

Miles. 

:n-o. 

Milea. 

No. 

Miles. 

Prior  to  1880                              

§1,158.87 

111.54 

47.  82 

18L  48 

G.75 

99.40 

128.  36 

60.26 

14.24 

115.  57 

7.95 

1118 
2 

112,614.30 
243. 15 

44 
4 
1 
3 
1 
3 
3 
3 
3 
4 
4 

3,773.17 
354  69 

1F80 

1881 

47  82 

1882 

-- 

181  48 

1883 

6  75 

1884 

99  40 

1885  

28.15 

156  51 

1886   

60  26 

1887       

2 

122.  08 
G7.53 

136  32 

1888                  ..           

183  10 

1889                                   

7  95 

Total    

49 

1,  932.  24 

24 

3,  075.  21 

73 

:5,  007.  45 

^The  charter  (1846)  authorized  the  construction  of  a  road  from  Harrishurg,  Pa.,  to  Pittsburgh,  Pa., 
the  length  [of  which,  when  completed,  was  248.2  mile.s;  tlie  first  section,  from  Harrisburg,  Pa.,  to 
Lewistown.  Pa.,  60.6  mile-,  was  opened  September  1,  1849.  Mileage  owned  and  controlled  June  30, 
1889,  approximately,  4,113.75. 

t  Mileage  in  1871,  the  year  of  organization,  790.20.     Mileage  Juno  30,  1889,  approximately,  3,381.27. 

t  Total  mileage  owned  and  controlled  by  Pennsylvania  system  June  30,  1889,  appr.jxiraately,  7,495.02. 

§Snb.sequent  to  1860. 

II  Subsequent  to  1868.  Includes  ten  roads,  1,556.25  miles,  controlled  through  ownership  of  stock ; 
no  information  as  to  date  acquired. 
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Railway  Co.mi'any  Acquired,  in  Years  Indicated,  to  June  30,  ibdU. 

[Roatls  omitted  for  wliiili  proper  data  are  lacking.] 


Year. 

No. 

Milos. 

Year. 

No. 

Miles. 

]SC>1                         

3 
1 
1 
,  1 
2 

480.  70 
105. 00 

48.80 
28.00 
72.  72 

1884 

11 

2,  083.  02 

1807        

1885 

1871             

1886 

1877               

1887 

5 

2 
2 

35 

109  40 

1880        

IbSS      

79  04 

1881        

1889 

41  16 

1882 . 

3 
4 

487.44 
190.  03 

Total 

1883      

'^3,731.91 

*  In  addition  to  what  appears  in  table,  it  should  be  stated  that  this  company  owns  stock  of  the  Chi- 
cago, St.  Paul,  Minneapolis  and  Omaha  Railway  Company,  1,310.52  miles,  to  tlio  amount  of  $14,700,000 
in  total  stock  of  $34,050,126.06,  over  $10,000,000  of  said  owned  stock  having  been  acquired  in  1882. 
Mileage  of  Chicago  and  Northwestern  Railway  Company  at  date  of  organization,  June  7,  1859,  119.80; 
mileage  owned  and  controlled  June  30,  1889,  4,250.38. 

What  is  said  of  the  Chicago  and  Korthwesterii  and  of  the  Pennsyl- 
vania may  be  said  of  the  Louisville  and  Nashville,  the  Lake  Shore 
and  Michigan  Southern,  the  New  York  Central,  and  is  substantially 
true  of  the  railroad  system  of  this  country  as  well  as  of  other  countries. 
Railroad  consolidations  and  combinations  first  challenged  public  atten- 
tion in  other  countries  where  they  were  the  cause  of  great  apprehen- 
sion. Twenty  years  ago  they  were  made  the  subject  of  investigation 
by  a  royal  commission  in  England. 

In  view  of  the  facts,  it  would  seem  that  the  cause  for  railroad  consol- 
idations must  be  looked  for  elsewhere  than  in  the  restrictive  provisions 
of  the  interstate  commerce  act,  while  it  is  suggested  with  much  rea- 
son that  these  restrictive  provisions  are  themselves  the  result  of  be- 
havior in  railroad  management. 

The  act  in  its  main  provisions  declares  in  substance  that — 

To  be  lawful,  charges  for  railroad  services  must  be  reasonable  and 
just. 

To  take  a  greater  or  less  compensation  from  one  person  than  from 
another  for  a  like  service  is  unjust  discrimination  and  unlawful. 

To  give  unreasonable  preference  to  persons,  localities,  or  kinds  of 
traffic  to  the  disadvantage  of  other  persons,  localities,  or  kinds  of  traffic 
is  unlawful. 

To  make  the  greater  charge  for  a  shorter  distance  transportation 
service  lawful  there  must  be  exceptional  circumstances  which  make  it 

jttSt. 

Combinations,  contracts,  and  agreements  between  different  and  com- 
peting roads  for  pooling  their  freights  or  dividing  any  part  of  their 
earnings  is  unlawful. 

To  be  lawful,  schedules  of  fares  and  charges,  as  well  as  of  increases 
and  reductions  in  fares  and  charges,  must  be  posted  and  kept  open  to 
public  inspection. 
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Combinations,  contracts,  agreements,  or  devices  to  prevent  tbe  car- 
riage of  freights  being  continuous  from  place  of  shipment  to  place  of 
destination  are  unhiwful. 

A  provision  of  the  third  section  of  the  act  declares : 

Every  coramoQ  carrier  subject  to  the  provisions  of  this  act  shall,  according  to  their 
respective  powers,  afford  all  reasonable,  proper,  and  equal  facilities  for  the  inter- 
change of  traffic  between  their  respective  lines,  and  for  the  receiving,  forwarding, 
and  delivering  of  passengers  and  property  to  and  from  their  several  lines  and  those 
connecting  therewith,  and  shall  not  discriminate  in  their  rates  and  charges  between 
such  connecting  lines. 

Of  the  restrictive  and  chief  provision  of  the  act  given  above,  that 
which  makes  the  pooling  of  freights  and  the  division  of  earnings  of 
competing  lines  unlawful  is  usually  credited  with  being  the  efficient 
cause  as  well  of  objectionable  railroad  consolidations  and  absorptions 
as  of  hurtful  instability  of  fares  and  charges.  It  is  so  credited  on  the 
assumption  that  hurtful  competition,  especially  between  stronger  and 
weaker  lines,  can  only  be  prevented  by  the  pooling  of  freights,  the  di- 
vision of  earnings,  and  the  guaranties  to  be  secured  through  such  pool- 
ings and  divisions.  Weaker  lines  are  indirect  lines,  longer  lines,  and 
lines  requiring  more  time  and  affording  inferior  facilities  and  accom- 
modations. Previous  to  the  enactment  of  these  restrictive  measures 
prohibiting  pooling  and  the  division  of  freights  and  earnings  of  com- 
peting lines  it  was,  in  consideration  of  the  maintenance  of  agreed  fares 
and  charges  between  the  stronger  and  weaker  lines,  the  practice  of  the 
stronger  to  guaranty  to  the  weaker  an  agreed  division,  share,  or  pro- 
portion of  business.  When  shippers  patronized  the  stronger  lines  at 
the  agreed  rates  to  such  extent  that  the  weaker  lines  failed  to  obtaiu 
their  conceded  share  of  the  business  and  earnings,  the  stronger  lines 
accounted  for  and  made  good  the  deficiency  from  their  own  receipts. 
On  the  assumption  that  the  agreed  rates  were  no  more  than  reasona- 
ble, the  amount  realized  by  the  stronger  lines  was  less  than  reasonable 
compensation  for  their  services  to  the  extent  of  such  deficiency.  But 
it  being  assumed  that  reasonable  compensation  for  the  transportation 
services  they  rendered  remained  to  the  stronger  lines  after  making  good 
the  guaranty  to  the  weaker,  the  amount  necessary  to  make  good  such 
deficiency  Avas  necessarily  derived  from  charges  in  excess  of  such  rea- 
sonable compensation.  In  this  view,  the  practice  was  interpreted  as 
resulting  in  excessive  charges  on  shipments  made  by  the  public  as  a 
means  of  paying  weaker  lines  for  joining  the  stronger  in  maintaining 
exorbitant  rates.  Ho  interpreted,  the  practice,  or  guaranty  based  ou 
agreed  divisions  of  business,  was  condemned  and  prohibited  by  the  act 
to  regulate  commerce. 

This  provision  of  the  act  making  it  unlawful  to  divide  business  or 
earnings  deprived  the  stronger  lines  as  well  of  the  ability  as  of  the 
legal  right  to  guaranty  to  the  weaker  lines  a  conceded  share  of  busi- 
iiess  when  the  guaranty  could  no  longer  be  made  good  from  charges  re- 
garded as  excessive. 
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CONSOLIDATION — INTERCHANGE   OF   TRAFFIC. 

For  any  advantage  of  which  the  roads  were  deprived  by  these  re- 
strictive i)rovisioiis  it  is  believed  an  equivalent  was  intended  to  be  given 
in  tlie  eciual  facilities  for  the  interchange  of  traffic  and  for  receiving  and 
forwarding  persons  and  property  under  the  above-cited  provision  of  sec- 
tion 3  of  the  act. 

Since  its  last  annual  report  to  the  Congress  the  Commission  has  made 
investigation  of  a  complaint  under  this  provision  of  section  3  of  the 
act,  made  by  the  Little  llock  and  Memphis  Railroad  Company  against 
the  East  Tennessee,  Virginia  and  Georgia  Railroad  Company,  and  the 
Iron  Mountain  and  Southern  Railway  Company. 

The  western  terminus  of  one  line  of  the  East  Tennessee,  Virginia  and 
Georgia  Railroad  Company  is  Memphis,  Tenn.  From  Memphis  the  road 
of  the  Little  Rock  and  Memphis  Railroad  Company  extends  to  Little 
Rock,  Ark.  From  Little  Rock  a  division  of  the  road  of  the  St.  Louis, 
Iron  Mountain  and  Southern  Railway  Company  runs  to  Texarkana  and 
other  points  in  Texas  and  the  Southwest. 

These  companies  had,  previous  to  June,  1888,  established  and  until 
then  maintained,  a  through  line  over  their  several  roads  or  lines  for  the 
transportation  of  persons  and  property  from  and  to  points  on  the 
lines  of  said  companies,  or  any  of  them,  and  connections  in  the  States 
west  of  the  Mississippi  River  to  and  from  points  on  said  companies^ 
lines  and  connections  east  of  the  Mississippi.  When,  in  June,  1888,  said 
iron  Mountain  Company  had  constructed  and  completed  a  line  of  its 
own  from  Little  Rock  to  Memphis,  it  would  no  longer  maintain  the 
through  line  over  the  road  of  the  Little  Rock  Company;  but  claiming 
that  the  public  could  be  well  served  over  a  through  line  from  Texas 
nud  points  west  to  Tennessee  and  points  east,  of  which  through  line  its 
f)wn  line  from  Little  Roijk  to  Memphis,  should  be  part,  the  Iron  Mount- 
ain Company  insisted  on  the  substitution  of  the  Little  Rock  and  Mem- 
phis section  of  its  own  line  for   the  line  of  the  Little  Rock  Company. 

The  East  Tennessee,  Virginia,  and  Georgia  joined  the  Iron  Mountain 
Company  in  establishing  such  a  through  line,  and  thereafter  both  re- 
fused to  interchange  with  the  Little  Rock  Company  traffic  passing  over 
it  and  destined  to  points  on  the  through  line  they  had  maintained  with 
it  previous  to  June,  1888. 

The  Little  Rock  Company  complained  of  this  as  a  refusal  to  aftbrd  it 
the  equal  facilities  for  the  interchange  of  traffic  which  it  alleged  to  be 
its  lawful  right  nnder  said  provision  of  section  3  of  the  act,  and  insisted 
that  the  other  companies  should  attbrd  it  facilities  equal  to  the  facili- 
ties they  afford  each  other  and  for  the  same  equal  rates  and  charges. 

On  investigation,  the  Commission  found  the  through  line  or  route  of 

which  the  Little  Rock  and  Mem])his  Company's  line  had  been  a  part  to 

be  more  direct  and  shorter  than  that  substituted  for  it,  that  it  was  a 

reasonable  and  convenient  route,  and  its  re  establishment  would  be  in 

H.  Mis.  50 G 
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the  public  interest.  Its  discontinuance  by  the  other  companies  sub- 
jected the  public  to  increased  cost  and  greater  delays  in  transportation. 
Their  refusal  to  continue  or  re-establish  it,  while  they  maintained  an- 
other through  line  from  and  to  the  same  points,  was  a  denial  of  proper 
and  equal  facilities  for  the  interchange  of  traffic,  for  receiving,  forward- 
ing, and  delivering  passengers  and  property,  and  a  discrimination  in 
rates  and  charges  between  connecting  lines.  The  opinion  of  the  com- 
mission expressed  the  belief  that  under  such  conditions  it  was  theinten- 
tion  of  the  Congress  in  the  third  section  of  the  act  to  secure  to  the  Little 
Eock  and  Memphis  Company,  or  other  companies  under  like  conditions, 
the  proper  and  equal  facilities  so  denied  by  providing  for  the  establish- 
ment and  maintenance  of  through  lines  over  connecting  lines  without 
discrimination  in  rates  and  charges  as  between  such  connecting  lines; 
but  the  Commission  held  that  when,  as  in  this  case,  the  companies  hav- 
ing connecting  lines  objected  to  forming  through  lines  with  another 
company  some  method  of  procedure  was  necessary  to  establish  such 
through  line  and  fix  the  terms  upon  which  it  was  to  be  maintained,  and 
the  act  provided  no  procedure  to  fix  such  terms  or  by  which  such 
through  line  could  be  established. 

The  omission  to  make  legal  provision  for  through  lines  limits  trans- 
l)ortation  over  the  line  of  the  Little  Rock  and  Memphis  Company  to 
local  traffic.  This  results  primarily  from  the  construction  of  a  line  be- 
tween Memphis  and  Little  Eock  by  the  Iron  Mountain  Company,  when 
the  line  of  the  Little  Eock  Company  was  ample  for  the  traffic,  through 
as  well  as  local.  The  Iron  Mountain  Company  now  has  substantially 
all  the  through  business.  The  business  of  the  Little  Eock  Company  had 
been  largely  through  traffic,  without  which  the  local  business  was,  and 
still  is,  insufficient  for  the  successful  operation  of  its  road.  To  obtain 
through  business  under  the  present  state  of  the  law,  the  company  must 
extend  its  line  from  Little  Eock  to  Texas  and  southwestern  territory 
already  reached  and  adequately  served  by  the  Iron  Mountain  line.  A 
necessary  result  would  be  the  support  and  maintenance  of  two  roads 
where  one  is  ample  for  the  traffic,  and  can  render  the  service  with  more 
profit  to  the  carrier  and  lower  cost  to  the  public.  A  result  not  unheard 
of  would  be  a  hostile  and  possible  disastrous  competition  between  the 
companies  to  be  followed  by  an  alliance  hostile  to  the  public. 

Should  the  Little  Eock  Company,  in  view  of  necessary  or  possible 
results,  find  itself  unable  or  unwilling  to  so  extend  its  line,  it  must 
await  the  development  of  a  traffic  merely  local  and  yet  inadequate  to 
the  suitable  and  proper  maintenance  of  its  road,  or  submit  to  the  ab- 
sorption of  its  line  as  an  affiliated  line  or  feeder  to  a  stronger  line. 

The  status  of  the  Little  Eock  and  Memphis  Eailroad  Company  in  its 
relations  to  connecting  lines  and  the  results  of  such  relations  is  suffi- 
ciently explanatory  of  the  status  and  relations  of  all  other  independent 
roads,  or  roads  of  a  local  character,  in  respect  of  their  relations  with 
conned ing  lines,  which  are  the  same  as  they  were  before  the  act  to 
regulate  commerce. 
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COMPLAINTS  AGAINST  THE  WORKINGS  OF  THE  LAW. 

In  some  cases  within  the  year  complaint  has  been  publicly  made  by 
manufacturers  or  other  large  dealers  whose  business  has  not  been  satis- 
factorily profitable,  that  the  fact  was  due  wholly  or  in  part  to  the  Inter- 
state Commerce  Law,  which  was  wrong  in  theory,  because  it  took  from 
the  carriers  the  power  to  sell  their  services  at  pleasure.  Such  a  com- 
plaint is  aimed  at  the  vital  principle  of  the  law  ;  it  does  unquestionably 
take  away  from  the  carriers  the  power  to  sell  their  services  at  pleasure 
and  require  them  to  perform  service  for  all  persons,  trades,  occupations, 
localities,  and  cummuuities  with  entire  impartiality.  It  was  chiefly  be- 
cause they  former]}^,  in  selling  their  services  at  pleasure,  discriminated 
grossly,  generally  in  favor  of  large  dealers,  that  the  Government  inter- 
fered. Common  justice  required  the  interference.  The  discriminations 
were  sometimes  so  great  that  the  difference  in  the  rates  paid  by  two 
dealers  sharply  competing  in  the  same  line  of  business  were  sufficient 
to  make  the  one  prosperous  and  send  the  other  to  bankruptcy  ;  and,  as 
in  the  bargain  for  services  the  larger  dealer  always  had  the  most  to  offer, 
it  was  the  smaller  dealer  that  was  commonly  pushed  to  the  wall;  so 
that  the  sale  of  their  services  at  pleasure  by  the  carriers  was  continu- 
ally adding  to  the  force  of  other  circumstances  which,  without  regard  to 
merit  or  ability,  were  assisting  to  make  the  rich  richer  and  the  poor 
poorer.  It  was  the  belief  of  Congress  that,  in  so  far  as  the  requirement 
of  impartiality  in  the  service  of  carriers  by  rail  would  have  that  effect, 
this  tendency  should  be  checked;  and,  the  law  being  just  in  itself,  the 
complaint  of  a  dealer  that  it  takes  away  his  ability  to  build  up  a  pros- 
perity on  the  special  bargains  he  could  make  with  carriers  is  a  compli- 
ment to  the  law,  not  a  reproach. 

Other  complaints  have  occasionally  been  made,  traceable  to  a  dis- 
continuance of  methods  or  practices  intended  to  be  corrected  by  the 
law^  Quite  naturally  the  law  will  be  complained  of  by  any  interest 
that  has  profited  either  by  sharing  the  earnings  of  the  railroads  or  by 
any  special  advantages.  Such  interests  have  much  at  stake,  and  are 
therefore  desirous  to  be  let  alone.  The  law  is  looked  upon  unfavora- 
bly when  it  interferes  to  protect  the  public  directly  by  its  prohibitions, 
or  indirectly  by  liberating  carriers  from  injurious  methods.  The  pri- 
mary purpose  of  the  law  doubtless  is  that  the  service  of  the  public  by 
the  carriers  shall  be  just  and  impartial.  But  that  is  not  all.  It  con- 
templates that  carriers  shall  free  themselves  from  burdens  that  dimin- 
ish their  capacity  for  cheaper  and  better  service  to  the  public.  An 
enumeration  of  these  includes  ticket  brokers,  commissions  to  ticket 
agents  and  to  freight  solicitors,  special  cars  ow  ned  by  shippers  or  by 
private  car  companies,  with  payment  of  excessive  car  mileage,  adiunct 
properties  of  doubtful  value  owned  or  invested  in  by  managers,  service 
for  express  companies,  free  transportation  of  persons,  and  others  that 
might  be  named, 
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Complaiuts  that  have  their  origin  iu  a  misuse  of  corporate  powers,  or 
practices  iujiirious  to  carriers  or  to  the  pubhc,  are  not  arguments 
against  the  propriety  of  the  law.  Railroads  are  public  instrumentali- 
ties, and  the  public  is  concerned  in  the  manner  in  which  their  affairs 
are  managed,  as  well  as  the  service  they  render.  As  common  carriers 
they  are  expected  to  supply  suitable  and  adequate  accommodations  for 
the  business  on  their  lines,  and  to  so  perform  their  service  as  not  to 
afford  preference  to  some  nor  cause  prejudice  to  others.  They  are  ex- 
pected to  do  their  business  with  their  own  corporate  agencies,  and  not 
to  delegate  their  duties  to  independent  and  often  irresponsible  parties 
acting  as  middle  men  between  the  carriers  and  the  public.  For  con- 
tinuous carriage  by  connecting  routes  all  reasonable  fiicillties  are  ex- 
pected to  be  afforded.  In  short,  railroads,  as  the  necessary  highways 
of  the  country,  are  expected  to  keep  in  view  the  purpose  for  which 
their  franchises  were  granted,  and,  while  guarding  their  revenues  with 
fidelity  to  their  cori)orate  interests,  to  make  the  ])ublic  service  their 
constant  aim,  and  to  so  manage  their  affairs  that  the  service  shall  be 
impartial  and  reasonable. 

FEDERAL  REGULATION   OF  SAFETY   APPLIANCES. 

Personally  concerned  as  every  man  is  in  the  safety  of  travel  the  sub- 
ject of  railroad  accidents  has  always  had  the  greatest  popular  interest. 
That  the  facts  are  quite  sufficient  to  warrant  this  interest  may  be  seen 
from  the  following  figures  taken  from  the  annual  reports  of  the  railroads 
of  the  country  to  the  Commiission  for  the  year  ending  June  30,  1888. 
There  were  reported  for  that  year  deaths  and  injuries  to  persons  as  fol- 
lows : 

Passengers  killed 315 

Passengers  iujured 2, 138 

Employes  killed 2,070 

Employes  injured 20, 148 

Other  persons  killed 2,897 

Other  persons  iujured 3,602 

Total  persons  killed 5,282 

Total  persons  injured 25,888 

But  the  reports  do  not  cover  the  total  mileage  of  the  country;  only 
92.792  per  cent,  of  it.  If  the  accident  rate  was  the  same  on  the  roads 
not  reporting,  the  total  number  killed  was  5,693  and  the  total  injured 
27,898.  These  are  the  returns  made  by  the  railroad  companies  them- 
selves, and  they  can  not  well  be  suspected  of  exaggeration.  Neither  is 
there,  on  the  other  hand,  any  reason  to  sup])ose  that  they  are  not,  in 
most  cases,  complete  and  prepared  with  perfect  good  faith. 

A  thought  strikingly  suggested  by  these  figures  is  that  accidents  to 
passengers  take  up  an  undue  proportion  of  the  public  attention.  Not 
only  are  casualties  to  employes  several  times  more  numerous,  but  they 
are  concentrated  upon  a  comparatively  small  class,  each  individual  of 
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wliich  undergoes  coiisidcnible  luizard.  Some  ostiinatc  of  liovv  f?roat 
this  hazard  is  in  the  case  of  one  ehiss  of  employes  may  be  made  from 
the  records  of  the  Brotherhood  of  Railroad  Brakemen,  an  organization 
that  has  for  one  of  its  objects  the  insurance  of  its  members  against 
death  or  total  disabilit3^  Daring  the  year  1888  the  average  member- 
ship of  this  brotherhood  was  10,052.5.  Insurance  has  been  paid  upon 
114  deaths  and  53  total  disabilities,  the  result  of  injuries  received  from 
railroad  cars  during  that  year.  In  the  same  time  there  were  only  31 
deaths  and  G  total  disabilities  from  natural  causes.  These  data  are 
taken  from  the  printed  assessment  notices  of  the  order.  Thus  one  in 
everj^  88  of  the  members  of  this  organization  is  killed  yearly,  and  one  in 
60  suffers  either  death  or  total  disability.  It  appears,  also,  that  a  brake- 
man  has  only  31  chances  in  115,  or  1  in  4.7,  of  being  allowed  to  die  a 
natural  death.  Exception  may  perhaps  be  taken  to  this  conclusion  on 
the  ground  that  brakemen  are  mostly  young  and  vigorous  men  not  likely 
to  die  from  natural  causes,  but  surely  this  view  of  the  case  is  not  more 
satisfactory  than  the  other.  No  record  is  kept  showing  the  number  of 
lesser  injuries  received,  but  if  the  ratio  of  killed  to  wounded  is  taken  as 
the  same  as  that  which,  according  to  the  figures  quoted  above,  holds 
good  in  accidents  to  railroad  employes  over  the  country  at  large,  namely, 
1  to  0.73,  the  number  of  those  receiving  injuries  serious  enough  to  be 
reported  to  the  Commission  would  be,  exclusive  of  the  killed,  1,109,  or 
1  m  9  of  the  members  of  the  order.  It  would  appear  from  this  result 
that,  besides  running  great  danger  of  death,  a  brakemau  will,  on  the 
average,  be  injured  once  for  every  nine  years  of  service.  It  should 
be  said  that  this  brotherhood  includes  quite  a  number  of  conductors 
and  others  whose  occupation  is  less  dangerous  than  that  of  brake- 
men,  so  that  the  hazard  to  brakemen  is  presumably  somewhat  greater 
than  here  shown.  It  is  probable  that  no  occupation  followed  in  this 
coutitry  by  any  large  class  surpasses  in  danger  that  of  the  railway 
brakemen. 
^  It  having  been  urged  upon  the  Commission  from  several  quarters, 
but  more  particularly  by  the  State  railroad  commissioners  at  the  con- 
vention in  March,  that  there  was  a  necessity  for  some  sort  of  national 
action  in  matters  relating  to  safety  on  railroads,  an  investigation  of  the 
subject  was  begun  in  the  spring  of  the  present  year.  Although  infor- 
mation has  been  obtained  principally  from  miscellaneous  sources,  two 
circulars  have  been  issued  making  inquiry  concerning  matters  of  spe- 
cial importance.  The  first,  dated  April  1,  dealt  especially  with  auto- 
matic freight-car  couplers,  and  called  not  only  for  facts  but  for  tech- 
nical opinion.  It  was  addressed  to  the  heads  of  the  car-building  de- 
partments of  all  the  leading  roads.  The  second,  issued  May  17,  con- 
cerned the  general  subject  of  Federal  regulation  of  the  mechanical 
features  of  railroad  working,  and  was  intended  to  call  out  from  those 
best  informed  and  most  interested  the  fullest  discussion  of  that  subject 
and  of  the  facts  bearing  upon  it.     It  was  addressed  to  all  State  railroad 
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commissiouers,  to  the  grand  masters  of  the  chief  organizations  of  rail- 
road employes,  and  to  a  number  of  railroad  experts  and  others  who 
were  known  to  have  made  special  study  of  the  matters  in  question.  A 
number  of  the  replies  to  this  circular  were  prepared  with  much  care 
and  have  great  value,  being  iu  fact  thoughtful  discussions  of  the  mat- 
ters suggested  by  the  circular,  written  from  various  points  of  view  by 
men  of  ability  and  special  knowledge.  Both  of  these  circulars,  to- 
gether with  most  of  the  matter  elicited  by  them,  will  be  found  in 
Appendix  10. 

The  question  of  the  prevention  of  loss  of  life  and  limb  on  railways 
has  received  study  of  late  years  from  various  quarters.  It  has  been 
carefully  investigated  by  the  various  State  commissions  whose  reports 
have  served  as  a  guide  to  legislatures,  to  public  sentiment,  and  often  to 
the  railroads  themselves.  In  no  direction  has  inventive  and  executive 
mechanical  genius  been  more  active  or,  on  the  whole,  more  successful. 
Some  of  the  American  inventors  are  not  unworthy  to  be  classed  with 
Stephenson  himself  for  what  they  have  done  to  aid  and  x)erfect  railway 
transportation.  But  perhaps  the  most  important  work  of  all,  as  far  as 
mechanical  appliances  are  concerned,  has  been  done  hj  the  Master  Oar- 
Builders'  Association,  an  organization  little  known  to  the  general  pub- 
lic, developed  by  the  railway  corporations  themselves  to  meet  certain 
requirements  of  modern  railroading.  This  association  meets  annually, 
and,  as  regards- one  of  its  most  important  i^urposes,  may  be  not  inap- 
propriately described  as  a  federal  assembly  of  car-shops,  in  which  each 
railroad  corporation  has  a  voice,  proportioned  to  the  number  of  cars  it 
owns,  iu  determining  upon  those  standards  ot  uniform  construction 
which  extensive  interchange  of  cars  makes  necessary.  The  conclusions 
of  this  body  are  recommendatory  and  not  binding  upon  its  members,  its 
careful  methods  of  procedure,  likely  to  assure  the  best  results,  and  the 
economies  dependent  upon  uniform  construction  being  relied  upon  to 
support  its  recommendations.  Any  improvement  in  safety  appliances, 
then,  which  depends  for  its  success  upon  uniform  action  by  railroads  all 
over  the  country,  and  the  most  important  do  so  depend,  must  first  se- 
cure the  api^roval  of  the  Master  Gar  Builders'  Association. 

The  importance  of  this  association  will  further  appear  in  the  course 
of  a  brief  sketch  of  some  of  the  problems  relating  to  public  safety  which 
apparently  call  for  solution  through  national  legislation. 

AUTOMATIC  FREIGHT  CAR  COUPLERS. 

The  subject  of  automatic  freight  car  couplers  deserves  first  mention 
because  of  the  large  number  of  lives  lost  and  limbs  maimed  in  coup- 
ling cars,  because  these  accidents  are  not  of  a  sort  to  attract  the  pub- 
lic attention  they  deserve,  and  because  there  seems  to  be  a  practicable 
remedy.  No  satisfactory  statistics  exist  of  the  number  killed  and  in- 
jured in  this  kind  of  accident.  For  the  year  ending  June  30,  1888, 
326  deaths  and  6,827  injuries  were  reported  to  the  Commission  as  due 
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to  this  cause,  but  these  numbers  are  somewhat  less  than  the  true  ones, 
for  the  reason  that  part  of  the  roads  reporting  keep  no  record  which 
distinguishes  coupling*  accidents  I'rom  the  total  number.  The  danger 
of  stei)ping  in  front  of  a  moving  car  to  guide  a  link  into  a  pocket  is 
sut'ticiently  plain,  and  such  a  method  of  coupling  has  been  con- 
sidered for  many  years  a  reproach  upon  railroad  construction.  Nor  is 
the  danger  of  it  the  only  objection  to  the  link-and-pin  system.  It  is 
both  expensive  and  mechanically  defective.  The  pins  being  loose  and 
of  some  value,  are  constantly  being  lost  and  stolen.  The  coupling  pro- 
cess is  cumbrous  and  slow.  If  the  cars  coupled  are  not  of  the  same 
height,  one  tends  to  hang,  as  it  were,  upon  the  other,  often  to  the  dam- 
age of  both  cars.  The  play  or  "loose  shick  "  which  each  link  permits 
causes  every  car  to  be  started  with  a  jerk,  sometimes  violent  and  in- 
jurious to  both  cars  and  freight. 

.  It  is  a  mistake,  however,  to  imagine  that  these  difficulties  are  easily 
remedied  or  that  there  have  been,  until  very  recently,  automatic  devices 
against  which  serious  or  fatal  objections  could  not  be  brought. 
Although  some  thousands  of  couplers  have  been  patented,  the  difficulty 
has  been  not  to  choose  among  good  ones,  but  to  find  any  good  one. 
Nor  can  any  mechanic,  however  great  his  experience,  judge  by  looking 
at  a  coupling  device  or  by  merely  mechanical  tests,  what  defects  it  may 
have.  The  conditions  are  so  complex  that  only  various  and  extended 
trial  in  actual  service  will  determine  the  merits  of  a  coupler,  and  many 
which  gave  the  greatest  promise  have  failed  in  such  a  trial.  Nor  is  it 
possible,  consistently  with  public  safety  or  with  railroad  interest,  to  neg- 
lect the  non-mechanical  consideration,  most  difficult  of  all  to  satisfy, 
namely,  that  automatic  coui)lers  to  be  successful  rausfc  be  of  a  uniform 
type  throughout  the  country.  It  is  not  at  all  necessary  that  they  be  of 
the  same  patent,  but  they  must  couple  automatically  with  ond  another. 
That  this  uniformity  is  essential,  follows  directly  from  the  fact  that 
freight  trains  are  made  up  of  a  mixture  of  cars  from  many  railroads, 
and  that  it  is  more  dangerous  to  couple  two  automatic  couplers  of  dis- 
tinct types  than  to  couple  with  the  link  and  pin.  In  fact,  it  is  the  diffi- 
culty of  obtaining  this  uniformity  that  now  offers  the  most  serious  ob- 
stacle to  the  progress  of  automatic  couplers  and  supports  the  demand 
of  railway  employes  for  some  authoritative  action. 

'  Although  the  deaths  and  mutilations  occurring  in  coupling  cars  had 
been  repeatedly  discussed  in  the  reports  of  State  C(unmissions  and  rail- 
roads had  been  urged  to  move  more  vigorously  towards  adopting  auto- 
matic couplers,  the  first  legislative  action  was  taken  by  Connecticut  in 
18S2.  The  statute  provided  that  automatic  couplers,  approved  by  the 
railroad  commission,  must  be  placed  on  all  new  cars,  under  a  penalty. 
A  statute  nearly  identical  in  its  provisions  was  enacted  by  Massachu- 
setts in  1884.  In  that  year  also  the  legislature  of  New  York  passed  a 
law  that  after  July  1, 1880,  no  couplers  other  than  automatic  should  be 
placed  upon  any  new  freight  car  to  be  built  or  purchased  for  use  in  the 
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State.  In  1885  a  statute  quite  similar,  naming  the  same  date,  July  1, 
1886,  was  enacted  in  Michigan.  Besides  these  of  some  years  ago  we 
have  quite  recently  a  New  York  statute,  ai)proved  June  10,  1889,  which 
provides  that  after  November  1,  1892,  it  shall  be  unlawful  for  railroads 
to  run  any  of  their  own  cars  in  that  State  unless  equipped  with  auto- 
matic couplers. 

It  may  be  said  of  the  earlier  statutes  that  their  greatest  usefulness 
was  probably  in  showing  the  railroad  companies  that  public  sentiment 
was  earnest  on  the  subject  and  required  that  something  be  accomplished. 
Uniformity  was  not  furthered  since  different  commissions  approved 
different  couplers.  The  laws  could  not  well  be  enforced  upon  roads  only 
partly  in  the  State.  Many  persons,  including  the  present  Connecticut 
commissioners,  believe  that  the  mixture  of  link  couplings  with  a  number 
of  different  automatic  types  tended  to  increase  rather  than  diminish 
coupling  accidents. 

Attention,  however,  had  been  directed  to  the  matter,  and  in  1884  it 
was  the  subject  of  earnest  and  thorough  discussion  by  the  Master  Car 
Builders'  Association,  and  definite  progress  was  then  made  in. the  adop- 
tion of  a  resolution  that  ^'-the  vertical  plane  type  of  coupler  was  mechani- 
cally the  best." 

A  ^'vertical  plane"  coupler,  it  may  be  explained,  is  one  that  permits 
an  up  and  down  sliding  motion  between  the  two  parts,  making  it  impos- 
sible for  one  car  to  hang  or  drag  down  upon  anothej:-,  as  may  hapi)en 
with  a  link  coupling.  From  this  time  the  activity  of  the  association, 
chiefly  through  its  executive  committee,  was  continuous  and  careful. 
A  competitive  test  lield  by  the  committee  in  September,  1885,  one  of 
the  conditions  of  which  was  that  each  coupler  tested  must  be  fitted  as 
for  actual  service  to  at  least  two  cars,  resulted  in  the  selection  of  twelve 
couplers  for  further  trial.  The  i^rincipal  points  determined  by  the  test 
were  facility  of  coui:>ling  and  uncoupling  under  difficult  conditions,  as 
on  sharp  curves,  and  strength  to  resist  concussion. 

In  188G  and  in  the  spring  of  1887  tests  of  continuous  brakes  for  freight 
trains  were  carried  on  at  Burlington,  Iowa,  under  the  direction  of  a 
committee  of  the  Master  Car  Builders' Association,  and  on  a  very  large 
scale.  These  tests  had  incidentally  a  great  influence  on  determining 
the  value  of  different  types  of  couplers,  since  it  was  shown  in  the  course 
of  the  experiments  that,  contrary  to  the  previous  belief,  the  same  engine 
could  start  as  many  cars  provided  with  the  "vertical  plane"  couplers, 
which  are  a  kind  of  hooks  fitting  close  together  and  permitting  no  play 
between  the  cars  except  by  compression  of  the  draw-springs  ("spring" 
slack"),  as  it  could  of  cars  coupled  with  links,  which  have  several 
inches  play  or  "loose  slack"  between  every  two  cars.  It  had  before 
been  urged,  and  generally  believed,  that  the  "loose  slack,"  causing  the 
cars  to  be  started  successively  and  permitting  the  engine  to  move  sev- 
eral feet  before  starting  all  the  cars,  was  a  necessity  in  the  handling  of 
the  heaviest  trains. 
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Tlie  breaking'  down  of  tliis  objection  was,  when  added  to  other  con- 
siderations, regarded  by  the  connnittee  as  decisive,  and  at  the  Master 
Car  IJnihlers'  convention  in  1887  they  submitted  an  elaborate  report  rec- 
ommending one  of  the  types  of  vertical  phme  hook  couplers  as  the 
standard  of  the  association.  To  determine  what  patent  couplers  came 
within  the  type  it  was  suggested  that  an  approved  coupler  be  obtained 
from  one  of  the  manufacturers,  and  all  others  coupling  with  it  in  a  sat- 
isfactory manner  be  regarded  as  belonging  to  the  type.  The  next  step 
was  for  the  association  to  take  a  formal  vote  upon  the  standard  thus 
recommended.  Such  votes  are  taken  by  letter  ballot,  a  two-thirds  ma- 
jority being  necessary  to  adoption.  Each  member  representing  a  rail- 
road is  entitled  to  one  vote  and  to  au  additional  vote  for  each  one  thou- 
sand cars  owned  by  the  railroad.  Upon  a  ballot  of  this  sort  the 
proposed  coupler  became  a  standard  by  a  vote  of  474  to  194.  The  pre- 
cise form  of  the  hook  was  left  to  a  committee,  and  was  published  in 
April,  1888. 

The  standard  of  automatic  freight-car  couplers  thus  adopted  by  the 
Master  Car  Builders'  Association  is  not  strictly  a  single  coupler,  but  a 
type  or  genus  under  which  there  may  be  au  indefinite  variety  of  patent 
couplers,  differing  materially  in  some  respects,  yet  each  capable  of 
coupling  automatically  with  every  other.  There  are  now  perhaps  a 
dozen  patents  under  the  type,  and  there  will  no  doubt  be  more,  so  that 
it  can  not  be  said  that  its  general  acceptance  would  involve  giving  a 
monopoly  to  any  patentee. 

The  activity  of  railroads  m  fitting  their  cars  with  these  couplers  has 
not,  however,  been  satisfactory  or  as  great  as  was  generally  expected. 
The  natural  way  of  introducing  such  an  appliance  is  to  have  it  placed 
upon  all  new  cars  and  upon  all  old  cars  needing  new  draught  rigging. 
A  few  roads  onlj^  are  doing  this,  though  the  Pennsylvania  and  other 
large  systems  are  of  the  number.  The  first  cost  of  the  standard  coup- 
lers is  considerable,  from  $20  to  $25  a  car,  as  against  $10  to  $15  for  the 
link-aud-pin  form,  and  is  alone  sufficient  to  deter  many  roads  from 
adopting  them.  The  movement  for  their  introduction,  too,  is  actively 
opposed  by  all  interested  in  patent  couplers  which  they  would  super- 
sede. Some  look  upon  the  action  of  the  association  as  premature  and 
doubt  Its  wisdom.  Many  are  experimenting  upon  a  small  scale  to  de- 
termine which  to  choose  of  the  patent  couplers  belonging  to  the  type. 
The  principal  obstacle,  however,  isquitegenerally  stated  to  be  the  need 
of  uniform  action.  Automatic  couplers  serve  no  good  purpose  unless 
their  use  is  so  general  that  cars  fitted  with  them  come  together  in  act- 
ual service,  and  are  not  lost  among  the  multitude  of  cars  fitted  with 
link  and  pin.  The  automatic  coupler  is  automatic  only  with  another 
automatic  coupler,  and  not  with  a  link.  When  it  meets  the  link  a  coup- 
ling must  be  made  by  hand,  and  is  quite  as  dangerous,  or  more  so,  as 
that  between  two  cars  both  rigged  for  the  link  and  pin.  At  present  only 
a  very  small  fraction  of  the  couplers  in  use  are  automatic.    Obviously, 
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tbeii,  there  is  a  strong  motive  for  each  road  to  put  off  spending  its 
money  in  making  the  change  until  assured  of  general  co-operation. 

The  case  may  be  summarized  somewhat  as  follows :  A  few  large  roads 
have  actually  adopted  some  form  of  the  Master  Car  Buildt^rs'  coupler, 
and  are  bringing  it  into  use  as  fast  as  could  reasonably  be  expected. 
Many  others  are  experimenting  with  various  forms.  A  few,  principally 
in  Kew  England,  are  actively  opposed  to  the  standard.  A  very  large 
number  mildly  favor  it  but  are  waiting  for  general  action.  The  smaller, 
poorer,  and  less  progressive  roads  are  generally  indifferent  to  the  whole 
question. 

Meanwhile  coupling  accidents  are  as  numerous  and  distressing  as 
ever,  and  the  question  is  raised  whether  the  action  of  the  Master  Car 
Builders  should  not  be  seconded  by  national  legislation.  That  it  should 
is  the  view  that  seems  to  prevail  among  the  employes  whose  lives  are 
endangered  and  is  held  by  many  others.  It  derives  support  from  what 
appears  to  be  the  impossibility  of  securing  the  necessary  uniformity  in 
any  other  way.  On  the  other  hand,  there  are  grave  objections  to  such 
radical  action.  Those  railroads  who  are  moving  slowly  in  the  matter 
may  urge  with  plausibility  that  the  question  is  comparatively  new  and 
one  of  great  importance  and  that  not  only  pecuniary  interests  but 
those  of  i)ublic  safety  also  will  be,  in  the  end,  best  served  if  they  act 
cautiously  and  only  after  sufficient  experiment.  The  standard  was  not 
finally  settled  and  drawings  of  it  published  until  April  of  1888,  and 
some  i)articulars,  not,  however,  essential,  were  determined  only  in  the 
present  year.  However  unfortunate  the  present  condition  may  be  it  is 
not  likely  that  any  good  will  result  from  acting  with  undue  haste. 
The  requirements  of  a  general  law,  which  might  be  entirely  reasonable 
for  some  roads,  would  work  serious  hardship  to  others  and  i^robably 
result  in  forcing  into  use  the  cheapest  and  least  desirable  forms  of  the 
standard  type. 

Closel^^  connected  with  the  question  of  automatic  couplers  is  that  of 
a  standard  height  above  the  rail  for  the  coupling  head  or  draw-bar  and 
standard  proportions  and  position  for  the  dead-blocks  or  buffers  which 
take  the  shock  of  violent  concussions.  The  danger  of  coupling  by  hand 
is  greatly  increased  if  the  parts  connected  are  not  of  the  same  height. 
A  standard  height  was  adopted  by  the  master  car-builders  in  1872,  and 
the  fact  that  it  is  not  closely  maintained  by  car  builders  shows  the 
difficulty  of  securing  uniformity  even  in  a  very  simple  matter.  If  the 
dead  blocks  are  not  similarly  placed  on  two  colliding  cars  they  fail  in 
their  office  altogether,  and  if  they  are  badly  placed  they  imperil  the 
brakeman.  In  this,  as  in  other  matters,  uniformity  is  in  itself  a  prin- 
cipal means  of  safety,  since  2  man  is  much  less  likely  to  be  injured  when 
familiar  with  the  apparatus  he  is  dealing  with  than  when  it  is  strange 
to  him. 


UEPORT    or    TUK    IN'Pl-'.RSTATH    COMMERCE    COMMISSION.        91 
CONTINUOUS   IJRAKES   FOU   FREKJIIT  TRAINS. 

Ill  this  country  the  use  of  automatic  airbrakes,  continuous  tlirough 
tbe  train  and  operater\  i)rincii)ally  from  the  engine,  is  almost  universal 
upon  passenger  cars.  The  control  of  freight  trains  in  the  same  way, 
scarcely  thought  of  ten  years  ago,  has  of  late  made  considerable  prog- 
ress and,  questions  of  safety  aside,  is  looked  u])on  as  promising  one  of 
the  greatest  advances  in  railroading  that  have  ever  been  brought  about. 
As  a  means  of  saving  life  it  does  not  yield  in  importance  to  the  use  of 
automatic  couplers.     This  saving  is  effected  chietiy  in  three  ways. 

First.  By  diminishing  the  number  of  collisions  and  train  accidents  of 
all  kinds.  A  freight  train  running  at  high  speed  can  be  stopped,  if 
fully  equipped  with  continuous  brakes,  in  a  distance  less  than  its  own 
length.  If  handbrakes  are  relied  upon  it  will  usually  run  half  a  mile 
or  more.  It  is  thus,  in  the  first  case,  subject  to  the  immediate  and  effi- 
cient control  of  the  engineer,  who  can  stop  it  in  a  few  seconds  on  the 
appearance  of  danger.  Collisions  are  also  frequently  prevented  by  the 
automatic  action  of  continuous  brakes  which,  in  case  a  train  parts  by 
the  failure  of  a  coupling,  immediately  brings  both  sections  to  a  stand. 
With  hand-brakes,  and  especially  on  a  steep  grade,  such  accidents, 
which  are  quite  common,  often  result  in  a  collision  between  the  parts, 
of  the  broken  train. 

Second.  The  destructive  effects  of  derailment  are  greatly  decreased, 
since  any  displacement  of  cars  sufficient  to  break  the  air-hose  connect- 
ing two  of  them  at  once  sets  the  brakes  throughout  the  train  and 
brings  it  to  a  stop,  perhaps  when  as  yet  only  a  few  cars  have  had  time 
to  leave  the  track. 

Third.  Continuous  brakes  do  away  for  the  most  part  with  the  neces- 
sity for  traversing  the  tops  of  moving  trains.  Under  the  old  system, 
which  is  still  the  general  one,  the  men  are  out  on  the  darkest  nights 
and  in  the  coldest  weather,  sometimes  when  the  roofs  are  covered  with 
ice,  making  their  way  from  car  to  car,  setting  or  loosing  the  brakes. 
The  returns  to  the  Commission  do  not  show  the  number  of  men  killed 
and  injured  in  falling  from  cars,  but  an  estimate  may  be  made  by  taking 
that  proportion  of  the  totals  which  is  usually  found  to  be  due  to  this 
cause.     Such  a  process  gives:  Killed,  G13  ;  injured,  4,025. 

Besides  preventing  and  mitigating  accidents  continuous  brakes  make 
it  possible  to  run  heavier  trains,  a  greater  number  of  them,  and  at  a 
higher  rate  of  speed  than  would  otherwise  be  safe. 

In  their  development  they  afford  an  interesting  exemplification  of 
the  high  degree  of  organization  attained  by  the  mechanical  branch  of 
the  railroad  interest  and  of  the  magnitude  of  the  experiments  it  is  in 
a  position  to  undertake  to  determine  the  value  of  appliances.  At  the 
tests  held  in  July,  1886,  and  May,  1887,  near  Burlington,  Iowa,  upon 
the  Chicago,  Burlington  and  Quincy  road,  and  under  the  direction  of 
the  Master  Car  Builders'  Association,  each  competing  brake  company 
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was  required  to  farnisli  a  complete  train  of  fifty  cars  fitted  with  the  ap 
pliauces  to  be  tested.  The  test  upon  each  of  the  two  occasions  lasted 
three  weeks ;  the  trains  were  put  through  the  most  various  and  tr^  ing 
evolutions,  every  significant  fact  capable  of  measurement  being  recorded 
by  carefully  prepared  apparatus.  Since  then  long  trains  fitted  out  by 
brake  manufacturers  have  on  several  occasions  traversed  the  country 
merely  for  the  purpose  of  testing  and  advertising  some  form  of  con- 
tinuous brakes. 

The  outcome  of  these  experiments  and  of  the  improvements  resulting 
from  them  has  been  a  high  degree  of  efficiency. 

Tlie  obstacles  to  the  introduction  of  continuous  brakes  are  much  the 
same  as  those  in  the  case  of  automatic  couplers ;  first  cost,  about  $50 
per  car,  and  the  need  of  simultaneous  action  by  many  railroads.  The 
continuous  brake  apparatus  on  any  one  car  depends  for  its  usefulness 
upon  other  cars  being  equipped  in  the  same  way.  Any  car  not  so 
equipped  cuts  oif  all  behind  it  from  communication  with  the  air-pump 
on  the  engine  and  without  this  communication  the  brakes  are  worthless. 
The  apparatus  begins  to  be  effective  only  when  a  number  of  cars  pro- 
vided with  it  are  brought  together  at  the  head  of  the  train.  Conse- 
quently the  capital  invested  before  the  movement  becomes  somewhat 
general  must  in  large  part  lie  idle. 

Wherever  freight  trains  are  run  for  long  distances  without  being 
broken  up  upon  roads  which  do  not  emi^loy  a  large  proportion  of  foreign 
cars,  the  conditions  are  favorable  for  continuous  brakes.  The  greater 
part  now  in  use  are  found  west  of  the  Missouri  River.  On  the  other 
hand,  short  lines  doing  most  of  their  business  in  the  cars  of  other  roads 
can  not  well  adopt  them. 

The  subject  of  automatic  couplers  and  continuous  brakes  for  freight 
trains  is  of  especial  importance,  because  the  fact  that  these  improve- 
ments are  but  slowly  and  cautiously  introduced  makes  the  i^rincipal 
ground  for  the  feeling  that  the  lives  and  limbs  of  railroad  employes  do 
not  receive  such  consideration  in  the  conduct  of  railroads  as  justice  re- 
quires they  should  receive.  There  are  forcible  papers  on  this  subject  in 
the  appendix. 

It  is  perhaps  to  be  assumed  that  expensive  changes  in  equipment  are 
and  will  be  made  by  railroads  only  as  they  are  expected  to  be  j)rofitable, 
and  that  life-saving  is  not  always  given  sufficient  weight.  But  it  is  by 
no  means  a  fact  that  railroad  officers  as  a  class  are  indifferent  to  humane 
considerations,  and  much  of  this  sort  that  is  said  is  wholly  unjust. 
Among  them  are  not  infrequently  found  men  by  whom  the  safety  of 
their  employees  is  held  of  the  first  importance  and  who  are  willing  to 
make  disinterested  efforts  to  secure  it.  But  such  feeling  is  not,  perhaps, 
most  commonly  found  among  those  who  have  power  to  appropriate  sums 
of  money  to  carry  out  their  wishes.  With  the  higher  officers  and  with 
the  board  of  directors  the  safety  of  trainmen  is  likely  to  be  a  somewhat 
vague  consideration,  not  forced  upon  the  attention  by  personal  observa- 
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tioii  and  not  so  distinctly  bronght  to  their  attention  as  are  the  facts 
pertaining  to  their  pecuniary  interest. 

Nor  should  much  weight  be  given  to  the  statement  sometimes  made 
that  employ(Ss  can  not  be  protected;  that  they  are  usually  themselves 
responsible  for  accidents,  being  reckless  and  unwilling  to  take  the  pre- 
cautions that  would  save  them.  It  need  not  be  claimed  for  them  that 
thej'  are  more  cautious  than  other  men,  but  only  that  their  duties 
should,  when  possible,  be  made  such  that  a  reasonable  degree  of  cau- 
tion will  protect  tbem.  It  is  not  easy  to  see  that  a  man  whose  foot 
catches  in  a  frog  while  his  attention  is  concentrated  upon  effecting  a 
coupling,  or  who  slips  from  a  car  on  an  icy  night,  is  necessarily  reck- 
less. There  is  no  reason  for  supposing  that  trainmen  value  their  lives 
less  than  other  people  or  are  less  careful  of  them.  A  brakeman  is  as 
cautious  as  a  general  manager  would  be  with  the  same  duties,  the  same 
haste,  exhaustion,  and  exposure.  It  is  surprising  that  such  arguments 
should  have  weight  with  any  one. 

HEATING  OF  PASSENGER  CARS. 

Early  in  the  year  1887  the  phrase  "  the  deadly  car  stove"  began  to 
be  familiar.  Its  deadly  nature  was  not  then  a  new  discovery.  Often 
before,  as  at  Ashtabula,  in  December,  1^76,  it  had  added  the  horror  of 
fire  to  the  others  which  attend  a  railroad  accident.  But  as  yet  no  per- 
sistent public  demand  had  been  made  for  its  abolition,  possibly  because 
the  public  had  not  realized  that  a  substitute  was  i)racticable.  But  the 
winter  of  lS80-'87  brought  a  series  of  accidents,  which,  being  detailed 
in  the  press,  made  the  public  familiar  with  the  picture  of  living  men 
and  women  held  beneath  the  timbers  of  a  wrecked  car  and  slowly 
burned.  The  Rio  disaster  on  the  St.  Paul  road,  October  28,  188(j, 
when  seventeen  persons  were  burned  to  death,  was  followed  January 
4,  1887,  by  the  burning  of  thirteen  in  a  wreck  at  Republic.,  Ohio,  and 
February  5  i)y  the  crushing  and  burning  to  death  of  thirty  more  at 
White  River,  Vermont.  Lesser  horrors  of  the  same  kind  were  not 
wanting.  At  that  time  systems  of  heating  which  do  not  require  a  fire 
in  the  cars  were  little  in  use  except  upon  the  New  York  Elevated  Rail- 
road, where  cars  were  heated  by  steam  from  the  engine. 

As  soon,  however,  as  the  traveling  public  began  to  believe  that  stoves 
were  dangerous  and  could  be  dispensed  with  it  became  the  aim  of  every 
enterprising  road,  solicitous  for  its  popularity,  to  do  away  with  them  as 
fast  as  possible.  Nor  was  the  public  in  all  cases  content  until  its  pro- 
tests had  taken  an  authoritative  form.  In  Massachusetts,  New  York, 
and  Michigan  statutes  were  passed  in  1887,  the  aim  of  which  was  to 
make  the  use  of  common  stoves  in  passenger  cars  illegal  after  the  win- 
ter of  1887-\S8.  The  result  of  this  agitation  was  great  activity  on  the 
part  of  railroads  and  inventors  in  originating  and  improving  heating 
devices  and  in  experimenting  with  them.  Safety  heaters,  which, 
though  requiring  a  fire  in  each  car,  were  constructed  with  special  ref- 
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erence  to  preventiDg  its  spread  in  case  of  wreck,  were  already  in  con- 
siderable use.  These,  however,  though  not  forbidden  by  the  statutes  of 
Michigan  and  Massachusetts,  were  looked  upon  with  some  suspicion 
and  thought  was  for  the  most  part  directed  to  devising  i)lans  for  heat- 
ing cars  by  steam  from  the  engine. 

The  problem  whose  solution  was  thus  undertaken  is  a  difficult  and 
complex  one,  and  is,  after  two  winters'  experience,  though  greatly  ad- 
vanced, still  in  an  experimental  stage.  The  legislators  of  1887  over- 
estimated in  some  cases  what  it  was  practicable  for  the  railroads  to  do. 
The  statute  of  New  York  required  that  after  November  1,  1888,  cars 
must  not  be  heated  by  any  form  of  stove  or  furnace  kept  in  the  car.  In 
1888,  however,  it  was  amended  so  as  to  give  the  railroad  commissioners 
power  to  extend  the  time,  in  special  cases,  for  a  year  longer.  In  Con- 
necticut the  commissioners,  empowered  by  the  legislature,  issued  in 
December,  1887,  an  order  that  all  new  passenger  cars  built  or  purchased 
for  use  in  the  State  must  be  equipped  for  continuous  heating.  This 
order  was  generally  disobeyed,  and  the  commission,  after  further  in- 
vestigation, condones,  in  its  last  report,  this  disobedience  on  the  part 
of  the  roads,  and  intimates  that  it  was  justified  by  the  unsatisfactory 
working  of  continuous-heating  appliances. 

A  mere  mention  of  some  of  the  more  obvious  difficulties  of  contin- 
uous heating  may  serve  to  show  that  the  problem  is  not  an  easy  one. 
It  has  been  claimed  that  in  case  of  wreck  the  steam  escaping  from  the 
broken  pipe  would  scald  to  death  imprisoned  passengers.  There  is 
doubt  if  this  danger  be  a  serious  one,  but  to  diminish  it  steam  is  usually 
carried  at  low  pressure.  It  is  often  necessary  to  heat  cars  which  are 
not  connected  with  an  engine.  This  is  the  case  with  sleeping  cars 
standing  at  stations  and  may  be  the  case  with  a  train  on  the  road  and 
in  the  coldest  weather,  as  when  the  track  is  blocked  by  snow  and  the 
engine  is  sent  for  help.  A  stove  and  fuel,  as  a  provision  against  the 
latter  emergency,  should  be  carried  in  every  car.  The  maintenance  of 
a  uniform  temperature  throughout  long  trains  offers  also  considerable 
difficulties.  Probably  the  most  serious  difficulty,  however,  concerns, 
just  as  in  the  case  of  automatic  couplers  and  of  continuous  brakes,  a 
question  of  uniformit^^  Through  cars,  especially  sleepers,  traverse 
several  roads  and  can  use  no  system  of  continuous  heating  which  is  not 
the  same,  in  certain  important  respects,  as  that  of  each  of  the  roads 
over  which  they  pass.  In  these  respects,  where  uniformity  is  impor- 
tant, there  is  at  present  the  greatest  diversity.  There  have  been  various 
attempts  by  those  interested  to  bring  about  an  agreement  upon  the 
form  of  steam  hose  coupling  to  be  used  between  the  cars,  but  so  far 
without  any  promise  of  success. 

There  are  now  a  dozen  or  more  couplers  upon  the  market  and  a  com- 
mittee of  the  Master  Car  Builders,  appointed  in  1888  to  recommend 
one  as  a  standard,  found  the  difficulties  so  great  that  in  their  report 
this  year  they  refused  to  do  so.     Some  systen^s   of  heating  use  two 
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pipes  tliroughout  tbo  train,  iniiking  a  complete  circuit  from  tbe  engine 
to  tbe  rear  car  and  back.  Some  bave  only  one  pipe.  Some  make  tbe 
connections  between  cars  below  tbe  platforms,  some  abave,  some  at 
tbe  roof  of  tbe  car.  It  is  plain  tbat  cars  dififerently  fitted  In  tbese 
respects  can  not  be  connected  for  continuous  beating. 

Upon  tbe  wbole  it  api)ears  tbat  tbe  more  progressive  railroad  man- 
agers bave  sbown  energy  in  tbis  matter  and  a  sincere  purpose  to  extend 
tbe  use  of  continuous  beating  as  fast  as  practicable.  Tbe  present  condi- 
tion, bowever,  is  far  from  satisfactory,  and  towards  tbe  essential  point 
of  uniformity  it  is  not  apparent  tbat  any  real  progress  bas  been  made. 
Tbe  problems  of  ligbtand  ventilation  are  naturally  suggested^'by  tbat 
of  beating,  but  to  cover,  even  in  the  most  cursory  manner,  the  whole 
subject  of  safety  and  comfort  on  railroads  would  be  a  tedious  task  and 
aside  from  tbe  present  purpose,  which  is  to  give  such  brief  exposition 
of  some  of  the  more  important  matters  as  may  help  to  show  why  Fed- 
eral regulation  bas  been  thought  desirable  and  perhaps  to  suggest 
something  of  the  difficulties  it  would  have  to  meet. 

Brief  mention  may  here  be  made  of  the  block  system  and  of  inter- 
locking, to  encourage  wider  use  of  which  would  undoubtedly  be  a  part 
of  the  duty  of  any  Federal  agency  taking  cognizance  of  such  matters. 
Under  the  block  system  the  line  of  railroad  is  divided  into  sectionsafew 
miles  long  called  block  sections  or  blocks,  so  guarded  by  signals  as  to 
prevent  two  trains  being  in  tbe  same  block  at  the  same  time.  As  soon 
as  a  train  passes  into  a  block  at  one  end  tbe  signals  for  the  block  are  set 
at  danger  and  remain  so  until  it  passes  out  at  the  other  end.  Interlock- 
ing is  a  mechanical  device  by  which  the  levers  actuating  a  number  of 
signals  and  switches  are  brought  together  and  interlocked;  that  is,  made 
interdependent  in  their  movements  so  that  the  fact  that  a  switch  is  open 
will  make  it  impossible  for  the  signal  w^hich  indicates  that  tbe  track  is 
all  right  to  be  displayed.  A  draw-bridge  and  a  signal  may  be  inter- 
locked so  that  when  the  bridge  is  open  tbe  signal  is  necessarily  at 
*'  danger,"  and  the  signalman  can  not  put  it  at  "  safety  "  even  if  be  tries. 
Or  a  complicated  system  of  switches  and  signals,  such  as  is  always  nec- 
essary at  freight  or  passenger  stations  where  much  traffic  is  handled, 
may  be  so  controlled  that  it  is  mechanically  impossible  that  they  should 
occupy  dangerous  or  inconsisteat  positions, 

VIEWS  OF   STATE   COMMISSIONS. 

In  view  of  tbe  extensive  interchange  of  cars,  both  freight  and  pas- 
senger, making  it  necessary  that  regulation  in  such  matters  as  couplers, 
train-brakes,  and  heating  appliances  should  be  general  and  uniform  in 
order  to  be  effective,  it  is  not  surprising  to  learn  that  State  regulation 
has  been  found  unsatisfactory.  In  its  report  for  18SG  the  New  York 
railroad  commission  says : 

Toattaiu  the  main  objectof  an  automatic  coupler,  i.  e.,  to  save  the  lives  and  limbs 
of  trainmen,  it  is  most  desirable  that  bnt  one  device  shonld  be  in  nniversal  use.  If 
there  is  diversity  it  will  increase  rather  than  diminish  the  present  daubers, 
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There  appears  to  be  but  two  ways  for  this  to  be  brought  about,  one  by  the  opera- 
tion of  the  law  of  the  "  survival  of  the  fittest,"  the  other  by  the  creation  by  Congress 
of  a  commission  to  determine  upon  one  coupler  and  compel  its  adoption  by  all  com- 
panies engaged  in  interstate  commerce. 

The  first  method  it  would  seem  will  be  slow  beyond  all  computation  from  the 
present  indications.  There  appears  to  be  no  good  reason,  however,  why  the  second 
could  not  be  done. 

Under  its  power  to  ''regulate  commerce  among  the  several  States"  Congress  has 
already  prescribed  rules  for  the  inspection  of  hulls  and  boilers  of  steam-ships,  for  the 
examination  of  engineers  as  to  their  competency,  for  vessels  being  provided  with 
boats,  life-preserverF,  and  for  many  similar  things  to  insure  the  safely  of  travel  by 
water. 

It  would  seem  that  the  same  power  could  and  should  be  exercised  to  insure  safety 
in  the  oijeration  of  railroads. 

lu  1887  tbe  Massachusetts  commission  says: 

The  tendency  of  opinion  among  railroad  men  is  toward  the  selection  of  some  verti- 
cal plane  coupler.  But  it  seems  doubtful  whether  any  one  will  be  universally 
adopted,  unless  its  use  for  interstate  commerce  shall  be  compelled  by  Congressional 
action.  It  would  seem,  however,  that  all  compulsory  State  legislation,  prescribing 
the  use  of  any  one  coupler,  must  be  unconstitutional  and  void  so  far  as  it  relates  to 
interstate  commerce  for  no  State  can  direct  the  nianner  in  which  interstate  com- 
merce shall  be  conducted,  and  so  much  of  our  commerce  is  interstate  that  only  an  in- 
significant fraction  will  remain  subject  to  the  restrictions  of  local  legislation  in  this 
respect.  If  this  be  so,  it  is  probable  that  eflbrts  will  be  made  to  provide  mechanical 
safeguards  to  the  great  volume  of  traffic  which  is  subject  to  interstate  and  interna- 
tional law. 

In  the  report  of  the  commissioners  of  New  Hampshire  for  1888,  we 
read : 

No  commission  whose  authority  is  bounded  by  State  lines  can  go  fast  or  far  in  com- 
pelling the  roads  within  its  jurisdiction  to  adopt  safety  devices  and  appliances  nec- 
essary for  the  protection  of  employes  and  passengers,  such  as  steam  heaters,  electric 
lights,  and  automatic  couplers.  Even  if  we  assume  that  a  State  may  delegate  to  a 
commission  the  power  to  prohibit  upon  its  territory  any  but  approved  equipment 
upon  cars  used  in  interstate  traffic,  it  is  absolutely  necessary  that  such  e(]uipment 
should  be  uniform  upon  all  roads  constituting  a  through  line,  and  the  obstacles  in 
securing  uniformity  by  the  action  of  the  several  States  through  which  such  roads 
pass  are  apparent. 

The  regulation  of  these  matters  may  properly  be,  and  indeed  must  be,  left  to  Con- 
gress or  the  Interstate  Commission,  which  can  prescribe  rules  applicable  to  the  entire 
country,  and  make  orders  that  can  be  enforced  upon  entire  railway  systems.  With 
this  in  view  the  board  has  this  year  joined  the  commissions  of  other  States  in  ad- 
dressing to  Congress  a  petition  asking  that  the  Interstate  Commission  be  required  to 
investigate  the  subject  aud  propose  some  plan  by  which  the  desired  results  can  be 
secured. 

The  same  feeling  was  expressed  in  the  resolution  passed  by  the  con 
vention  of  railroad  commissioners  held  at  Washington  in  March  of  the 
present  year: 

Whereas  thousands  of  railroad  employes  every  year  are  killed  or  injured  in  coup- 
ling or  uncoupling  freight  cars  used  in  interstate  traffic  and  in  handling  the  brakes 
of  such  cars,  and  most  of  these  accidents  can  be  avoided  by  the  use  of  uniform  coup- 
lers 9-ud  train-brakes ;  and 
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Whereas  tho  success  aud  growth  of  the  system  of  heating  cars  by  steam  from  the 
locomotive  or  other  single  source  largely  depends  on  the  adoption  in  interstate  traffic 
of  a  uniform  steam  coupler  ;  and 

Wherejis  these  subjects  are  believed  to  be  of  pressing  importance  and  within  the 
proper  scope  of  the  powers  of  the  Congress  of  the  United  States,  while  attempts  on 
the  part  of  the  individual  States  to  deal  with  them  have  resulted  and  must  continue 
to  result  iu  conflicting  regulations  ; 

Besolred,  That  we  do  respectfully  and  earnestly  urge  tho  Interstate  Commerce 
Commission  to  consider  what  can  be  done  to  prevent  tie  loss  of  life  and  limb  in  couj)- 
liug  and  uncoupling  freight  cars  used  in  interstate  commerce,  and  in  handling  the 
brakes  of  such  cars,  and  in  what  way  the  growth  of  the  system  of  heating  passenger 
cars  from  the  locomotive  or  other  single  source  can  be  promoted,  to  the  end  that  said 
commission  may  make  recommendations  in  the  premises  to  the  various  railroads 
within  its  jurisdiction  and  make  such  suggestions  as  to  legislation  on  said  subjects  as 
may  seem  to  it  necessary  and  expedient. 

PROBLEM  OF  FEDERAL  REGULATION. 

If  it  is  assumed  that  the  condition  of  things  thus  briefly  outlined  calls 
for  some  Federal  action  in  the  interest  of  safety,  i^articularly  of  the  safety 
of  workmen  in  railroad  employ,  it  remains  to  consider  what  that  action 
should  be. 

Two  distinct  ways  of  proceeding  are  naturally  suggested.  Congress 
may,  should  it  see  fit,  pass  definite  statutes  requiring  that  certain  ap- 
pliances be  brought  into  use  upon  all  the  railroads  of  the  countr^^  within 
a  certain  time;  or,  having  in  view  the  difflculty  and  importance  of  the 
question,  it  may  prefer  to  make  some  i)ro vision  for  its  further  investiga- 
tion, trusting  that  the  mere  fact  that  such  an  investigation  is  in  progress 
will  not  be  without  immediate  results. 

This  Commission  is  not  i3repared  to  recommend  a  national  law  pre- 
scribing appliances.  It  does  not  assume  to  say  that  such  legislation 
will  never  be  advisable,  but  it  is  not  prepared  to  say  that  it  is  advisable 
at  present.  The  difficulties  of  formulating  a  law  from  which  good  re- 
sults could  be  expected  are  certainly  very  great,  if  not  insurmountable, 
and,  although  pains  have  been  taken  to  secure  the  views  of  all  inter- 
ested, no  legislation  of  this  sort  has  been  suggested  that  seems  plainly 
to  be  wise  and  safe,  A  statute  requiring  that  all  freight  cars  be  fitted 
with  automatic  couplers  by  a  certain  date— a  requirement  against  which 
it  is  probable  that  less  could  be  urged  than  against  any  others  sug- 
gested— has  already  been  shown  to  be  open  to  serious  objections.  It  is 
impossible  to  say  what  the  results  of  such  a  law  would  be,  but  there  is 
no  certainty  that  they  would  be  good.  If  it  did  not  bring  about  uni- 
formity—and there  is  no  assurance  that  it  would — it  would  be  most 
injurious  to  all  interests  involved,  including  those  of  public  safety. 

While  it  is  no  doubt  highly  desirable  that  results  be  reached  as  soon 
as  possible,  it  is  still  more  desirable  that  no  mistakes  be  made.  Noth- 
ing could  be  more  unfortunate  than  a  repetition,  on  an  enormous  scale, 
of  the  unsatisfactory  results  of  State  legislation.  If  the  State  statutes 
of  afew  years  ago  regarding  couplers  had  been  national  statutes,  it  seems 
H.  Mis.  50 7 
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plaiQ  that  the  question  would  be  in  less  bopeful  condition  than  it  is  at 
present.  Tlie  effect  of  that  legislation  was  to  hasten  the  adoption  of  a 
variety  of  automatic  couplers,  most  of  which  must  of  course  be  set  aside 
if  uniformity  is  to  be  attained.  In  fact,  the  strongest  opposition  to  the 
Master  Car  Builders'  type  of  coupler — the  one  that,  so  far  as  can  be  seen, 
has  most  chance  of  uniform  adoption— is  found  inNewEngland,  where, 
as  a  result  of  State  legislation,  automatic  couplers  not  of  that  type  have 
secured  a  strong  hold.  A  reasonable  prudence  and  regard  for  the  les- 
sons of  i}revious  experience  require  that  action  involving  the  compulsory 
use  of  particular  appliances  should  be  undertaken  only  with  the  great- 
est caution  and  upon  more  thorough  investigation  than  has  as  yet  been 
practicable.  It  has  been  suggested  that  for  the  present,  at  least,  the 
interests  of  safety  would  be  better  served  by  providing  for  a  board  of 
specialists,  so  constituted  as  to  command  respect  from  both  the  the  rail- 
roads and  the  public,  whose  business  it  would  be  to  make  investigations 
and  recommendations  relating  to  railroad  casualties. 

To  determine  in  detail  precisely  how  such  a  board  or  bureau  should 
be  organized,  just  how  much  it  should  be  expected  to  accomplish,  and 
what  powers  should  be  given  it,  is  a  matter  of  much  delicacy,  in  the 
study  of  which  careful  attention  should  be  given  to  bodies  of  a  similar 
sort  now  in  existence. 

Although  we  have  had  in  this  country  no  national  inspection  of  rail- 
ways, we  have  had  for  nearly  fifty  years  something  closely  analogous  to 
it  in  the  steam-boat  inspection  service.  And  to  find  a  nation  which 
undertakes  the  inspection  of  railways  with  a  view  to  the  protection  of 
human  life  we  need  go  no  farther  than  England,  a  country  where  the 
relations  between  railways  and  the  government  are  in  many  respects 
similar  to  what  we  have  at  home.  Such  inspection  is  also  undertaken 
in  the  countries  of  the  Continent  of  Europe,  but  as  the  conditions  in 
those  countries  are  much  less  like  our  own  than  those  in  England,  their 
methods  are  not  so  instructive.  These  two  examples  of  effort  on  the 
part  of  Government  to  increase  the  security  of  human  life,  the  steam- 
boat inspection  service  of  the  United  States  and  the  English  system  of 
railway  inspection,  may  profitably  be  regarded  as  representative  of  two 
distinct  principles,  both  of  which  may  be  usefully  studied  in  dealing 
with  the  subject  now  under  consideration.  In  the  former  we  have  an 
example  of  an  inspecting  agency  which  not  only  investigates  safety 
appliances  and  makes  recommendations  and  reports,  but  also  has  con- 
siderable powers  of  actual  interference  and  control.  In  the  English 
statute  under  which  inspectors  are  appointed  it  is  expressly  provided 
that  "  no  person  so  appointed  shall  exercise  any  powers  of  interference 
in  the  affairs  of  any  company."  Both  systems  are  successful,  but  it  is 
clear  that  this  success  must  be  achieved  in  somewhat  different  manners. 
It  is  clear  also  that  the  inspecting  agency,  which  has  the  more  power,  will 
require  the  more  elaborate  organization  and  incur  the  greater  responsi- 
bilities.   Ihe  system  of  steam-boat  inspection  under  our  own  laws  i3 
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assumed  to  be  familiar ;  a  brief  statement  of  the  system  of  railway  in- 
spectiou  iu  England  is  here  given. 

Although  the  English  system  of  inspection  of  railways  by  ofiScers 
acting  under  the  direction  of  the  Board  of  Trade  dates  back  to  1840,  the 
statute  determining  the  powers  and  duties  of  the  present  inspectors 
was  passed,  like  our  act  to  regulate  steam -vessels,  in  1871.  That  stat- 
ute, after  authorizing  the  appointment  of  inspectors,  "  provided  that 
no  person  so  appointed  shall  exercise  any  powers  of  interference  in  the 
affairs  of  any  company,"  gives  each  inspector  power  to  inspect  any 
railway,  and  all  its  stations,  works,  buildings,  rolfing  stock,  etc. ;  to  re- 
quire the  attendance  before  him  of  any  person  in  the  management  or 
employ  of  a  company  ;  to  require  such  person  to  answer  his  inquiries, 
and  to  enforce  the  production  of  any  papers  he  considers  important  for 
his  purpose.  Provision  is  also  made  for  a  more  formal  investigation 
in  very  serious  cases  to  be  conducted  by  a  court,  consisting  of  an  in- 
spector and  persons  designated  by  the  board  of  trade  to  assist  him. 
Such  a  court  has  no  power  beyond  what  is  necessary  for  investigation. 
Its  function  ends  when  it  submits  a  report  of  its  findings  to  the  Board 
of  Trade. 

Under  this  act  the  Board  of  Trade  appoints  as  inspectors  three  officers 
detailed  from  the  Royal  Engineers. 

Their  position  is  practically  a  permanent  one,  and  they  are  of  course 
men  whose  character  and  abilities  command  respect  from  all  quarters. 
Whenever  an  accident  occurs  in  the  United  Kingdom  of  which  the 
Board  of  Trade  desire  to  make  investigation  (there  need  not  necessarily 
have  been  any  loss  of  life)  one  of  these  officers  is  selected  to  make  it. 
He  proceeds  to  the  scene  of  the  accident,  conducts  his  investigation,  and 
makes  his  report.  As  soon  as  this  is  printed  a  copy  is  sent  to  the  man- 
agement of  the  company  on  whose  line  the  accident  occurred.  A  blue 
book  containing  these  special  reports  together  with  complete  accident 
statistics,  is  published  quarterly.  The  number  of  reports  for  each  quar- 
ter, of  course,  varies  greatly,  but  the  average  is  about  twenty- five. 
They  enter  into  minute  detail  and  yet  are  clear  and  vigorous.  A  short 
account  of  the  accident  and  the  damage  done  in  it  comes  first ;  then 
follows  a  careful  description  of  the  surroundings ;  then  the  evidence  in  a 
concise  form ;  and  finally  the  concluding  portion,  in  which  the  accident 
is  discussed,  responsibility  fixed,  and  recommendations  made. 

The  only  power  in  the  nature  of  actual  interference  which  inspecting 
officers  exercise  is  in  the  case  of  a  new  line.  Such  a  line  can  not  be 
opened  till  the  Board  of  Trade  gives  its  sanction,  and  the  inspecting  of- 
ficers can  and  do  require  that  everything  that  they  think  necessary  for 
safety  be  provided  before  they  recommend  that  this  sanction  be  given. 
But  when  sanction  is  once  given,  the  Board  has  no  further  power. 
•After  the  line  is  open  the  company  may  even  remove  works  which  it 
has  erected  to  obtain  the  Board's  sanction ;  and  there  is  no  remedy. 

Besides  the  quarterly  publication  of  returns  of  accidents   already 
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mentioned,  two  other  documents,  relating  to  safety  appliances,  are 
regularly  issued  by  the  Board  of  Trade.  One  is  issued  half-yearly,  and 
relates  to  continuous  brakes  on  passenger  trains.  It  is  made  up  chiefly 
of  returns  which  the  companies  are  by  act  of  Parliament  required  to 
make,  showing  in  the  most  complete  manner  the  number  and  propor- 
tion of  passenger  cars  fitted  with  continuous  brakes,  the  kind  of  brakes 
used,  every  case  of  failure  of  continuous  brakes  to  act,  giving  cause  of 
failure  in  detail,  and  in  general  the  progress  in  the  use  of  continuous 
brakes  from  year  to  year.  The  second  document  is  published  yearly 
and  contains  similar  returns  relative  to  the  interlocking  of  switch  and 
signal  levers  and  the  block  system.  The  purpose  of  these  publications 
seems  to  be  to  assure  complete  publicity,  to  keep  the  people  and  the 
railroads  themselves  alive  to  what  the  latter  are  or  are  not  doing,  and 
at  the  same  time  to  furnish  data  from  which  the  efficiency  of  various 
appliances  may  be  studied.  In  addition  to  these  regular  publications 
the  Board  from  time  to  time  issues  circulars  pertaining  to  matters  in 
which  especial  pressure  seems  to  be  necessary. 

Although  the  success  of  this  unpretentious  system  of  regulation  has 
been  very  decided,  there  has  frequently,  at  times  when  accidents  ap- 
peared especially  numerous,  been  considerable  agitation  to  have  the 
supervisory  authority  of  the  Board  of  Trade  extended.  After  investi- 
gation, however,  the  proposition  to  give  the  Board  powers  of  direct 
control  has  invariably  been  rejected,  and  none  have  opposed  it  more 
strongly  than  the  Board  itself  and  its  inspecting  officers.  During  the 
past  thirty  years  the  prevention  of  accidents  has  several  times  been  the 
subject  of  parliamentary  inquiries,  the  most  thorough  of  which  was 
made  by  a  royal  commission  appointed  in  1874.  Their  report,  presented 
three  years  later,  is  accompanied  by  a  quarto  volume  of  evidence,  con- 
taining 1,150  pages.  Regarding  an  extension  of  the  powers  of  the  Board 
of  Trade,  they  speak  as  follows  : 

Large  as  are  the  powers  now  possessed  by  the  Board  of  Trade  and  the  railway  com- 
niission,  in  respect  of  railways,  they  are  so  adjusted  and  so  limited  as  to  leave  with 
the  companies  the  undivided  responsibility  of  working  their  lines.  The  first  and  most 
important  question,  therefore,  which  we  have  had  to  consider,  as  affecting  the  entire 
character  of  our  report,  is  whether  our  investigation  leads  us  to  advise  a  departure 
from  this  policy  which  has  heretofore  characterized  railway  legislation. 

With  this  point  in  view  we  have  given  a  wide  scope  to  our  inquiry.  We  have  not 
only  examined  the  responsible  officers  of  the  Board  of  Trade  and  of  railway  companies, 
but  we  have  also  received  the  statements  of  railway  servants  of  every  grade.  We 
have,  moreover,  personally  inspected  railway  premises  and  works  in  various  places 
throughout  the  kingdom,  and  investigated  on  our  own  behalf  certain  typical  cases  of 
railway  accidents.  And,  in  conducting  these  inquiries,  we  have  given  the  full- 
est consideration  to  the  system  of  railway  management,  especially  with  respect  to 
the  condition  and  dangers  of  railway  servants.  But  upon  full  consideration  we  are 
not  prepared  to  recommend  any  legislation  authorizing  such  an  interference  with 
railways  as  would  impair  in  any  way  the  responsibility  of  the  companies  for  injury 
or  loss  of  life  caused  by  accident  on  their  lines.  To  impose  on  any  public  department 
the  duty  and  to  intrust  it  with  the  necessary  powers  to  exercise  a  general  control 
over  the  practical  administration  of  railways  would  not,  in  our  opinion,  be  either 
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priulent  or  desirable.  A  Govoriiraeut  authority  placed  in  such  a  position  would  be 
exposed  to  the  danger  either  of  appearing  indirectly  to  guaranty  works,  appliances, 
and  arrangements  which  might  practically  prove  faulty  or  insulhcient,  or  else  of  in- 
terfering with  railway  management  to  an  extent  which  would  soon  alienate  from  it 
public  sympathy  and  confidence,  and  thus  destroy  its  moral  influence,  and  with  it  its 
capacity  for  usefulness. 

Even  the  powers  now  expressed  by  the  Board  of  Trade  in  respect  of  new  lines  of 
railway  are  not  wholly  free  from  these  objections.  Here,  however,  the  practical 
evils  are  so  slight  and  the  benefits  are  so  considerable  and  definite  that  we  think  the 
only  question  is  whether  these  powers  might  not  be  still  further  increased.  But  once 
a  railway  is  opened  the  State  now  holds  the  company  responsible  to  maintain  it  and 
work  the  traffic  in  a  manner  compatible  with  the  public  safety.  The  Government 
inspecting  officers  have  powers  of  inspection,  and  their  reports  are  exceedingly  valu- 
able ;  but  to  go  further  and  clothe  a  government  department  with  unlimited  powers 
to  interfere  in  the  interests  of  public  safety  with  the  detailed  working  of  traffic  upon 
railways  must  necessarily  create  a  concurrent  responsibility,  and  in  whatever  meas- 
ure this  responsibility  be  cast  upon  a  government  board  the  responsibility  now  rest- 
ing upon  railway  companies  will  be  diminished. 

This  reasoning  seems  to  be  amply  supported  by  the  evidence,  and, 
together  with  the  other  objections  noticed,  is  believed  to  be  conclusive 
against  the  institution  of  an  administrative  agency  with  power  to  en- 
force upon  railroads  the  useof  particular  appliances. 

In  the  consideration  of  the  general  subject  of  railroad  inspection  and 
supervision  it  should  not  be  overlooked  that  there  are  in  many  of  the 
States,  if  not  all,  statutory  provisions  of  more  or  less  vigor  for  the  in- 
spection of  railroads  in  the  respective  States  by  State  officials.  The 
reports  of  some  of  the  State  railroad  commissions  show  that  their  in- 
spection of  the  railroad  as  a  structure  is  very  thorough.  Some  of  the 
reports  are  also  very  full  and  complete  as  to  accidents,  showing  their 
cause,  nature,  and  extent,  and  in  establishing  the  individual  responsi- 
bility therefor  when  negligence  or  want  of  care  was  the  cause.  Twenty- 
six  States  have  already  provided  for  State  commissions  with  powers 
and  duties  varying  somewhat  in  degree,  but  of  the  same  general  char- 
acter. The  tendency  is  iu  the  direction  of  increased  power  and  duties 
in  these  boards.  Judging  from  their  rapid  growth  in  the  past  both  in 
numbers  and  scope,  probably  every  State  will  soon  have  a  commission 
upon  which  will  be  imposed,  among  other  things,  the  duty  of  thorough 
annual  inspection  of  the  roads  in  each  State,  respectively,  and  of  inves- 
tigation of  all  matters  pertaining  to  accidents  and  injuries  in  railroad 
operations.  The  necessity  for  Federal  inspection  and  regulation  will 
exist,  as  already  shown,  more  especially  where  uniformity  is  required  in 
safety  ai^pliances  iu  the  train  equipment 

With  these  general  statements  the  whole  subject  is  submitted  to  the 
wisdom  of  Congress.  It  will  be  perfectly  obvious,  on  what  is  stated, 
that  if  any  system  of  Federal  inspection  or  supervision  in  respect  to 
railroad  appliances  is  provided  for  it  must  be  impossible  for  the  mem- 
bers of  this  Commission  in  person  to  perform  the  duties  of  such  inspec- 
tion and  supervision. 
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INSURANCE  FUNDS,  AND  THE  RELATIONS  OF  CORPORATIONS  AND 

THEIR  EMPLOYES. 

Though  questious  relating  to  the  well-beiug  of  men  in  railroad  employ 
and  of  their  families  are  not  by  the  act  to  regulate  commerce  expressly 
referred  to  this  Commission,  they  are  not  so  far  foreign  to  it  as  to  pre- 
clude their  receiving  some  attention  at  our  hands.  Indeed,  the  pros- 
perity of  railway  corporations  and  the  safety  and  usefulness  of  the 
service  performed  by  them  is  largely  connected  with  the  condition  of 
their  employes,  and  is  therefore  not  only  natural  that  public  interest  in 
such  condition  should  be  largely  enlisted  on  humanitarian  grounds,  but 
that  also  it  should  receive  the  attention  of  public  authorities  because 
of  its  being  a  matter  of  general  concern.  The  number  of  these  em- 
ployes is  very  large.  Their  work  is  of  peculiar  importance  to  the  pub- 
lic, and  is  performed  under  circumstances  of  great  responsibility  and 
danger.  All  these  circumstances  not  only  give  them  special  claims 
upon  public  consideration,  but  enlist  the  public  attention  because  of 
the  large  interests  that  all  classes  of  the  community  have  in  the  safe 
and  judicious  performance  of  their  duties,  which  must  always  depend 
in  some  degree  upon  their  ability  to  make  proper  provision  for  them- 
selves and  their  families. 

A  comprehensive  view  of  the  relations  which  exist  between  them  and 
the  corporations  by  which  they  are  employed  is  therefore  no  less  inter- 
esting than  important;  and  it  seems  desirable  to  the  Commission  that 
facts  should  be  gathered  showing  not  only  what  provisions  w^ere  made 
in  the  nature  of  insurance  for  the  persons  and  families  of  employes 
bj^  organization  among  themselves,  but  also  to  what  extent  their 
emi)loyers  have  made  provisions  for  funds  to  accomplish  a  like  purpose. 
For  this  purpose  circulars  were  addressed  to  the  heads  of  the  most  im- 
portant orders  now  in  existence  composed  of  railroad  employes,  and  also 
to  officials  of  eighty-five  of  the  leading  railway  companies.  The  result 
of  the  information  gathered  by  these  circulars  will  appear  in  an  ap- 
pendix to  this  report. 

The  main  points  upon  which  information  was  sought  from  the  organ- 
izations of  employes  were :  Whether  the  order  or  organization  provided 
any  sort  of  insurance  or  benefit  fund  for  the  relief  of  the  families  of 
members  in  the  event  of  injury,  sickness,  or  death  of  the  member; 
whether  any  rules  of  apprenticeship  prevailed  before  admission  to  the 
organization  ;  whether  grades  of  service  among  engineers  and  conduct- 
ors were  recognized,  either  by  the  organization  or  by  their  employers, 
and,  if  so,  what  were  the  conditions  of  such  grades,  and  whether  pro- 
motions among  shopmen  were  made  from  the  men  so  employed  or  from 
outsiders. 

The  principal  questions  asked  of  railroad  managers  were  substan- 
tially the  following :  Whether  an  insurance  Or  guaranty  fund  was 
provided  for  employes  in  case  of  their  disability  by  accident  or  illness, 


REPORT   OF    TIIK    INTERSTATE    COMMERCE    COMMISSION.      103 

or  to  relieve  their  fiiiiiilies  in  either  eveut,  or  in  case  of  death.  If  so, 
all  facts  relating  to  the  mode  of  accuniulatiiif^'  such  fund,  its  mainte- 
nance, disbursement,  and  conditions  were  called  for;  also,  whether 
eating  or  lodging  houses  have  been  provided  for  trainmen  when  from 
home,  or  reading-rooms  or  other  resorts;  whether  thecompany  addressed 
had  an  established  system  of  technical  training  for  its  men  ;  whether  a 
regular  plan  of  promotion  existed  as  an  inducement  to  the  employes  to 
attain  a  high  degree  of  efficiency ;  and  whether  special  rules  were 
promulgated  to  make  sure  of  obtaining  competent  locomotive  engineers 
and  other  trainmen. 

An  exhaustive  analysis  of  the  replies  sent  to  the  circular  will  not  be 
attempted  here,  but  an  examination  of  them  will  prove  interesting  and 
profitable. 

On  the  part  of  the  labor  organizations  it  is  made  to  appear  that  there 
has  been  a  very  general  adoption  of  something  in  the  nature  of  a  mut- 
ual insurance  system  on  the  assessment  plan,  whereby  in  case  of  in- 
jury or  disability  from  sickness  the  beneficiary  draws  a  stated  weekly 
allowance,  or,  if  death  ensues,  his  family  is  made  sure  of  a  sum  that 
will  at  least  suffice  to  remove  immediate  want.  There  is  every  evidence 
that  this  insurance  feature  has  the  hearty  support  of  the  several  broth- 
erhoods or  orders,  and  is  greatly  to  the  advantage  of  the  members. 
The  only  questions  made  related  to  the  methods  to  be  employed  and 
the  persons  to  whom  control  should  be  given.  Funds  devoted  to  this 
purpose  seem,  so  far  as  may  be  judged  from  the  reports,  to  have  been 
well  managed,  and  the  success  that  is  claimed  to  have  attended  all  ef- 
forts in  this  direction  may  be  expected  to  continue  with  the  spread  of 
the  system.  An  expression  adverse  to  the  relief  associations  organized 
by  certain  of  the  railroads  is  set  forth  by  the  grand  secretary  and 
treasurer  of  the  Brotherhood  of  Eailroad  Brakemen,  whose  reasons 
will  be  found  given  in  detail  in  Appendix  11. 

In  the  matter  of  rules  governing  apprenticeships  no  fixed  system 
seems  to  prevail,  nor  any  desire  to  interfere  with  company  regulation. 

As  to  promotions,  the  prevailing  sentiment  favors  making  length  of 
service  the  determining  factor  where  other  things  are  equal,  and  the 
bringing  of  men  from  the  outside  to  fill  positions  is  spoken  of  as  a  cause 
of  dissatisfaction  in  one  of  the  brotherhoods.  Those  who  speak  for  the 
principal  orders  are  unanimous  in  expressing  their  belief  in  the  good 
results  attending  such  associations,  not  only  to  those  who  are  thus 
banded  together,  but  to  the  employing  companies.  It  is  insisted  that  a 
more  trustworthy  and  efficient  class  of  men  is  secured  thereby.  One  of 
the  organizations,  in  particular,  makes  sobriety  a  condition  of  member- 
ship, and  deviation  therefrom  a  cause  for  expulsion.  Harmonious  rela- 
tions between  employers  and  employes  are  noticed  in  several  commu- 
nications. 

The  inquiries  addressed  to  the  railroad  companies  are  quite  fully 
answered  and  embody  much  valuable  information.    All  to  whom  the 
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circular  was  addressed  have  responded  fully,  and  of  the  eighty-fivd 
answering,  twelve  appear  to  have  instituted  insurance  funds  in  the  in- 
terests of  their  men  j  five  others  have  hospital  funds ;  five  have  benefit 
associations,  supported  wholly  by  employes ;  one  contributes  annually 
$500  for  a  like  purpose,  and  one  contemplates  starting  an  insurance 
department  at  an  early  day.  Fifty  per  cent,  of  the  lines  heard  from 
furnish  eating  or  lodging  houses  to  their  employes  needing  them. 
Twenty  of  them  provide  technical  education  to  a  greater  or  less  extent, 
but  in  all  cases  where  no  regular  technical  training  is  supplied  as  such 
training  the  apprenticeship  system  prevails  or  men  are  selected  who 
have  proved  their  competency  by  actual  service.  It  is  plain  from  the 
responses  obtained  from  both  classes  that  with  the  growth  of  closer 
relations  between  employes  and  the  corporations  not  only  are  the  in- 
terests of  both  greatly  promoted,  but  the  public  is  assured  of  better 
and  more  efQcient  transportation  service. 

RAILROADS  IN  FOREIGN  COUNTRIES. 

In  January,  1888,  the  Commission  addressed  a  communication  to  the 
Secretary  of  State,  expressing  the  desire  that  the  Commission  should 
be  furnished  with  copies  of  such  publications  relating  to  railroads  and 
internal  commerce  as  are  issued  by  foreign  governments,  and  requesting 
his  assistance  in  procuring  the  same.  In  compliance  therewith  the 
State  Department  transmitted  to  the  Commission  documents  pertaining 
to  railroads  in  China,  Japan,  Persia,  Norway  and  Sweden,  Netherlands, 
Dutch  Colonial  Possessions,  Eussia,  Island  of  Trinidad,  Uruguay  and 
Paraguay,  Argentine  Eepublic,  Chili,  and  Mexico.  Extracts  from  some 
of  these  documents  and  abstracts  of  others  are  attached  hereto  (Appen- 
dix 12).  The  Commission  is  in  possession  of  much  information  from 
other  sources  in  respect  of  railroads  in  other  foreign  countries,  which 
need  not  however  be  given  at  this  time. 

HOW  THE  ACT  HAS  BEEN  ADMINISTERED, 

The  general  course  pursued  by  the  Commission  in  the  practical  ad- 
ministration of  the  provisions  of  the  statute,  and  the  scope  of  its  au- 
thority, are  proper  subjects  of  public  interest. 

The  paramount  aim  of  the  Commission  has  been  the  object  for  which 
the  statute  was  enacted,  namely  to  bring  the  transportation  business  of 
the  country  under  the  control  of  its  provisions.  Undoubtedly  the  first 
duty  of  an  administrative  officer  is  to  give  effect  to  the  law  under  which  he 
acts.  Much  depends,  h  o  wever,  on  the  manner  in  which  this  is  done,  and 
misdirected  energy  may  render  a  law  nugatory.  A  fanatical  or  sensa- 
tional course  rarely  leads  to  good  results,  but,  on  the  contrary,  usually 
provokes  antagonisms,  and  often  tends  to  defiance  of  the  law  itself. 
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When  a  law  relates  to  ^veat  business  interests  intended  to  be  gov- 
erned by  its  provisions  throughout  the  whole  extent  of  a  vast  country 
with  many  diverse  characteristics,  great  care  is  required  to  so  adminis- 
ter the  law  that  it  shall  bo  respected  and  obeyed.  In  a  matter  of  such 
magnitude  and  importance  as  the  transportation  business  of  this  coun- 
try many  other  things  are  required  besides  prosecutions  for  violations. 
Careful  interpretations  of  the  provisions  of  the  law,  correct  knowledge 
of  the  subjects  to  which  it  applies,  and  of  any  distinctions  in  conditions 
that  may  modify  its  application,  are  necessary,  in  order  that  it  may  be 
intelligently  applied.  A  reasonable  time  was  also  required  to  enable 
business  interests  generally  to  become  familiarized  with  the  changed 
methods  under  the  law,  and  for  carriers  to  adjust  their  classifications 
and  schedules  and  their  modes  of  business  to  the  new  requirements. 

It  was  deemed  a  matter  of  primary  importance  to  bring  the  interests 
affected  into  harmonious  relations  to  the  law,  and  to  understand  that, 
while  it  rev^olutionizes  certain  methods,  it  is  something  more  than  a 
merely  punitive  statute,  defining  crimes  and  providing  for  their  punish- 
ment, and  that  its  ultimate  purpose  is  the  general  good  of  the  country, 
not  less  of  the  carriers  themselves  than  of  the  public.  This  may  involve 
what  is  sometimes  called  an  educational  process,  but  when  many 
courses  of  long  standing  are  to  be  unlearned,  as  well  as  right  courses 
to  be  learned,  it  is  an  important  process  in  dealing  with  intelligent 
men,  not  essentially  bad  nor  engaged  in  criminal  pursuits,  but  whose 
faults  were  in  many  respects  wrong  methods  in  the  conduct  of  a  legiti- 
mate business,  in  which  they  had  too  often  been  taught  that  success 
might  be  regarded  as  justifying  the  methods  employed.  A  standard  of 
right  and  wrong  as  well  as  of  legal  duty  was  to  be  set  up,  and  conform- 
ity to  this  standard  induced,  if  possible,  by  the  conviction  that  their 
true  interests  would  be  better  promoted.  The  numerous  complaints 
from  parties  interested,  calling  for  investigation  and  decision,  and  the 
opportunities  they  afforded  for  explaining  the  principles  of  the  law  and 
pointing  out  the  rules  to  be  observed,  it  was  thought  would  for  a  time 
largely  aid  in  producing  this  conviction,  and  perhaps  suffice  in  the  form 
of  prosecutions.  It  was  not  doubted  that,  if  the  carriers  of  the  country, 
managed  in  great  part  by  well-informed  and  able  men,  could  become 
convinced  that  compliance  with  the  law  would  result  in  better  relations 
between  themselves  and  between  carriers  as  a  class  and  the  public,  and 
that  their  interests  would  be  subserved  in  consequence,  only  exceptional 
instances  would  remain  to  be  dealt  with  by  punitive  methods. 

Much  attention,  therefore,  has  been  given  to  this  aspect  of  adminis- 
tration, and  the  Commission  believes  that  upon  the  whole  good  results 
have  followed,  and  that  the  body  of  the  carriers  of  the  country  are  in 
accord  with  its  efforts  in  this  direction  and  desirous  in  general  to  co- 
operate in  the  enforcement  of  the  law. 

In  consideration  of  the  motives  that  usually  influence  human  con- 
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duct  in  great  business  affairs  in  which  the  whole  country  is  concerned, 
it  was  beheved  that  at  the  outset  at  least,  and  until  leading  principles 
were  fairly  settled,  it  would  be  more  profitable  for  the  Commission  for 
the  most  part  to  lay  down  rules  of  conduct  for  the  present  and  future, 
and  by  frequent  conference  and  intercourse  with  managers  to  have 
those  rules  observed,  than  to  devote  its  time  mainly  to  instituting  and 
conducting  penal  and  criminal  prosecutions.  There  is  also  in  the  pub- 
lic mind  a  sense  of  incongruity  between  the  prosecuting  function,  in- 
volving as  it  does  detective  methods  and  an  attitude  of  hostility,  and 
the  judicial  function,  rightly  expected  to  require  impartial  and  just  in- 
vestigation and  decision  of  controverted  questions  of  law  and  fact.  It 
is  a  fundamental  principle,  and  generally  provided  for  by  statutes,  that 
every  man  shall  have  a  fair  trial  before  a  tribunal  free  from  any  pos- 
sible bias  that  might  arise  from  relationship,  interest  in  the  result,  or 
partisan  connection  as  attorney  or  counsel,  or  who  maj^  become  a  pros- 
ecutor in  the  transaction. 

It  is  not  intended  to  be  implied  that  official  i^rosecutions  should  not 
be  instituted  directly  by  the  Commission.  The  enforcement  of  the  law 
by  the  methods  provided  for  in  the  act  is  part,  and  a  material  part,  of 
its  duty,  and  prosecutions  constitute  one  of  those  methods.  It  is  only 
meant  that  prosecutions  in  the  courts,  inaugurated  and  carried  on  by 
the  Commission,  would  necessarily  have  superseded  other  duties  that 
were  more  useful  and  apparently  more  important.  The  preparation 
and  conduct  of  prosecutions,  if  made  the  main  duty,  would  inevitably 
occupy  nearly  the  whole  time  of  the  Commission,  and  leave  little  oppor- 
tunity for  other  matters.  Such  prosecutions  must  take  place  in  the 
United  States  courts.  They  are  not  cognizable  before  the  Commission. 
The  jurisdiction  of  the  Commission  does  not  cover  suits  for  penalties 
or  criminal  indictments.  The  theory  of  the  act  is  similar  to  that  upon 
which  several  State  commissions  have  been  created,  that  the  Commis- 
sion shall  investigate  and  report  its  conclusions  of  fact  and  law,  and  in 
certain  instances  award  reparation  for  damages,  but  that  its  determina- 
tions are  only  enforcable  in  the  courts,  for  which  purpose  its  conclu- 
sions of  fact  are  prima  facie  evidence. 

The  publicity  that  ensues  from  the  exposure  of  practices  or  acts  that 
are  wrong,  or  in  contravention  of  the  statute,  brings  the  force  of  public 
opinion  to  bear  upon  them,  an  element  of  great  importance  in  the  ad- 
ministration of  all  laws,  and  the  conclusions,  or  even  suggestions,  of 
the  Commission  are  almost  invariably  acquiesced  in  by  the  carriers. 

Any  person  is  at  liberty  to  prosecute  in  the  courts  for  penalties  or 
crimes  under  the  act,  or  for  infractions  of  its  provisions,  and  any  party 
to  a  proceeding  before  the  Commission  may  resort  to  the  courts  to  have 
its  conclusions  or  awards  enforced  in  a  summary  way.  One  serious 
difficulty,  however,  that  exists  in  penal  and  criminal  prosecutions,  is  in 
procuring  testimony  to  show  violations  of  the  statute.    The  more  public 
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violations,  such  as  failures  to  lileaud  publish  tariff' schedules,  or  greater 
charges  for  shorter  than  for  longer  distances  when  not  claimed  to  be 
justified  under  the  law,  are  of  rare  occurrence,  and  no  one  is  a  party  to 
them  except  the  carrier,  but  violations  of  a  more  private  character,  such 
as  rebates  or  discriminations  in  rates  for  freight  or  passengers,  or 
undorbilling  or  fiilse  billing  of  traffic,  cau  not  exist  without  complicity 
between  the  shippers  and  the  carriers.  These  are  never  open  or  public, 
but  secret.  The  interest  of  both  parties  to  the  transaction  requires 
concealment,  as  well  to  escape  the  penalties  of  the  law  as  for  other  rea- 
sons. Proof  of  such  cases  is  obviously  difficult  to  obtain.  Instances 
occur  in  which  the  inference  is  strong  that  some  feature  of  the  law  has 
been  violated  or  evaded,  but  inferences  to  warrant  convictions  must  be 
drawn  from  facts  and  circumstances  proved,  and  when  both  parties  to 
such  transactions  are  interested  in  keeping  them  secret,  or  liable  to  sim- 
ilar punishment,  the  necessary  evidence  of  the  facts  tending  to  show  cul- 
pability of  a  carrier,  or  of  some  officer  or  agent,  is  not  easily  procured. 
And  the  settled  principle  of  our  jurisprudence  that  protects  a  man  from 
giving  comx)ulsory  evidence  criminating  himself  is  a  shield  under  which 
offenses  may  frequently  hide. 

The  provision  in  the  act  that  the  claim  that  testimony  may  tend  to 
criminate  the  witness  shall  not  excuse  him  from  testifying,  but  that  his 
evidence  shall  not  be  used  against  him  on  the  trial  of  any  criminal  pro- 
ceeding, does  not  entirely  meet  this  difficulty. 

These  observations  indicate,  in  a  general  way,  the  considerations 
that  for  a  time  have  governed  the  action  of  the  Commission.  The  time 
has  come,  however,  when  more  aggressive  steps  can  properly  betaken. 
No  excuse  can  longer  be  made  that  the  law  is  not  understood  or  that 
sufficient  time  has  not  elapsed  to  give  the  carriers  opportunity  to  con- 
form their  methods  to  its  requirements. 

AMENDMENTS  TO  THE  ACT. 

The  twenty-first  section  of  the  statute  requires  the  Commission  to  re- 
port to  Congress  such  recommendations  as  to  additional  legislation  relat- 
ing to  the  regulation  of  commerce  as  it  may  deem  necessary.  Pursuant 
to  this  requirement,  the  Commission  reports  that,  in  the  practical  ad- 
ministration of  the  law,  it  has  become  convinced  that  certain  additional 
legislation,  some  in  the  form  of  amendments  to  existing  sections,  and 
others  in  the  form  of  additional  sections,  is  important  and  necessary. 

These  may  be  briefly  summarized  as  follows : 

(1)  An  amendment  to  the  first  section  correcting  some  ambiguities  of 
language,  and  makingmore  definite  and  certain  the  transportation,  both 
interstate  and  international,  intended  to  be  subject  to  the  provisions  of 
the  act. 

(2)  An  amendment  to  the  third  section  relating  to  the  routing  and  the 
interchanges  of  traffic  between  carriers,  so  as  to  better  provide  for 
through  traffic  at  through  rates  over  connecting  lines.    This  amend- 
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ment  was  recommended  in  the  report  for  the  year  1888,  and  is  now  re- 
peated. 

(3)  An  amendment  to  the  twelfth  section,  relating  to  the  attendance 
of  witnesses,  and  to  the  taking  of  testimony  by  deposition.  Objection 
has  been  made  that  the  attendance  of  witnesses  can  not  be  required 
outside  of  the  judicial  district  in  which  they  reside.  Tlie  Commission 
believes  the  objection  is  not  well  founded,  and  that  the  law  could  not 
be  effectually  administered  under  such  a  rule.  As  the  fact  that  the 
objection  has  been  made  indicates  that  obstructions  and  delays  may 
occur,  it  is  better  that  the  language  of  the  act  should  be  open  to  no 
misconstruction. 

Depositions  are  authorized  by  law  to  be  taken  for  use  in  the  Federal 
courts,  but  there  is  now  no  provision  for  taking  testimony  by  deposi- 
tion to  be  used  before  the  Commission,  and  it  can  only  be  done  by  the 
consent  of  parties.  This  practice  has  been  followed  in  many  instances, 
but  it  is  obvious  that  it  ought  not  to  be  merely  voluntary.  As  the  tak- 
ing of  testimony  in  that  manner  is  a  great  convenience  and  lessens 
expense  as  well  as  facilitates  business,  it  should  manifestly  be  author- 
ized. 

(4)  An  amendment  to  the  twenty-second  section,  providing  that  the 
provisions  of  the  act  shall  not  prevent  the  free  carriage  of  persons 
injured  in  railroad  accidents  and  the  physicians  and  nurses  for  attend, 
ance  upon  and  care  of  persons  so  injured,  nor  prevent  the  transporta. 
tion  free  or  at  reduced  rates  of  the  actual  resident  members  of  the  fam- 
ilies of  employes  of  railroad  companies. 

Some  other  matters  deemed  necessary  to  be  provided  for  by  addi- 
tional legislation  would  perhaps  be  more  appropriate  for  new  or  supple- 
mental sections  to  the  act  than  as  amendments  to  existing  sections. 
These  are : 

First.  The  prohibition  of  the  payment  of  commissions  by  one  rail- 
road company  to  ticket  agents  of  another  railroad  company  for  passen- 
ger transportation,  and  the  like  prohibition  of  commissions  for  soliciting 
or  procuring  traffic  to  outside  organizations  or  persons. 

Second.  The  abolition  of  ticket  brokerage  by  requiring,  as  elsewhere 
suggested  in  this  report,  that  every  person  who  sells  passenger  tickets 
shall  be  duly  authorized  by  the  company  for  which  he  sells,  and  exhibit 
his  authority,  and  that  the  company  shall  be  responsible  for  his  acts. 
If  deemed  practicable,  the  price  at  which  the  ticket  may  be  sold  might 
also  be  required  to  be  stamped  upon  the  ticket.  And  further,  requiring 
companies  that  sell  excursion  tickets  to  redeem  unused  coupons. 

Third.  The  regulation  of  the  payment  of  car  mileage  for  the  use  of 
cars  of  i)rivate  companies  or  individuals. 

Fourth.  An  extension  of  the  law  to  make  it  apply  to  common  car- 
riers by  water. 

Other  subjects  upon  which  legislation  may  be  deemed  expedient  are 
discussed  in  this  report  without  recommendation,  and  submitted  to  the 
consideration  of  Congress. 
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Other  documents  published  in  the  appendix  are  the  amended  act  to 
reguhite  commerce  and  the  amended  rules  of  practice  adopted  by  the 
Commission.     (Appendix  13  and  14.) 
All  of  which  is  respectfully  submitted. 

Thomas  M.  Oooley, 
William  R.  Morrison, 
Augustus  Sohoonmaker, 
Walter  L.  Bragg, 
Wheelock  G.  Yeazey, 

Interstate  Oo7nmerce  Commissioners. 
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APPROPRIATION,  STATEMENT  OF  EXPENDITURES  AND  PERSONS 
EMPLOYED  BY  THE  COMMISSION. 

Statement  of  Appropriations  and  Aggregate  Expenditures  for  the  Inter- 
state Commerce  Commission  for  the  Fiscal  Year  ending  June  30,  1889. 

Sundry  civil  act  October  2, 1838. — For  salaries  of  Coniniissiou- 
ers,  as  provided  by  the  *'  Act  to  regulate  commerce" $37,  500.  00 

For  salary  of  Secretary,  as  provided  by  tlie  "Act  to  regulate 

commerce" 3,500.00 

'■ $41,  000.  00 

For  all  other  necessary  expenditures  to  enable  the  Commis- 
sion to  give  effect  to  and  execute  the  provisions  of  the  said 
"Act  to  regulate  commerce  " 109,  000. 00 

Deficiency  act,  October  19,  1888. — '^  That  the  unexpended  bal- 
ance of  the  sum  of  twenty-five  thousand  dollars  appropria- 
tion by  the  deficiency  appropriation  act  approved  March 
thirtieth,  eighteen  hundred  and  eighty-eight,  to  enable  the 
Interstate  Commerce  Commission  to  properly  carry  out  the 
objects  of  the  act  to  regulate  commerce,  be,  and  the  same  is 
hereby,  re-appropriated  and  made  available  for  expenditure 
during  the  fiscal  year  eighteen  hundred  and  eighty-nine  " 11, 992.  41 

161,992.41 
Amount  paid  as  salaries  to  Commissioners  and  secretary  (one 

Commissioner  having  resigned  March  31,  1889) 38,  (566.  70 

Amount  expended  for  all  other  purposes,  (excluding  $272.98  ex- 
pended iu  putting  m  additional  window,  afterwards  re- 
funded by  Robert  O.  Holtzman,  agent  for  Sun  building) 110,786.75 

149,  453.  45 

Unexpended  balance  June  30,  1889 12,538.96 

Memo.- -The  unexpended  balance  given  comprises  the  amount 

of — Appropriation  for  salaries  of  Commissioners  unex- 
pended (due  to  vacancy  above) 2,333.  30 

And  the  amount  of  appropriation  for  all  other  purposes 
unexpended , 10,  205.  66 

12,  538. 96 
113 
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Detailed  Statement  of  Expenditures  of  the  Interstate  Commerce  Commis- 
sion FOR  the  Fiscal  Year  ending  Junk  30,  1889. 

Salaries  of  Commissioners  and  secretary,  (one  Commissioner  re- 
signed Marcli  31,  1889 $38,006.70 

Employes: 

One  auditor,  12  months,  at  $225  per  month $2, 700.  00  • 

One  statistician,  8  months  and  20  days,  at  $208. 33^  per 

month 2,051.06 

One  assistant  auditor,  12  mouths,  at  $150  per  month 1,  800. 00 

One  assistant   tatisticiau,  1|  months  and  24  days  at  $125 

per  month,  and  6^  months  at  $150  per  month 1,259.24 

One  clerk,  3  months  at  $100,  aud  9  months  at  $125  per 

month 1,425.00 

One  clerk,  3  months  and  9  days  at  $100,  and  8  mouths  aud 

22  days  at  $125  per  mouth 1,417.  71 

One  clerk,  3  mouths  aud  10  days  at  $100,  aud  8  months  and 

21  days  at  $125  per  month 1,416.68 

One  stenographer,  9^  months,  at  $150  per  mouth 1,425.00 

Four  stenographers,  5^  months  at  $100,  and  G^  mouths  at 

$125  per  mouth 5,450.00 

One  stenographer,  3^  months,  at  $125  per  month 437, 50 

One  clerk,  10^  mouths  at  $100,  aud  1^  months  at  $125  per 

month 1,237.50 

Nine  clerks,  12  months,  at  $100  per  mouth 10, 800.  00 

One  clerk,  10  mouths  and  18  days,  at  $100  per  month 1, 059.  68 

One  clerk,  10^  months,  at  $100  per  month 1, 050.  00 

One  clerk,  9  months  aud  13  days,  at  $100  per  mouth 943. 33 

One  clerk,  9  months,  at  $100  per  month 900.  00 

One  clerk,  8  months  aud  24  days,  at  $100  per  mouth 877. 42 

Three  clerks,  8  months  and  23  days,  at  $100  per  mouth 2, 622. 57 

One  clerk,  8  months  aud  16  days,  at  $100  per  mouth 853. 22 

One  clerk,  8  mouths  and  14  days,  at  $100  per  mouth 845. 16 

One  clerk,  8  months  and  8  days,  at  $100  per  mouth 825. 80 

One  clerk,  8  months,  at  $100  per  mouth 800.00 

One  clerk,  7 J  mouths  aud  3  days,  at  $100  per  mouth 760.00 

One  clerk,  7^  mouths  and  1  day,  at  $100  per  month 753.  33 

One  clerk,  7|  months,  at  $100  per  month 750. 00 

One  clerk,  7  mouths  aud  12  days,  at  $100  per  mouth 740.  00 

One  clerk,  7  months  and  8  days,  at  $100  per  month 726. 67 

One  clerk,  6^  mouths  aud  12  days,  at  $100  per  mouth 688.  71 

One  clerk,  6  months  and  17  days,  at  $100  per  mouth 654.84 

One  clerk,  6  months  and  5  days,  at  $100  per  mouth 616. 13 

One  clerk,  5|  months  and  7  days,  at  $100  per  mouth 572. 58 

One  clerk,  5^  mouths  aud  4  days,  at  $100  per  mouth  , 562.90 

One  clerk,  5  mouths  aud  15  days,  at  $100  per  month 548.  39 

One  clerk,  5  mouths  aud  11  days,  at  $100  per  month 5,35.47 

One  clerk,  5  mouths  and  8  days,  at  $100  per  month 525. 81 

One  clerk,  5  months  aud  7  days,  at  $100  per  month 522. 58 

One  clerk,  5  months,  at  $100  per  month 500.00 

One  clerk,  4  months  and  27  days,  at  $100  per  mouth 490.00 

One  clerk,  4|  months,  at  $100  per  month 450.  00 

One  clerk,  4  mouths,  at  $100  per  month 400.  00 

One  clerk,  3  months  and  14  days,  at  $100  per  month 345. 16 

One  clerk,  3  months^  at  flOO  per  mouth ,  ^00.  00 
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Ouo  clerk,  2^  months  and  8  days,  at  $100  per  month $276.67 

One  clerk,  2^  mouths  and  7  days,  at  $100  per  mouth 273. 33 

Ouo  clerk,  2^  mouths  and  4  days,  at  $100  per  mouth 263.  33 

One  clerk,  2^  mouths  and  1  day,  at  $100  per  month 253.  33 

One  clerk,  2  mouths  and  13  days,  at  $100  per  mouth 243. 33 

One  clerk,  2  mouths  and  4  days,  at  $100  per  month 213.  33 

One  clerk,  1^  mouths  and  6  days,  at  $100  per  month 170. 00 

One  clerk,  1  mouth  and  4f  days,  at  $100  per  month 113. 90 

One  clerk,  |  mouth,  at  $100  per  month 50.  00 

Two  messengers,  12  months,  at  $60  per  mouth 1, 440.  00 

Oue  messenger,  2  mouths,  at  $50,  and  7  months,  at  $60  per 

mouth 520.00 

Oue  messenger,  7^  months  and  1  day,  at  $60  per  month. ..        452.  00 
One  messenger,  5 J  months  and  19  days,  at  $60  per  mouth.        366. 77 

Oue  messenger,  3  months,  at  $60  per  month 180.  00 

Oue  typewriter,  5|  mouths  and  12  days,  at  $5C,  and  4^ 

months,  at  $60  per  month 564. 35 

829  hours  of  work,  at  60  cents,  and  40f  hours,  at  40  cents 

.per  hour 513.70    $59,533.68 

Traveling  expenses  of  Commission  from  Washington  to  New 
York,  Chicago,  and  Baltimore,  at  divers  times;  Jeflfersou 
City,  Mo.;  Kansas  City,  Mo.;  Dubuque,  Iowa,  and  Titus- 
ville,  Pa.,  to  make  investigation  (including  expenses  of 
the  secretary,  auditor,  and  stenographer,  when  accompany- 
ing the  Commissioners) : 
Railway  fares  and  accommodations  while  traveling,  trans- 
portation of  baggage,  and  omnibus  fares 1,967.74 

Hotel  bills  and  meals  en  route 1,223.25 

Telegrams,  stationery,  and  necessary  messenger  service..  20.70 
Rent  of  room  at  New  York  and  Titusville  to  hold  investi- 
gation   56.25 

Marshal's  fees  at  Chicago  and  Baltimore  (including  fees  of 


witnesses) 82. 


3, 350.  49 

Rent  for  offices  (fifth,  sixth,  and  seventh  floors)  Sun  buildiug 10,065.00 

Desks,  tables,  chairs,  stools,  carpets,  shades,  awnings,  book-cases,  and 

fitting  up  offices  of  seventh  floor  for  use 4,  041.70 

Printing  reports,  decisions,  circulars,  orders,  blanks,  and  stationery 29,378.41 

Railway  and  law  books 1,  313.88 

Janitor,  ice,  carrying  mail,  stamps,  telegrams,  expressage,  and  other  in- 
cidental expenditures  3, 376. 57 

149,  726. 43 
Less  amount  refunded  by  R.  0.  Holtzman  for  putting  in  window 272. 98 

Total  amount  of  expenditures  from  July  1,  1888,  to  June  30, 1889. .     149,  453.  45 

Edw.  a.  Moseley, 
Secretary  and  Disbursing  Agent. 
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Clerical  Force  of  the  Commission  for  the  Fiscal  Year  ending  June  30, 

1889. 


Xamo. 


Office. 


C.  Curtice  McCain. 
Henry  C.  Adams  . . . 
Jesse  M.  Smith 


James  A.  Case. 


Do 

Martin  S.  Decker 

Do 

Greorge  S.  Roberts 

Do 

Edward  L.  Pugh 

Do 

John  J.  Linney* 

Frederick  S.  Hubbard . . 

Do 

Frank  Lyon 

Do 

Daniel  M.  "Wood 

Do 

Charles  H.  Burnett 

Do 

Louis  C.  Feirell" 

Stephen  C.  Mason 

Do 

Eussell  MacCarthy 

Harry  Gr.  Morison , 

Willie  P.  Mangum , 

"Wiiliam  H.  Deulinger. .. 

J.  Howard  Fishback 

Thomas  Jackson,  jr 

Harry  Newcomb , 

Nathan  C.  Munroe 

A^illoughby  S.  Chesley.. 

James  H.  Leonard 

Louis  Livaudnis 

Albert  G.  Henry 

Henry  Lee  Hatch* 

William  R.  Williams.... 

Solon   T.Williams 

L.  Fenn  Fletcher 

Albert  E.  Furniss 

Harry  E.  Van  Der  Voort 

Arthur  D.Marshall. 

Robert  E.  Lewis 

Robert  G.  Batten 

Walter  E.Burleigh 

Edwin  B.  Smith. 

Charles  A.  MoUoy* , 

Ja  k  F.  Moss , 

Martin  A.  Watson 

Ira  M.  Krutz* 


Auditor . .. 

Statistician 

Assistant  audi- 
tor. 
Assistant   stat- 
istician. 
...do  


Clerk 

...fdo  

....do  

....do  

....do  

...do 

Stenographer 

....do 

...do , 

...do  

...do 

...do  

...do  

...do  

...do 

...do 

Clerk 

...do  

...do  

...do 

...do 

..do 

...do 

...do 

...do  

...do  

...do  

...do 

...do 

...do 

...do 

...do 

.  ..do 

...do 

...do  

...do 

...do  

...do 

...do  

...do.. 

...do 

...do 

...do 

...do  

...do  


Whence  appointed. 


Minnesota 
Michigan  . 
Kentucky 

Indiana  — 


...  do  

New  York 

.-..do  

Vermont 

....do  

Alabama 

....do 

Virginia  

Michigan 

....do 

Virginia 

....do  

New  York 

....do 

District  of  Columbia 

....do 

Illinois 

Vermont 

....do 

New  York 

....do 

Arkansas 

Illinois 

District  of  Columbia. 

New  York 

Michigan 

Georgia 

Maryland 

Missouri 

Louisiana 

Pennsylvania 

Vermont... 

North  Carolina 

Kansas 

Illinois 

Connecticut 

Nebraska 

Oregon 

District  of  Columbia 

Georgia 

New  Hampshire  — 

Texas 

Ohio 

Mississippi 

Michigan 

Indiana 

*  Resigned. 


Time  employed. 


1  year  

8  months  and  20  days. 
1  year "... , 


6^  months. 


IJ  months  and  24  daya  . . . 

9  months 

3  months 

8  months  and  22  days 

3  months  and  9  days 

8  months  and  21  days 

3  months  and  10  days 

9J  months 

6^  months 

54  months 

6^  months 

5 J  months 

6^  months 

5J  months 

6i  months 

5|  months 

3-|  months 

1 J  months 

10|  months 

1  year  

do 

, do 

do 

do 

do 

do 

do 

do 

10  months  and  18  days 

lOJ  months 

9  months  and  13  days 

9  months 

8  months  and  24  days 

8  months  and  23  days 

8  months  and  23  days 

8  months  and  23  days 

8  months  and  16  days 

8  months  and  14  days 

8  months  and  8  days 

8  months 

7i  mouths  and  3  days 

7|  months  and  1  day 

7^  months 

7  months  and  12  days.' 

7  months  and  8  days 

6^  months  and  12  days  — 
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Nanio. 


Jolm  B.  Lybrook 

Emmet  L.  Woodward*. .. 

Frederick  O.  Romau 

Thomas  O'Connor 

Edward  B.  Blizzard 

Peyton  B.  Kemp 

Dennis  J.  Canty 

George  M.  Crossland 

Cliarles  H.  Cooley 

Julien  D.  Garrison  t 

James  J.  Willie 

Andrew  E..  Govan  t 

James  A.  Connor 

William  M.  Hatcli 

W.  Wheaton  Tillinghast. 

Eowan  B.  Tuley 

Frank  V.  Griffin 

Milton  H.  Mathews 

Edwin  M.  Clarke 

Frederick  P.  Russell 

Lewis  H.  Finney  t 

Robert  F.  McMillan 

David  L.  Gitt 

Biiford  A.  Lynch 

Ervin  C.  Bowen 

Harry  S.  Milstead 

Dj 

William  T.  Brodhead.... 

Duncan  L.  Richmond 

Lewis  H.  Finney  t 

William  R.  Mack 

Do 


Office. 


Clerk 

...do  

...do  

...do 

...do  

...do  

...do 

...do 

...do  

...do  

...do  

...do  

...do  

...do  

...do  

...do 

...do 

...do  

...do 

...do 

...do  

...do  

...do  

Messenger 

...do  

...do  

...do  

^.do 

...do 

...do 

Type- writer 

...do  


Whence  appointed. 


Virginia 

Tennessee 

District  of  Columbia. 

New  Jersey 

West  Virginia 

Tennessee 

Illinois 

South  Carolina 

Michigan 

Texas 

Florida 

Mississippi 

Missouri 

Vermont 

Rhode  Island 

Kentucky 

Wisconsin 

Maine 

Florida 

Massachusetts 

Virginia  

Districtof  Columbia. 

Missouri 

Alabama 

District  of  Columbia- 
Virginia  

...do 

XewTork 

District  of  Columbia. 

Virginia  

Michigan 

...do 


Time  employed. 


6  months  and  17  days.. 

6  months  and  5  days... 
5J  months  and  7  days.. 
5,V  months  and  4  days. 
5  months  and  15  days  .. 
5  months  and  11  days  . 
5  months  and  8  days  . . . 
5  months  and  7  days  . . , 

5  months 

4  months  and  27  days . 

4^  months 

4  months 

3  months  and  14  days  . 

3  months 

2^  months  and  8  days  - 
2^  months  and  7  days  . , 
2J  months  and  4  days  , . 
2^  months  and  I  day  .. 
2  months  and  13  days. 
2  months  and  4  days  . . . 
U  months  and  6 days... 

1  month  and  4§  days  ... 

One-half  month 

One  year 

do 

7  months 

2  months 

7|  months  and  1  day  ... 
5^  months  and  19  days 

3  months 

4 J  months 

5J  months  and  12  days 


Per 
month. 


$100.  00 

100. 00 

100.00 

100. 00 

100.  00 

100.  00 

100.00 

100. 00 

100.  00 

100.  00 

100,  00 

100. 00 

100.  00 

100.  GO 

100.00 

100.  00 

100.  00 

100.  00 

100.  00 

100. 00 

100.  00 

100.  00 

100.  00 

60.00 

60.00 

60.00 

50.00 

GO.  00 

60.00 

60.00 

60.00 

50.00 


Deceased. 


t  Resigned. 


J  Promoted. 
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List  of  Persons  Employed  by  the  Interstate  Commerce  Commission    De- 
cember 1,  1889. 


Name. 


C.  Curtice  McCain 

Henry  C.  Adams 

Jesse  M.  Smith 

J.  A.  Case 

Martin  S.  Decker 

George  T.  Eoberts 

Edward  L.  Pugh 

Stephen  C.  Mason 

Frederick  S.  Hubbard 

Frank  Lyon 

Daniel  M.  Wood 

Charles  H.  Burnett 

Solon  T.  Williams 

J.  Howard  Fishback 

Russell  MacCarthy 

Harry  G.  Morison 

Willie  P.  Mangum 

William  Holliday  Denlinger. 

Thomas  Jackson,  jr 

Harry  Newcomb 

Nathan  C.  Munroe 

Willoughby  S.  Chesley 

James  H.  Leonard 

Louis  Livaudais 

William  R.  Williams 

L.  Fenn  Fletcher 

Albert  E.  Furnlsa 

Harry  E.  Van  Der  Voort 

Arthur  D.  Marshall 

Robert  E.  Lewis 

Robert  Grosvenor  Batten 

Walter  E.  Burleigh 

Edwin  B.Smith 

Jack  F.  Moss 

John  J.  Lybrook 

Frederick  0.  Roman 

Edward  B.  Blizzard 

Peyton  B.  Kemp 

Dennis  J.  Canty 

George  M.  Crossland 

James  J.  Willie 

William  Moore  Hatch 

W.  Wheaton  Tillinghast 

Rowan  B.  Tuley 

Frank  V.  Griffin 

Milton  H.  Mathews 

Frederick  P.  Russell 

Robert  McMillan 

Harold  Remington ..., 

Grassie  G.  Bulkley , 

George  A.  C.  Christiancy 

Fred.  S.  Towle 

John  A.  Shearer »« 


Office. 


Auditor - 

Statistician 

Assistant  auditor. 

Assistant  statistician 

Clerk 

do 

do 

do 

Stenographer 

do 


do. 

do  . 

do. 

do. 

Clerk... 

do. 

do. 

.....do. 

do. 

do. 

do. 

do. 

do  . 

do. 

do. 

do. 

.....do. 
.....do. 

do. 

, do. 

do. 

do. 

do, 

do 

do, 

do, 

do 

do 

do 

do 

......do 

do 

do 

do 

do 

do 

do 

do 

do 

do 

do 

do 

do 


Whence  appointed. 


Minnesota , 

Michigan 

Kentucky 

Indiana 

New  York 

Vermont 

Alabama 

Vermont 

Michigan 

Virginia 

New  York 

do 

Kansas 

District  of  Columbia. 

New  York 

do 

Arkansas 

Illinois 

New  York 

Michigan 

Georgia 

Maryland 

Missouri 

Louisiana 

North  Carolina 

District  of  Columbia. 

Connecticut 

Nebraska 

Oregon 

District  of  Columbia . 

Georgia 

New  Hampshire 


Per  month. 


Mississippi 

Virginia ■. 

District  of  Columbia. . 

West  Virginia 

Tennessee 

Illinois 

South  Carolina 

Florida 

Vermont 

Rhode  Island 

Kentucky 

Wisconsin 

Maine 

Massachusetts 

Indiana 

Ohio 

District  of  Columbia. . 

Colorado 

Massachusetts 

Pennsylvania 
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Per  day. 


Name. 

Office. 

Whence  appointed. 

Per  month. 

Jamos  Phillips 

Clerk 

North  Carolina 

Alabama 

District  of  Columbia.. 

Virginia 

$100.  00 
75  00 

Buford  A  Lynch       ..          ..     ..•       ... 

Junior  clerk 

Ervin  C.  Bowen         ..     .        ....... 

do 

75  00 

Diiiican  L. I^iclmiond        ..        ...... 

do 

75  03 

Harry  S.  Milstead        .... 

do 

75  00 

"William  T.  Brodhead 

New  York 

60.00 

John  H.  Clipper 

do 

Maryland 

60  00 

James  H.  Lewis 

....do  

District  of  Columbia. . 

60.00 

PERSONS  TEMPORARILY  EMPLOYED. 

Clerk 

100.00 

John  J.  Mc  Auliffe 

New  Hampshire 

100. 00 

William  R.  Mack 

60.00 

....do 

*2.50 

Victor  A.  Lewis 

....do 

*2.00 

James  S.  Fitzhugh 

Texas 

60.00 

Virginia 

40.00 

EDW.   A.    MOSELEY, 

Secretary. 
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CIRCULAR. 

March  12,  1889. 
To  all  carriers  subject  to  the  act  to  regulate  commerce  : 

The  amendment  to  the  act  to  regulate  commerce,  adopted  March  2, 
1889,  contains  the  following  provision  : 

Schedules  shall  be  plainly  printed  in  large  type  and  copies  for  the  use  of  the  public 
shall  be  posted  in  two  public  and  coDspicnons  places  in  every  depot,  station,  or  office 
of  such  carrier  where  passengers  or  freight,  respectively,  are  received  for  transporta- 
tion, in  such  form  that  they  shall  be  accessible  to  the  public  andean  be  conveniently 
inspected. 

The  Coraraission  may  determine  and  prescribe  the  form  in  which  the  schedules  re- 
quired by  this  section  to  be  kept  open  to  public  inspection  shall  be  prepared  and  ar- 
ranged, and  may  change  the  form  from  time  to  time  as  shall  be  found  expedient. 

Much  care  will  be  required  in  deciding  npon  a  general  form  of  sched- 
ules ;  possibly  various  forms  may  be  required  in  order  to  meet  the  dif- 
ferent conditions  of  business.  No  action  under  the  clause  last  quoted 
can  be  immediately  announced. 

The  posting  of  schedules  iu  two  public  and  conspicuous  places  is  now 
imperative,  and  is  a  substitution  for  the  former  provision  which  required 
such  schedules  to  ''  be  plainly  printed  in  large  type  of  at  least  the  size 
of  ordinary  pica,  and  copies  for  the  use  of  the  public  shall  be  kept  iu 
every  depot  and  station  upon  any  such  railroad,  in  such  places  and  in 
such  form  that  they  can  be  conveniently  inspected." 

This  change  in  the  law  requires  immediate  attention  on  the  part  of 
the  carriers.  The  Commission  suggests  that  one  at  least  of  the  places 
to  be  provided  in  each  depot,  station  or  oftice  should  be  a  standing  desk 
which  may  be  attached  to  the  w^all,  at  a  convenient  height,  at  slight  ex- 
pense, and  upon  which  the  tariffs  and  classifications  can  belaid  in  book 
form,  between  covers  arrange<l  for  additions  or  removals  from  time  to 
time  j  the  agent  in  charge  can  easily  keep  the  book  of  rates  abreast  with 
all  changes ;  he  should  add  new  tariffs  as  fast  as  issued,  and  also 
l)romptly  remove  such  as  are  canceled  or  superseded. 

Thomas  M.  Cooley, 
William  E.  Morrison, 
Augustus  Schoonmaker, 
Aldaoe  F.  Walker, 
Walter  L.  Bragg, 
Interstate  Commerce  Commissioners, 
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CIRCULAR. 

[Superseding  that  of  March  7,  1889.] 

March  23,  1889. 

The  attention  of  carriers  is  called  to  the  act  of  Congress  approved 
March  2,  1889,  entitled  ''An  act  to  amend  'An  act  to  regulate  com- 
merce.^" The  Interstate  Commerce  Commission  has  caused  the  inter- 
state commerce  law  as  thus  amended  to  be  printed  for  general  distribu- 
tion, and  will  furnish  copies  on  application  by  mail  or  otherwise. 

Section  6  of  the  act  as  it  now  stands  contains  the  following  provisions 
in  respect  to  joint  tariffs : 

No  advance  shall  be  made  in  joint  rates,  fares,  and  charges  shown  rpon  joint  tariffs, 
except  after  ten  days'  notice  to  the  Commission,  which  shall  plainly  state  the  changes 
proposed  to  be  made  in  the  schedule  then  in  force,  and  the  time  when  the  increased 
rate-,  fares,  or  charges  will  go  into  effect.  No  reduction  shall  be  made  in  joint  rates, 
fares,  and  charges,  except  after  three  days'  notice  to  be  given  to  the  Commission  as  is 
above  provided  in  the  case  of  an  advance  of  joint  rates.  The  Conunissiou  may  make 
public  such  proposed  advances,  or  such  reductions,  in  such  manner  as  may,  in  its 
judgment,  be  deemed  practicable,  and  may  prescribe  from  time  to  time  the  measure  of 
publicity  which  common  carriers  shall  give  to  advances  or  reductions  in  joint  tariffs. 

It  will  be  observed  that  an  advance  in  rates  shown  upon  joint  tariffs 
is  forbidden  "except  after  ten  days'  notice  to  the  Commission,"  and  a 
reduction  in  such  rates  is  also  forbidden  "except  after  three  days'  notice 
to  be  given  to  the  Commission."  The  time  in  each  case  is  to  be  com- 
puted from  the  day  when  the  notice  of  advance  or  reduction  reaches  the 
office  of  the  Commission  in  Washington. 

All  joint  tariffs  now  filed  in  the  office  of  the  Commission  will  be  under- 
stood as  remaining  in  force  until  due  notice  of  any  change  is  given. 
When  no  other  tariff'  is  filed  the  rates  on  traffic  carried  over  or  upon 
more  than  one  line  will  be  the  sum  of  the  local  rates  of  the  individual 
roads,  or  of  local  and  joint  rates,  as  the  case  may  be. 

The  Commission  has  made  order  that — 

All  advances  and  reductions  in  joint  rates,  fares,  and  charges  shown  upon  joint 
tariff  established  by  common  carriers  subject  to  the  provisions  of  the  act  to  regulate 
commerce  shall  be  made  public. 

Every  su«h  advance  or  reduction  shall  be  so  published  by  plainly  printing  the 
same  in  large  type,  two  coi)ies  of  which  shall  be  posted  for  the  use  of  the  public  in 
two  public  and  cons})icuous  places  in  every  depot,  station  or  office  of  such  carrier 
where  passengers  or  freight,  respectively,  are  received  for  transportation  under  such 
schedules,  in  such  form  that  they  shall  be  accessible  to  the  public  and  can  be  con- 
veniently inspected.  Such  schedules  shall  be  so  posted  ten  days  prior  to  the  taking 
effect  of  any  such  advance  and  three  days  prior  to  the  taking  effect  of  any  such  re- 
duction in  joint  rates,  fares,  a'ud  chargies. 

121 


122      REPORT    OF    THE    INTERSTATE    COMMERCE    COMMISSION. 
The  amendment  to  tbe  act  further  provides  as  follows : 

It  shall  be  unlawful  for  any  common  carrier,  party  to  any  joint  tariff,  to  charge, 
demand,  collect,  or  receive  from  any  person  or  persons  a  greater  or  less  compensation 
for  the  transportation  of  persons  or  property,  or  for  any  services  in  connection  there- 
with, between  any  points  as  to  which  a  joint  rate,  fare,  or  charge  is  named  thereon 
than  is  specified  in  the  schedule  filed  with  the  Commission  in  force  at  the  time. 

It  is  therefore  now  a  criminal  offense  for  any  carrier,  party  to  a  joint 
tariff,  to  participate  in  the  reception  of  compensation  above  or  below 
the  established  rate. 

Anotlier  provision  of  the  act  as  amended  requires  the  Commission  to 
execute  and  enforce  the  provisions  of  the  act,  and  makes  it  the  duty  of 
any  district  attorney  of  the  United  States,  upon  the  request  of  the 
Commission,  to  institute  and  prosecute  all  necessary  proceedings  for 
that  purpose. 

The  rule  heretofore  existing  which  requires  ten  days'  public  notice  of 
any  advance  in  the  rates  established  by  individual  carriers  is  enlarged 
by  adding  the  following  provision  : 

Reductions  in  such  published  rates,  fares,  or  charges  shall  only  be  made  after  three 
days'  previous  public  notice,  to  be  given  in  the  same  manner  that  notice  of  an  ad- 
vance in  rates  must  be  given. 

It  will  be  seen  that  joint  tariffs  and  individual  tariffs  are  now  under 
substantially  the  same  rules.  Neither  can  be  reduced  without  three 
days'  public  notice,  or  advanced  without  ten  days'  public  notice ;  and 
the  Commission  must  also  be  notified  of  all  contemplated  changes  j  in- 
dividual and  joint  tariffs  alike  must  be  observed  in  their  integrity. 

In  reference  to  the  application  of  these  provisions  of  the  law  to  export 
traffic,  the  Commission  understands  tbat  tariffs  now  on  file  in  its  office, 
established  by  carriers  accepting  merchandise  billed  or  intended  for  ex- 
port by  sea,  are  made  in  compliance  with  its  order  of  the  date  of  March 
8,  1888,  and  whether  they  be  individual  or  joint  tariffs  the  requirement 
of  notice  of  any  change  therein  is  the  same  as  in  the  case  of  other  tariff's. 
Imported  traffic  transported  to  any  place  in  the  United  States  from  a 
port  of  entry  or  place  of  reception,  whether  in  this  country  or  in  an  ad- 
jacent  foreign  country,  is  required  to  be  taken  on  the  inland  tariff  gov- 
erning other  freights. 

By  order  of  the  Commission. 

Edw.  a.  Moseley, 

Secretary. 
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STATEMENT  OF  POINTS  DECIDED  BY  THE  COMMISSION  DURING 
THE  YEAR  ENDING  NOVEMBER  30.  1889. 

In  the  Matter  of  Passenger  Tariffs  and  Eate  Wars. 

Keduction  of  passenger  rates  without  consent  of  connecting  lines 
over  which  tickets  are  sold,  and  without  filing  schedules  thereof 
with  the  Commission,  held  to  be  iu  violation  of  section  6  of  the 
act  to  regulate  commerce. 

A  passenger  rate  war  iu  which  rates  were  repeatedly  reduced  by 
several  competing  lines  to  an  exceedingly  low  basis  on  a  particu- 
lar class  of  traffic,  without  any  filing  of  tariff's,  was  contrary  to 
the  requirements  of  law,  as  well  as  against  the  true  interest  of 
each  party  thereto. 

Eeductions  in  competitive  passenger  rates  can  not  legally  be  made 
without  at  the  same  time  reducing  intermediate  rates,  as  required 
by  the  fourth  section  of  the  act. 

No  necessity  or  compulsion  is  created  by  a  war  of  rates  which  justi- 
fies disobedience  of  the  statute. 

The  employment  of  ticket  brokers  and  scalpers  for  the  sale  of  rail- 
road tickets  placed  iu  their  hands,  to  be  disposed  of  at  reduced 
rates  under  the  pretense  of  paying  commissions  thereon,  held 
illegal. 

Rates  lower  than  the  established  tariff  are  prohibited  by  law. 

Rates  obtained  from  ticket  brokers  lower  than  those  offered  at  the 
regular  offices  of  the  company  effect  unjust  discrimination. 

The  business  of  ticket  brokers  and  scalpers  investigated  and  de- 
scribed. 

Existing  methods  respecting  excursion  and  mileage  tickets  considered 
and  found  to  lead  to  various  abuses. 

Recommendations  made  for  amendment  of  the  law. 

William  P.  Rend  v.  The  Chicago  and  North-Western  Railway  Company. 

Group  rates  may  be  properly  made  from  a  large  number  of  mines 
composing  a  coal  mining  district  extending  across  the  State  of 
Illinois,  to  points  in  western  Wisconsin,  Minnesota  and  Dakota, 
the  distance  from  each  part  of  the  group  by  some  route  being 
substantially  a  fair  equivalent  of  the  distance  from  other  parts, 
and  the  commercial  necessities  being  substantially  the  same  for 
all. 
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The  group  rate  so  established  is  properly  extended  to  coal  shipped  to 
the  same  territory  locally  from  Chicago,  no  lower  rate  being  pos- 
sible on  account  of  the  operation  of  the  fourth  section  of  the  act, 
some  of  the  lines  passing  through  the  mining  district  en  route 
from  Chicago  to  the  points  of  distribution. 

Through  rates  by  way  of  Chicago  to  the  same  territory  from  mines  in 
the  eastern  part  of  the  group  are  necessarily  made  the  same  with 
the  group  rates  established  on  other  routes  from  the  same  vicin- 
ity, and  their  discontinuance  would  simply  leave  the  market  open 
to  the  product  of  other  Illinois  mines  at  the  same  transportation 
charge. 

Under  the  exceptional  circumstances  requiring  such  through  rates, 
shippers  locally  from  Chicago  of  Ohio  and  Pennsylvania  coal 
can  not  justly  insist  upon  rates  no  higher  than  the  division  of  such 
through  rate  which  appertains  to  the  lines  running  northwest 
from  that  city,  the  circumstances  under  which  the  through  rate 
is  made  being  such  that  it  can  not  be  differently  adjusted. 

The  question  of  relative  injustice  must  be  viewed  upon  broader 
grounds  than  a  mere  balancing  of  one  rate  against  another.  A 
reduction  which  will  throw  into  confusion  an  adjustment  of  rates 
over  a  large  section  of  country  which  are  not  claimed  to  be  un- 
reasonable of  themselves,  should  not  be  required  without  a  clear 
right  thereto  exists  under  some  direct  provision  of  the  law. 

A  reduction  of  the  rates  on  local  shipments  from  Chicago  to  the  pro- 
portion received  by  the  northwestern  lines  upon  the  division  of 
the  through  rates  aforesaid  would  involve  either  a  general  re- 
duction from  the  entire  group  under  the  short-haul  clause  of  the 
law,  or  an  abandonment  by  defendant  of  the  through  rates  in 
question,  neither  of  which  would  benefit  complainant,  while  both 
would  do  great  injury  to  all  other  interests.  Cinder  such  circum- 
stances the  preference  is  not  undue  nor  is  the  advantage  com- 
plained of  unreasonable. 

The  Chamber  of  Commerce  of  the  City  of  Milwaukee  v.  The  Flint  and 
Pere  Marquette  Railroad  Company  and  the  Detroit,  Grand  Haven  & 
Milwaukee  Railway  Company. 

1.  The  rate  of  30.J  cents  per  100  pounds  on  wheat,  flour,  and  mill  stuffs 

from  Minneapolis  via  Milwaukee  to  New  York  and  common  bill- 
ing points,  established  by  the  defendants  and  their  connecting 
lines,  February  1,  1888,  was  a  through  rate. 

2.  The  percentage  amounting  to  25  cents  per  100  pounds  received  by 

the  defendants  and  their  connecting  lines  east  of  Milwaukee  as 
their  proportion  of  this  through  rate  on  shipments  from  Minne- 
apolis and  points  west  of  Milwaukee  and  between  Milwaukee  and 
Minneapolis,  while  the  defendants  cnarge  25J  cents  per  100 
pounds  on  the  same  class  of  freight  originating  at  Milwaukee  and 
transported  over  their  lines  and  connecting  lines  to  eastern 
points,  was  not  an  unjust  discrimination  against  Milwaukee, nor 
did  it  injure  the  business  of  Milwaukee,  nor  was  it  a  violation  of 
the  act  to  regulate  commerce,  approved  February  4,  1887. 

3.  A  rate  is  none  the  less  a  through  rate  when  freight  is  shipped  upon 

a  through  bill  of  lading  from  the  point  of  origin  to  destination, 
accompanied  by  a  way-bill  showing  the  route  over  which  it  is  to 
pass,  with  the  percentages  of  all  the  other  lines  set  forth  on  the 
way-bill,  because  the  initial  carrier  charges  its  local  rate  as  part 
of  the  total  rate  and  the  remaining  lines  charge  an  agreed  rate 
made  by  percentages. 
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4.  When  a  conibiiKHl    rate,  evideimed   by  a  thr()u<;h  bill  of  ladin^^ 

li'oni  the  i)()iiit  ot'ori<»iii  to  destination,  has  every  substantial  con- 
stituent of  a  tiirou.i;h  rate,  it  is  not  necessary  that  it  should  be 
formally  "quoted"  by  one  of  the  carriers  to  another  who  is  en- 
gaged in  the  making  of  it,  in  order  to  constitute  it  a  through  rate. 
Names  are  nothing  in  such  a  transaction ;  the  hivv  looks  at  the 
elements  and  substance  of  the  transaction  itself. 

5.  Through  rates,  as  such,  discussed  and  defined. 

C.  Through  rates,  like  any  other  agreements  that  parties  competent 
to  contract  may  make,  admit  of  very  great  variety  in  the  forms 
they  assume ;  and  such  rates,  when  reasonable  and  fiiirly  adjusted 
in  their  relations  to  local  business,  are  greatly  favored  in  the  law 
because  they  furnish  cheapened  rates  and  greater  facilities  to  the 
public,  while  at  the  same  time  they  give  increased  employment 
and  earnings  to  a  larger  number  of  carriers. 

7.  The  difference  between  proportions  of  through   rates  along  the 

same  lines  should  be  fairly  reasonable  in  amount  and  i:)roperly 
guarded  in  their  application,  and  not  such  as  to  injure  or  suppress 
business  in  one  locality  in  order  that  it  may  be  stimulated,  and 
built  up  in  another. 

8.  Where  a  rate  is  in  itself  a  through  rate  and  made  up  of  percent- 

ages to  an  intermediate  point  on  a  long  haul,  the  circumstances 
and  conditions  of  transportation  must  be  rarely  exceptional  in- 
deed to  be  of  such  controlling  force  as  to  warrant  any  consider- 
able excess  of  such  a  rate  in  amount  over  a  percentage  of  a 
through  rate  for  an  equal  distance  along  the  same  line  by  way  of 
the  same  point  to  a  mote  distant  i)oint. 

9.  Milling  in  transit  rates  as  part  of  a  through  rate  in  this  case  dis- 

cussed. 

Mil  ton  L.Myers,  survivor  of  Hostetter  &  Company,  v.  The  Pennsylvania 
Company,  operating  the  Pittsburgh,  Fort  Wayne  and  Chicago  Rail- 
way; the  Baltimore  and  Ohio  Railroad  Company;  the  Lake  Shore  and 
Michigan  Southern  Railway  Companj^;  the  Pittsburgh  and  Lake  Erie 
Railroad  Company;  the  New  York  Central  and  Hudson  River  Rail- 
road Company;  the  Allegheny  Valley  Railroad  Company;  and  the 
Pennsylvania  Railroad  Comr)auy. 

Hostetter\s  Stomach  Bitters,  prior  to  the  act  to  regulate  commerce, 
were  shipped  under  the  Middle  and  Western  States  Classification 
in  the  third  class  in  less  than  car-loads,  and  in  the  fourth  class 
in  car-loads. 

Bitters  generally  in  that  classification  were  classed  in  first  class  in 
less  than  car-loads,  but  were  also  put  in  the  third  class,  with  the 
specification  "Manufacturer's  Account,  released  by  shipper,'^ 
under  which  these  bitters  were  shipped.  No  other  article,  ex- 
cept wine,  was  so  classified  and  shipped. 

After  the  act  to  regulate  commerce,  the  Official  Trunk-Line  Classifi- 
cation superseded  the  former  classification,  and  bitters  were 
classified  in  first  class,  with  other  liquids  similar  in  character, 
marketable  value  and  manner  of  shipment.  The  class  rates 
under  the  Official  Classification  are  lower  than  under  the  one  pre- 
viously used. 

In  October,  1888,  by  a  change  in  the  Official  Classification,  bitters  in 
car-loads  were  placed  in  third  class. 

On  complaint  for  unjust  and  unreasonable  rates,  Held^  that  a  former 
special  and  preferred  rate  is  not  a  fair  test  of  the  reasonableness 
of  a  present  rate. 
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The  proper  classification  of  an  article  is  to  be  judged  relatively  by  the 
classification  of  other  articles  similar  iu  character,  quality,  and 
conditions  of  transportation. 

The  rate  on  bitters  as  at  present  classified,  compared  with  analogous 
articles,  is  not  so  unreasonable  as  to  demand  a  change  of  the  classi- 
fication of  that  particular  article.  The  propriety  and  extent  of  a 
change  can  more  appropriately  be  acted  upon  in  connection  with 
other  articles,  in  a  general  revision  of  the  classification. 
• 
L.  Lippman  &  Co.,  v.  The  Illinois  Central  Eailroad  Company. 

A  railroad  company-  is  under  special  obligation  togi-e  reasonable 
rates  for  its  local  business,  but  there  are  many  influences  which 
may  affect  through  rates  while  not  bearing  upon  local  rates  at  all, 
or,  if  at  all,  in  less  degree. 

Through  rates  are  not  necessarily  illegal  which  when  divided  between 
carriers  give  them  less  tlian  their  local  rates,  provided  that  the 
through  rate  itself  is  not'  less  than  some  one  of  the  locals,  or  un- 
justly discriminating  against  individuals  or  localities,  or  so  low 
as  to  burden  other  business  with  part  of  the  cost  of  the  business 
upon  which  it  is  imposed. 

In  the  Matter  of  the  Petition  of  the  Produce  Exchange  of  Toledo. 

1.  After  a  complaint  upon  elaborate  pleadings  and  proofs  has  been 

heard  and  determined  by  the  Commission,  and  no  party  to  the 
proceeding  has  applied  for  a  rehearing,  an  application  for  a  re- 
hearing made  by  others  who  were  not  parties  to  the  proceeding 
will  not  be  granted. 

2.  In  such  a  case,  if  upon  a  new  or  different  complaint  it  should  ap- 

pear that  any  conclusion  of  the  Commission  in  the  case  so  de- 
cided has  been  erroneous,  the  Commission  would  feel  it  to  be  a 
duty  to  correct  such  conclusion. 

3.  Where  relative  rates  are  the  same  at  points  not  far  distant  from 

each  other  on  the  same  system  of  railroads,  it  is  the  practice  of 
the  Commission  in  determining  the  reasonableness  of  rates  upon 
a  complaint  made  at  one  of  these  points  to  consider  the  bearings 
and  relative  equality  of  rates  at  all  of  the  points  so  situated, 
before  ordering  a  change  at  any  one  of  them  in  order  to  avoid 
preference  to  one  and  prejudice  to  another. 

The  Michigan  Congress-Water  Company  v.  The  Chicago  and  Grand 
Trunk  Railway  Company. 

1.  Where  a  complaint  is  made  against  the  reasonableness  of  through 

rates  agreed  upon  by  several  connecting  lines,  it  is  necessary  to 
make  all  such  connecting  lines  parties  defendant.  Citing  and 
affirming  the  rule  laid  down  on  this  subject  in  1  I.  C.  C.  Eep., 
199;  1 1.  C.  C.  Eep  ,  237 ;  1  I.  C.  C.  Eep.,  490. 

2.  Unauthorized  declarations  of  a  depot  agent,  implying  that  a  tank- 

car,  which  has  just  returned  from  one  long  journey,  is  in  a  safe 
condition  to  be  loaded  and  started  on  another  long  run,  are  not 
binding  upon  the  railway  company. 

3.  After  a  freight  tank-car  has  just  returned  from  onelong  journey  it  is 

the  duty  of  the  carrier,  before  permitting  it  to  start  out  loaded  on 
another  distant  run,  in  which  the  lives  and  safety  of  brakemen, 
trainmen,  and  the  property  of  the  shipper  will  be  involved,  to  have 
such  car  carefully  inspected  by  a  competent  inspector,  in  order  to 
ascertain  whether  it  is  in  a  safe  condition  for  sucU  service. 
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4.  On  all  the  facts  in  this  case,  Held — 

(1)  That  the  tank-car  of  coniphiinant  when  loaded  was  not  in  a 
safe  condition  to  be  transported  by  the  defendant  in  April,  1888, 
and  that  it  was  not  the  duty  oT  defendant  to  transport  it  at  that 
time;  but  it  was  the  duty  of  complainant  to  have  it  repaired 
before  insisting  upon  its  being  transj^orted  by  the  defendant. 

(2)  That  neither  the  defendant  nor  any  of  its  officers  and 
agents  have  been  engaged,  as  complained,  in  combinations  with 
connecting  lines,  or  other  parties,  to  prevent  complainant  from 
obtaining  reasonable  rates  and  facilities  for  the  transportation 
of  its  mineral  water,  or  to  give  other  mineral  waters  a  preference 
in  rates  and  facilities  ov^er  those  accorded  to  complainant. 

(3)  That  defendant's  officials  and  agents  have  not  acted  in  a 
malevolent  spirit  toward  complainant  in  throwing  obstructions 
in  the  way  of  its  transporting  mineral  water  over  defendant's 
line  and  its  connecting  lines. 

T.  M.  C.  Logan,  F.  D.  Babcock,  and  E.  M.  Parsons,  executive  commit- 
tee of  the  Northwestern  Iowa  Grain  and  Stock  Shippers'  Associa- 
tion V,  Chicago  and  North- Western  Eailway  Company. 

1.  The  service  may  be  rendered  under  such  dissimilar  circumstances  as 

to  make  it  lawful  to  charge  more  for  the  same  distance  on  one  line 
or  branch  than  on  another  line  or  branch  of  the  same  road. 

2.  A  departure  from  the  rule  of  equal  mileage  rates  as  applied  to  the 

several  branches  of  the  road  is  not  conclusive  that  such  rates  are 
unlawful,  but  the  burden  is  on  the  company  making  such  depart- 
ure to  show  its  rates  to  be  reasonable  when  disputed. 

3.  A  railroad  company  while  long  maintaining  a  rate  without  the 

presence  of  competition  on  other  than  equal  terms  is  making 
evidence  that  such  rate  is  not  too  low. 

4.  The  Chicago  and  North- Western  Railway  Company  has  two  routes 

or  lines  between  Chicago  and  Sioux  City,  formed  by  its  main  line 
and  different  branch  lines,  and  a  greater  charge  for  a  shorter  than 
for  a  longer  distance  in  the  same  direction,  the  shorter  being  in- 
cluded in  the  longer  distance,  on  either  of  said  routes  or  lines  is 
unlawful  under  the  fourth  section  of  the  act  to  regulate  com- 
merce. 

5.  Two  of  the  south  branch  lines  of  said  railway  company  are  crossed 

by  the  main  line  of  the  Chicago,  Milwaukee  and  St.  Paul  Rail- 
way Company.  From  points  on  these  branch  lines  the  North- 
Western  Company  comes  in  competition  with  the  St.  Paul  Com- 
pany, from  its  main  line  points.  Held,  that  the  charges  on  these 
branches  do  not  establish  a  standard  of  reasonable  rates  for  like 
distances  from  points  on  a  north  branch  of  the  same  company, 
where  no  such  competition  exists. 

6.  Said  railway  company  had  in  force  from  Nebraska  points  to  Turner, 

111.,  a  tariff  sheet  directing  corn  destined  to  the  sea-board  to  be 
billed  from  such  Nebraska  points  to  Turner  at  different  rates 
when  destined  to  diff'erent  sea -board  points.  The  corn  was  carried 
from  Nebraska  to  Chicago,  where  the  rebilling  and  transferring 
was  done.  No  shipments  could  be  made  under  this  tariff' from 
Iowa  points.  Held,  that,  as  billed,  the  shipment  was  to  Turner; 
that  by  billing  at  different  rates  to  Turner  an  illegal  preference 
was  given,  and  that  Iowa  grain-growers  were  subjected  to  un- 
reasonable disadvantage  in  marketing  corn. 


128      REPORT    OF    THE    INTERSTATE    COMMERCE    COMMISSION. 

The  Imperial  Coal  GompaDy  and  Andrews,  Hitchcock  &  Company  v. 
The  Pittsburgh  and  Lake  Erie  Railroad  Company  and  1  he  New  York 
Lake  Erie  and  Western  Railroad  Company,  as  lessee  of  the  New  York, 
Pennsylvania  and  Ohio  Railroad. 

A  group  rate  for  a  particular  district  upon  a  commodity  for  which  a 
large  demand  exists,  and  intended  to  place  producers  in  the  dis- 
trict upon  an  equality  among  themselves  and  with  producers  of 
the  same  commodity  from  other  districts,  all  competing  in  a  com- 
mon market,  is  not  unlawful  merely  on  account  of  differences  in  * 
the  geographical  location  of  different  producers  and  their  respect- 
ive distances  from  the  market. 

Actual  undue  prejudice  or  damage  of  which  the  rate  is  the  cause 
must  result  to  the  more  favorably  situated  producers  to  render  a 
group  rate  unlawful. 

In  determining  the  question  of  undue  prejudice  from  a  rate,  distance  . 
is  only  one  of  the  factors,  and  other  material  facts,  such  as  char- 
acter and  quality  of  the  commodity,  cost  of  production,  extent 
and  hature  of  the  competition  in  the  business  itself  and  by  other 
transportation  lines,  and  the  interests  of  the  public  in  the  use  of 
the  commodity  and  its  market  cost,  are  to  be  considered. 

A  rate  of  90  cents  a  ton  on  coal  shipped  to  Lake  Erie  for  a  district 
covering  a  radius  of  40  miles  around  Pittsburgh,  Pa.,  embrac- 
ing a  large  number  of  mines  of  substantially  like  cost  of  pro- 
duction and  like  character  of  coal,  has  prevailed  since  the  act 
to  regulate  commerce  took  effect.  The  coal  from  the  different 
mines  is  in  competition  at  Lake  Erie,  and  is  transported  over 
several  different  and  competing  lines  of  railroad,  all  carrying  at 
the  same  rate.  The  coal  from  the  district  is  also  in  competition 
with  similar  coal  from  the  Hocking  Valley  district  in  Ohio,  and 
from  other  districts.  The  complainant's  mines  are  near  the  cen- 
ter of  the  district  and  some  mines  in  competition  with  them  are 
at  a  greater  distance  from  the  lake,  varying  from  20  miles  to  43 
miles.  On  all  the  facts  of  the  case,  Jield,  that  the  rate  in  itself 
not  being  unreasonable  it  does  not  appear  that  it  subjects  the 
complainants  to  undue  prejudice,  or  that  it  gives  an  unreasona-  j 
ble  preference  to  the  more  distant  mines.  ^ 

The  question  of  a  greater  charge  in  the  aggregate  for  a  shorter  than 
for  a  longer  distance  over  the  same  line  in  the  same  direction  is 
not  to  be  determined  by  the  proportion  allotted  to  different  roads 
on  the  line,  but  by  the  rate  as  an  entirety. 

In  the  Matter  of  Joint  Water  and  Rail  Lines.  ■ 

The  act  to  regulate  commerce  does  not  empower  the  Commission  to 
compel  railroad  companies  to  enter  into  joint  arrangements  with 
carriers  by  water  for  through  carriage  at  through  rates. 

The  fact  that  a  railroad  company  makes  such  joint  arrangements  for 
one  of  its  branch  roads  will  not  charge  it  with  unjust  discrimina- 
tion for  refusing  to  make  identical  arrangements  on  other  parts 
of  its  system  when  it  appears  that  from  such  other  parts  of  its 
system  it  actually  makes  through  arrangements  by  a  more  direct 
route  and  at  the  same  rates  which  are  presumptive  of  equal  con- 
venience to  shippers. 
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Id  the  Matter  of  Passenger  Tariffs. 

Methods  i^eiierall}'  adopted  by  carriers  in  the  preparation  and  publi- 
cation of  rate  sheets,  if  in  substantial  compliance  with  the  law, 
and  sufficient  for  the  purposes  of  i)ublic  information,  while  not 
necessarily  to  be  accepted  by  the  Commission  as  a  stainlard,  may 
be  acquiesced  in  until  a  better  mode  can  be  substituted. 

When  there  is  no  joint  rate  in  effect  from  a  station  on  the  line  of  one 
carrier  to  a  station  on  another  carrier's  line,  to  which  a  ticket  is 
applied  for,  it  is  competent  to  name  a  through  rate  made  up  of 
the  sums  of  rates  prevailing  on  the  several  roads  or  parts  of  roads 
made  use  of  in  the  journey  :  using  for  such  a  through  rate  local 
rates,  where  there  are  no  joint  rates  in  effect,  and  joint  rates  in 
combination  with  locals  where  they  are  in  eliect  for  any  part  of 
the  distance.  When  no  joint  rates  are  announced,  it  is  under- 
stood that  the  local  rates  are  employed  in  arriving  at  the  through 
rate. 

New  individual  or  joint  passenger  tariffs  must  be  posted  at  stations 
to  which  they  apply,  and  tickets  can  legally  be  sold  on  combina- 
tions of  initial  or  terminal  locals  therewith. 

Mileage,  excursion  or  commutation  passenger  tickets  must  be  offered 
impartially  to  all  who  accept  the  conditions  oa  which  they  are 
issued,  and  the  rates  at  which  they  are  sold  must  be  published. 
The  general  requirements  of  the  act  to  regulate  commerce  as 
amended,  are  as  applicable  to  these  classes  of  tickets  as  to  any 
others. 

Party  rates,  and  passenger  car-load  rates  lower  than  contemporaneous 
rates  for  single  passengers  constitute  discrimination  between 
persons  entitled  to  transportation  at  equal  rates,  and  are  there- 
fore illegal. 

The  Little  Rock  and  Memphis  Railroad  Company  v.  The  East  Tennes- 
see, Virginia  and  Georgia  Railroad  Company  and  the  St.  Louis,  Iron 
Mountain  and  Southern  Railway  Company. 

English  legislation  and  the  procedure  thereunder,  in  respect  to  api>li- 
cations  by  carriers  to  be  admitted  to  through  routes  and  to  ])ar- 
ticipate  in  through  rates,  stated ;  and  principles  then  applied 
explained. 

The  act  to  regulate  commerce  was  probably  intended  to  eff'ect  similar 
results,  but  in  its  present  form  and  in  the  absence  of  the  neces- 
sary machinery,  it  is  not  adequate  to  afford  the  relief  prayed  iu  the 
petition. 

Recommendations  of  Second  Annual  Report  for  amendment  of  section 
3  renewed. 

Kentucky  and  Indiana  Bridge  Company  v.  Louisville  and  Nashville 
Railroad  Company  (2  I.  0.  C.  Rep.,  162)  referred  to  and  explained. 

Jn  the  Matter  of  the  Tariffs  and  Classifications  of  the  Atlanta  and  West 
Point  Railroad  Company  and  other  companies. 

Investigation  by  the  Commission,  on  its  own  motion,  concerning 
course  pursued  by  certain  carriers  in  respect  to  compliance  with 
the  i)rovisions  of  the  act  to  regulate  commerce. 

Results  as  ascertained  stated,  and  recommendations  made  for  further 
advances  iu  the  direction  of  conformity  to  the  law, 
H.  Mis.  50 9 
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Short-haul  clause,  principles  giving  application  of  as  heretofore  au-    ■: 
nouuced  by  Commission,  and  again  afBrmed,  aud  applied. 

Forms  of  tariffs  aud  classifications  in  use  criticised  and  requirements 
of  statute  stated  in  respect  thereto. 

Rice,  Robinson  and  Witherop  v.  The  Western  New  York  and  Pennsyl- 
vania Railroad  Company. 

After  a  case  has  been  decided,  a  petition  to  open  it  for  further  testi- 
mony and  a  rehearing  should  be  verified,  aud  should  indicate  the 
nature  of  the  new  testimony  and  its  x)»rpose. 

When  a  question  of  general  public  interest  is  involved,  the  Commis- 
sion, in  its  own  discretion,  and  in  furtherance  of  justice,  may  open 
a  case  to  give  parties  the  benefit  of  a  more  extended  investiga- 
tion of  the  same  subject-matter  in  other  pending  cases. 

In  the  Matter  of  the  Investigation  of  the  Acts  and  Doings  of  the  Grand 
Trunk  Railway  Company  of  Canada  in  the  Transportation  of  Traffic 
from  the  United  States  into  Canada. 

The  provisions  of  the  act  to  regulate  commerce  apply  to  foreign  as  well 
as  domestic  common  carriers  engaged  in  the  transportation  of 
passengers  or  property,  for  a  continuous  carriage  or  shipment, 
from  a  place  in  the  United  States  to  a  place  in  an  adjacent 
foreign  countr3^ 

The  common  carriers  engaged  in  such  transportation  are  subject  to 
the  provisions  of  the  act  in  respect  to  the  printing  of  schedules 
of  rates,  fares  and  charges  for  the  traffic  they  carry,  tlie  posting 
and  filing  with  the  Interstate  Commerce  Commission  of  copies  of 
such  schedules,  the  notice  of  advances  and  reductions,  and  the 
maintenance  of  the  rates,  fares  and  charges  established  and  pub- 
lished and  in  force  at  the  time. 

Such  common  carriers  are  also  subject  to  the  provisions  of  the  act  in 
respect  to  joint  tariffs  of  rates,  fares  and  charges  for  continuous 
lines  or  routes. 

The  carriage  of  freights  can  not  be  prevented  from  being  treated  as 
one  continuous  carriage  from  the  place  of  shij)ment  to  the  i)lace 
of  destination  by  any  means  or  devices  intended  to  evade  any  of 
the  provisions  of  the  act. 

Under  the  provisions  of  the  act  the  Grand  Trunk  Railway  of  Canada 
is  required  to  print,  post  and  file  its  scliedules  of  rates  and 
charges  for  the  transportation  of  property  from  points  in  the 
United  States  to  points  in  Canada,  and  can  not  lawfully  (;harge, 
demand,  collect,  or  receive  from  any  person  or  persons  a  greater 
or  less  compensation  therefor,  or  for  any  services  in  connection 
therewith,  than  is  specified  in  such  published  schedule  as  may 
at  the  time  be  in  force. 

Upon  an  investigation  by  the  Commission  it  appeared  that  the  Grand 
Trunk  Railway  Company  of  Canada  trans])orts  coal  and  coke 
under  a  schedule  specifying  a  total  rate  from  Buffalo,  Black 
Rock,  and  Suspension  Bridge,  in  the  United  States,  to  Hamilton, 
Dundas,  and  several  other  points  in  Canada,  and  that  the  pub- 
lished tariff"  rate  for  such  transportation  from  points  named  to 
Hamilton  and  Dundas  is  $1  a  ton,  but  that  it  accepts  a  reduced 
charge  or  allows  a  rebate  of  25  cents  a  ton  in  favor  of  certain 
'  consignees  at  Hamilton,  Dundas,  and  other  points  in  Canada. 
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leld,  tliat  the  reduced  clijirjj^e  lujeepted,  or  rebate  allowed,  is  in  viola- 
tion of  the  act  to  re<>ulate  coimnerce  tind  unlawful. 

The  Interstate  Conunerce  Connnission  has  autiiority  to  institute  in- 
vestigations and  to  deal  with  violations  of  the  law  indei)endently 
of  a  formal  coniphiint,  or  of  direct  damage  to  a  complainant. 

William  H.  Heard  v.  The  Georgia  Eailroad  Company.    . 

1.  It  is  a  lawful  duty  that  a  carrier,  like  the  defendant,  owes  to  the 

traveling  public  in  carrying  out  its  rule  of  furnishing  separate 
cars  to  svhite  and  colored  passengers  on  its  line  engaged  in  inter- 
state travel,  to  make  them  equal  in  comforts,  accommodation 
and  equipment  without  any  discrimination. 

2.  It  is  a  lawful  duty  which  a  carrier,  like  the  defendant,  owes  to  the 

traveling  i)ublic  engaged  in  interstate  travel  over  its  line,  to 
afford  the  equal  protection  of  the  law  alike  to  all  such  passengers 
without  regard  to  race,  color,  or  sex,  against  undue  prejudice  and 
disadvantage  from  disorderly  conduct  on  the  part  of  other  pas- 
sengers or  persons. 

3.  On  the  facts  in  this  proceeding,  held^  that  the  defendant  violated 

the  law  in  each  of  the  foregoing  respects  as  against  petitioner. 

iitnam  P.  Bishop  v.  H.  R.  Duval,  receiver  of  the  Florida  Railway  and 
Navigation  Company. 

imes  A.  Harris  v.  H.  R.  Duval,  receiver  of  the  Florida  Railway  and 
Navigation  Company,  and  other  carriers. 

When,  pending  a  proceeding  begun  to  test  the  reasonableness  of  rates, 
the  rates  are  reduced  aud  made  satisfactory  to  the  complainants 
the  Commission  will  not  consider  the  question  whether  the  rates 
before  reduction  were  or  were  not  excessive;  that  question  hav- 
ing by  the  reduction  made  become  purely  abstract  aud  specu- 
lative. 

The  question  whether  rates  paid  ought  toberefundid  having  been 
l)resented  to  a  judicial  tribuual,  where  it  is  now  pendiug,  the 
Commission  will  not  take  cognizance  of  it. 

[ilton  L.  Myers,  survivor  of  Hostetter  &  Company  v.  The  Pennsyl- 
vania Company,  operating  the  Pittsburgh,  Fort  Wayne  aud  Chicago 
Railway,  the  Baltimore  and  Ohio  Railroad  Comi)any,  the  Lake 
Shore  and  Michigan  Southern  Railway  Company,  the  Pittsburgh 
and  Lake  Erie  Railroad  Company,  the  New  York  Central  and  Hud- 
son River  Railroad  Company,  the  Allegheny  Valley  Railroad  Com- 
pany, and  the  Pennsylvania  Railroad  Company. 

A  petition  to  re-open  a  case  that  has  been  decided,  and  for  a  rehear- 
ing, should  show  prima  facie  that  some  material  testimony  has 
been  overlooked  or  misapprehended,  or  some  error  in  the  findings 
of  fact  or  conclusions  of  law. 

When  the  application  is  insufficient  in  these  respects,  and  only  asks 
for  a  rediscussion  of  the  facts  and  law  already  considered,  with 
no  offer  of  new  evi<lence  that  can  change  the  result,  the  applica- 
tion will  be  denied. 
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The  New  York  Produce  Exchange  v.  The  New  York  Central  and  Hud- 
son liiver  Railroad  Company,  the  Michigan  Central  liailroad  Coui- 
|)an;> ,  the  Lake  Shore  and  Michigan  Southern  Kail  way  Company,  the 
Chicago  and  Grand  Trunk  Kail  way  Company,  the  Great  Western 
Railway  Company  of  Canada,  the  New  York,  Lake  Erie  and  Western 
Railroad  Company,  the  Chicasro  and  Atlantic  Railway  Company,  the 
New  York,  Pennsylvania  and  Ohio  Railroad  Company,  the  New  York, 
Chicago  and  St.  Louis  Railroad  Company,  the  West  Shore  Railroad 
Company,  the  Delaware,  Lackawanna  and  Western  Railroad  Com- 
pany, the  Grand  Trunk  Railway  Company  of  Canada,  the  Pittsburgh, 
Fort  Wayne  and  Chicago  Railway  Company,  the  Pennsylvania  Rail- 
road Company,  the  Pittsburgh,  Cincinnati  and  St.  Louis  Railway 
Company,  the  Wabash  Western  Railway  Company,  the  Baltimore  and 
Ohio  Railroad  Company,  the  Philadelphia  and  Reading  Railroad  Com- 
pany, and  the  Central  Railroad  Company  of  New  Jersey. 

From  November  4,  1887,  to  February  20,  1888,  the  Trunk  Lines,  so 
called,  under  resolutions  of  their  Association,  made  through  ex- 
port rates  of  which  the  inland  proportion  accepted  by  tbem  was, 
at  the  port  of  New  York,  often  lOcentsor  more  per  hundred  pounds 
less  on  like  traffic  than  the  published  tariff  rates  charged  at  the 
same  time  to  the  same  port. 

Held,  that  the  discrepancy  between  the  proportion  of  the  through  rate 
accepted  and  the  established  tariffs  forsea-board  consignments  for 
the  same  inland  carriage  is  not  shown  to  have  been  justified  by 
any  circumstances  tending  to  show  that  it  was  just  or  pro[)ev,  and 
that  it  must  therefore  be  deemed  an  unjust  and  unlawful  discrimi- 
nation as  against  the  transportation  terminating  at  that  port. 

It  is  essential  that  any  method  for  makitig  rates  should  be  practicable, 
and  not  afford  a  cover  for  discrimination  and  injustice.  The  only 
practicable  mode  yet  devised  for  making  through  export  rates,  as 
appears  by  past  experience,  is  to  add  to  the  established  inland 
rates  from  the  interior  to  the  seaboard  the  current  ocean  rates. 

Under  the  amendments  of  March  2,  1889,  to  the  statute  requiring  ten 
days'  previous  notice  of  advances  and  three  days' previous  notice 
of  reductions  in  rates,  they  can  not  be  varied  from  day  to  day,  or 
oftener,  to  meet  fluctuations  in  ocean  rates. 

Whenever  a  tariff'  is  established  for  merchandise  billed  or  intended 
for  export  by  sea,  and  ocean  rates  are  not  specifi^c),  either  because 
of  fluctuations  or  for  any  other  reason,  so  that  only  t  be  charge  for 
inland  transportation  is  definitely  fixed,  the  tariff*  as  filed  and 
made  public  should  show  the  rate  charged  by  the  inland  carrier 
or  carriers  to  the  point  of  export,  including  all  terminal  charges 
and  expenses,  and  should  also  show  in  what  manner  the  through 
rate  to  the  point  of  nltimate  destination  is  to  be  determined, 
whether  by  addition  of  the  ocean  rate  from  time  to  time  prevail- 
ing, or  how  otherwise. 

Maj.  J.  P.  Sanger  v.  The  Southern  Pacific  Company,  lessee  of  the 
Central  Pacific  Railroad,  and  The  Union  Pacific  Railway  Company. 

A  misapprehension  under  which  a  party  has  ])aid  for  one  journey  in 
two  sections,  whereb}-  the  cost  of  the  transportation  has  been  made 
I  more  than  it  would  have  been  had  a  through  ticket  been  pur- 

chased, may  lawfully  be  corrected  by  return  of  the  excess,  though 
the  (carriers  were  without  fault  and  only  charged  for  each  por- 
tion of  the  journey  the  regular  rates. 
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0.  1S4.  George  Rice  v.  Tlie  Cincinnati,  VVaslHn<;ton  and  lialtiinore 
Kailroad  Company,  the  Cincinnati,  Indijinapolis,  St.  Louis  and 
Chicago  Railway  Company,  the  Chicago,  Rock  Ishind  and  Pacific 
Railway  Company,  the  Union  Pacific  Railway  Company,  aiid  the 
Central  Pacific  Railroad  Company. 

No.  185.  George  Rice  v.  The  Cincinnati,  Washington  and  Baltimore 
Railroad  Company,  the  Ohio  and  Mississii)pi  Railway  Company,  the 
St.  Louis  and  Sau  Francisco  Railway  Company,  the  Atchison,  To- 
])eka  and  Santa  Fe  Railroad  Company,  the  Atlantic  and  Pacific 
Railroad  Company,  and  the  Southern  Pacific  Company. 

No.  194.  George  Rice  v.  The  Louisville  and  Nashville  Railroad  Company. 

In  the  Matter  of  the  Application  of  the  Petitioner  for  Subpoenas  duces 

tecum, 

1.  In  laying  down  rules  upon  the  subject  of  what  an  application  shall 

contain  for  the  compulsory  production  of  books,  papers,  taritls, 
CQn tracts,  agreements,  and  documents  relating  to  any  matter 
under  investigation,  the  Commission  is  governed  by  the  pro- 
visions of  the  act  to  regulate  commerce  and  the  objects  and  i)ur- 
poses  of  this  statute,  but  in  connection  with  these  will  also  con- 
sider the  practice  in  the  courts  of  the  United  States,  as  well  as 
the  rules  prescribed  by  Federal  statutes  in  proceedings  wliich 
seem  to  be  most  nearly  analogous  to  proceedings  in  which  such 
application  to  the  Commission  is  made. 

2.  In  proceedings  between  parties,  when   such    an   application    is 

made  to  the  Commission,  to  compel  parties  who  are  not  engaged 
as  carriers  in  interstate  commerce,  or  others  who  are  strangers 
to  the  proceeding,  to  produce  books,  papers,  and  documents,  the 
application  should  be  in  writing,  addressed  to  the  Commission, 
and  should  specify,  as  nearly  as  may  be,  the  books,  pai)ers,  or 
documents  for  the  production  of  which  process  is  desired,  and  be 
accompanied  by  an  affidavit  that  the  books,  papers,  or  documents 
described  are  in  the  possession  of  the  witness  or  under  his  con- 
trol, and  should  set  forth  facts  which  make  a  prima  facie  case 
that  these  contain  evidence  that  is  material  and  necessary  to  the 
party  seeking  their  production  in  the  pending  proceeding;  and 
in  such  a  case  the  prima  facie  showing  that  what  is  required  to 
be  ])roduced  will  be  legal  evidence  for  the  party  demanding  it 
ought  to  be  very  clear  and  full. 

3.  Where  the  application  is  made  to  compel  one  who  is  a  party  to 

the  proceeding  and  who  is  a  carrier  engaged  in  interstate  com- 
merce to  produce  its  books  for  the  purposes  of  evidence  in  a  pend- 
ing proceeding,  it  is  sufficient  for  the  application  to  indicate  in 
writing  in  a  general  way  what  books  ot  the  carrier  should  be 
produced,  and  that  there  is  reason  to  believe,  and  that  the  appli- 
cant does  believe,  that  in  the  course  of  the  hearing  they  will  be- 
come of  service,  on  account  of  the  light  they  will  throw  upon  the 
questions  in  controversy  in  the  proceeding  and  as  an  evidence  of 
good  faith,  in  making  the  application,  the  applicant  should  make 
an  affidavit,  as  part  of  the  application,  that  such  application  is 
made  in  good  faith,  and  not  for  the  purpose  of  vexing  or  harass- 
iug  the  defendant;  and  upon  such  a  showing,  as  a  general  rule, 
the  process  should  issue,  unless  the  number  of  books  called  for 
should  be  so  large,  or  from  other  exceptional  circumstances,  the 
Commission  should  order  the  testimony  to  be  taken  at  such  place 
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as  would  avoid  oppression  in  producing  the  books  at  a  fiir-distant 
hearing,  and  expedite  the  progress  of  the  investigation. 
4.  The  difference  that  exists  in  what  should  be  a  prima  facie  showing 
for  compulsory  process  for  the  production  of  books\  papers,  and 
documents  as  between  parties  not  engaged  as  carriers  in  inter- 
state commerce,  or  strangers  to  the  proceeding,  on  the  one  hand, 
and  on  the  other  hand,  carriers  who  are  engaged  in  interstate 
commerce,  is  one  that  is  very  manifest.  The  books  of  carriers 
engaged  in  interstate  commerce,  whether  made  up  from  shipping- 
tickets,  way-bills,  expense  bills,  or  otherwise,  are  supposed  to  give 
the  exact  particulars  of  the  consignment,  showing  the  weight, 
rate  and  amount  of  charges  to  be  paid  to  the  companv's  agent, 
and  are  put  in  this  enduring  form  at  the  time  of  the"^  consign- 
ment as  part  of  the  transaction  upon  rates  that  the  law  requires 
to  be  open  and  public,  and  thus  they  give  a  history  of  the  details 
of  the  transaction,  and  are  in  the  nature  of  semi-public  records. 
Shippers,  consignees,  and  even  the  public,  may  well  have  an  in- 
terest, under  certain  circumstances,  in  the  evidence  these  records 
afford  as  to  rates,  charges,  facilities  furnished,  and  the  general 
movements  of  freight.  The  books  of  strangers  to  the  proceeding, 
and  of  parties  not  engaged  as  carriers  in  interstate  commerce,  do 
not  necessarily  occupy  any  such  relation  to  these  transactions, 
though  there  may  possibly  be  such  a  showing  as  would  make 
them  material  and  competent  evidence  in  proceedings  in  which 
these  transactions  come  into  controversy. 

5.  There  are  several  modes  of  procedure  by  which  the  inconvenience 

to  the  defendant  carriers  of  producing  books,  and  the  delay  and 
labor  of  going  over  their  entries,  might  be  avoided  by  petitioner. 
For  example:  If  one  or  more  witnesses  should, be 'subpoinaed 
from  the  different  companies  proceeded  against,  and  a  notice 
should  be  served  with  the  subpoena  requiring  the  witnesses  to 
furnish  the  published  rates  and  tariffs  of  such  company,  for  a 
specified  period,  and  also  requiring  them  to  furnish  statements  of 
the  actual  charges  made  and  car  facilities  furnished  during  such 
period,  to  the  Standard  Oil  Trust  and  the  others  named  in  the 
application,  if  different  from  the  published  tariffs  and  schedules, 
it  would  probably  be  sufficient  for  all  the  purposes  of  these  pro- 
ceedings; or  if  the  parties  would  take  depositions  by  consent  in 
advance  of  the  hearing,  it  would  answer  the  same  purpose. 

6.  In  proceedings  like  these  it  is  enough  to  show  the  rates  actually 

charged,  if  there  are  or  have  been  any  such  to  certain  shippers 
or  consignees  different  from  the  published  tariff'  rates,  or  the  pref- 
erential facilities,  if  any  such,  furnished  by  the  defendants  to 
some  shippers  or  consignees,  and  not  to  others,  or  the  compara- 
tive rates  on  the  different  commodities  named  in  the  complaints, 
and  from  and  to  designated  points.  Innumerable  shipments, 
with  all  their  minuteness  of  detail  over  the  various  lines  that 
were  made  for  many  years  before  the  act  to  regulate  commerce 
took  effect,  as  well  as  since  that  date,  and  the  names  of  the  con- 
signors and  consignees  at  so  many  different  points,  through  these 
long  periods  of  time,  seems  to  be  immaterial.  It  appears  to  be 
sufficient  for  all  the  purposes  of  these  cases  to  show  the  rates 
publislied,  the  rates  actually  charged,  and  the  facilities  furnished 
from  and  to  designated  points  since  the  act  to  regulate  com- 
merce went  into  effect,  and  for  whatever  light  these  may  throw 
upon  the  question  of  the  reasonableness    and  justness  of  the 
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rates,  if  any,  aiul  the  fairness  of  the  facilities  afforded  by  way 
of  e()nii)arison,  wliat  these  were  for  ii  reasonable  time  ;  for  ex- 
am ])le,  for  a  i)erio(l  of  twelve  months  before  the  act  to  regulate 
commerce  went  into  effect. 

7.  Tiie  l>ooks  of  the  defendant  carriers  as  to  rates  charged,  facilities 

furnished,  and  general  movements  of  freight,  being  in  the  nature 
of  semi-])ublic  records,  to  any  extent  that  they  can  iairly  and 
justly  save  time,  labor,  or  expense  to  complainant,  or  to  their 
companies,  by  giving  to  him  in  response  to  any  calls  he  may  make, 
statements  ot  facts  shown  by  their  books,  records,  or  files  which 
may  i)robabIy  have  importance  on  the  liearing,  the  officers  and 
agents  of  the  defendant  carriers  under  the  direction  of  defendants, 
ought  to  give  such  statements,  and  ought  to  do  so  as  promptly 
as  may  be  found  reasonably  practicable. 

Much  unnecessary  contT  oversy,  inconvenience,  and  delay  might 
well  be  avoided  in  the  first  instance,  as  well  as  in  subsequent 
stages  of  proceedings,  if  carriers  would  exhibit,  without  technical 
objection,  what  their  books  show  in  reference  to  a  transaction  in 
question  to  any  one  who  calls  for  the  information  in  good  faith,  be- 
lieving, though  perhaps  erroneously,  that  it  is  or  may  be  im- 
portant to  his  interests,  and  when  the  application  is  seasonably 
and  properly  made,  with  a  due  regard  for  the  convenience  of  the 
carriers'  agents  and  officers;  and  the  instances  are  numerous  in 
which  it  would  put  an  end  to  the  controversy,  and  in  many  others 
that  the  party  would  not  then  trouble  the  carrier  for  the  produc- 
tion of  the  books. 

8.  As  the  application  in  these  cases  does  not  conform  to  the  rules 

herein  stated  in  reference  to  making  sl  prima  facie  showing  for 
the  compulsory  production  of  the  books,  papers,  and  documents, 
either  as  against  the  defendant  carriers  or  those  who  are  strangers 
to  these  proceedings,  the  relief  it  seeks  can  not  now  be  granted, 
and  for  the  i^resent  must  be  denied  ;  but  this  does  not  preclude 
the  petitioner  from  renewing  his  application,  provided,  in  doing 
so,  he  conforms  to  the  rules  indicated. 

The  Lincoln  Board  of  Trade  v.  The  Union  Pacific  Railway  Company 
and  The  Southern  Pacific  Oorapany,  and  five  other  cases. 

The  relief  claimed,  having  been  conceded,  no  opinion  of  the  Commis- 
sion is  filed. 

The  Pennsylvania  Company,  operating  the  Jeff'ersonville,  Madison  and 
Indianapolis  Railroad,  v.  The  Louisville,  ISIew  Albany  and  Chicago 
Railway  Company. 

The  Chicago,  St.  Louis  and  Pittsburgh  Railroad  Company  v.  The  Cleve- 
land, Cincinnati,  Chicago  and  St.  Louis  Railway  Company. 

The  Commission  does  not  give  opinions  on  abstract  questions. 

Where  a  case  involving  the  reasonableness  of  rates  has  been  disposed 
of  by  the  carrier  assenting  to  the  rates  demanded,  no  opinion 
will  be  expressed  on  the  rates  whi(  h  have  been  abandoned,  even 
though  the  parties  request  it. 

Such  a  course  is  particularly  advisable  and  proper  when  it  is  appar- 
ent that  other  parties  tlian  the  one  complained  of  are  interested 
in  the  question,  and  have  not  had  the  opportunity  to  be  heard 
upon  it. 
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Henry  McMorran  aud  Edmund  B.  Harrington  v.  The  Grand  Trunk 
Railway  Company  of  Canada  and  The  Chicago  and  Grand  Trunk 
Railway  Company. 

Through  rates  are  not  required  to  be  made  on  a  mileage  basis,  nor 
local  rates  to  correspond  with  the  divisions  of  a  joint  through 
rate  over  the  same  line,  mileage  is  usually  an  element  of  impor- 
tance, and  due  regard  to  distance  proportions  should  be  ob- 
served in  connection  with  the  other  considerations  that  are  ma- 
terial in  fixing  transportation  charges. 

When  rates  on  the  line  of  a  carrier  are  on  their  face  disproportionate 
or  relatively  unequal,  the  burden  is  on  the  carrier  to  justify  them 
when  challenged. 

Grain  and  grain  products  classified  alike  are  presumptively  entitled 
to  equal  rates,  and  if  a  difference  is  made  by  a  carrier  it  assumes 
the  burden  of  sustaining  it  by  satisfactory  evidence. 

Upon  complaint  against  the  Grand  Trunk  Railway  of  Canada  for 
alleged  unreasonableness  of  a  rate  of  Scents  a  hundred  pounds 
on  grain  and  10  ceuts  a  hundred  pounds  on  grain  products  from 
Port  Huron  to  Buffalo,  as  compared  with  a  through  rate  of  lo 
cents  a  hundred  i)Ounds  from  Chicago  to  Buffalo  over  the  line 
formed  by  that  road  and  the  Chicago  and  Grand  Trunk  road — 

Held^  that  though  the  local  rate  from  Port  Huron  to  Buffalo  might 
be  regarded  as  disproportionate  on  the  basis  of  distance  alone, 
other  considerations  are  involved,  and  in  view  of  the  terminal 
and  ferry  expenses  at  Port  Huron,  the  Niagara  Bridge  charges, 
and  the  Buffalo  terminal  expenses,  all  of  which  are  borne  by  the 
Grand  Trunk  Railway  of  Canada  alone  upon  business  originat- 
ing at  Port  Huron,  the  complaint  against  the  8-cent  rate  on  giain 
is  not  sustained ;  but  no  good  reason  having  been  shown  for  a 
higher  rate  on  grain  products,  that  portion  of  the  complaint 
is  sustained,  and  the  i)roducts  ordered  to  be  carried  at  the  same 
rate  as  grain. 

Abiel  Leonard  v.  The  Chicago  and  Alton  Railroad  Company,  and  Lo- 
gan B.  Chappelle  v.  The  Same  Company. 

A  practice  had  existed  on  the  part  of  certain  carriers  of  live  cattle  to 
make  a  car-load  rate  irrespective  of  weight,  leaving  the  shipper 
to  load  into  the  car  as  many  cattle  as  he  pleased  and  was  able  to 
put  into  it.  The  carriers  substituted  for  this  practice  the  rule 
that  while  naming  a  car-lotrate  they  prescribed  a  minimum  weight 
for  a  car-load  and  then  charged  by  the  hundred  i)Ounds  in  pro- 
portion to  the  car-lot  rate  for  any  excess  over  the  minimum. 
Held  that  this  rule  was  not  unlawful. 

Prima  facie  the  new  rule  is  more  just  and  reasonable  than  the  prac- 
tice it  supplanted,  since  the  charge  is  more  in  proportion  to  the 
service  rendered. 

The  fact  that  some  difficulties  are  found  to  exist  in  the  prompt  and 
accurate  weighing  of  the  cattle  is  not  a  reason  for  abolishingthe 
new  practice,  but  rather  for  improving  and  perfecting  it. 

The  fact  that  by  the  action  of  certain  state  commissions  a  car  is  per- 
mitted to  be. loaded  by  the  shipper  at  discretion  without  the  car- 
lot  rate  being  affected  thereby  is  not  a  reason  for  adopting  the 
like  rule  in  interstate  traffic  if  that  course  is  found  not  to  be  most 
just  and  politic. 
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The  {jraut  to  the  Federal  (Government  of  the  power  to  regulate  inter- 
state commerce  is  full  and  complete,  and  can  not  be  narrowed  or 
encroached  upon  by  State  authority,  either  directly  or  indirectly. 
The  fact,  therefore,  that  one  or  more  States  haye  a(loj)teda  par- 
ticular regulation  is  not  a  rea^^on  for  applying;-  it  to  interstate 
commerce  if  in  itself  it  appears  to  he  objectionable.  State  action 
will  always  be  treated  with  the  highest  deference  and  res|)ect,, 
but  can  not  be  allowed  to  control  in  matters  within  the  Federal 
jurisdiction. 

James  &  Abbott  v.  The  East  Tennessee,  Virginia  andGleorgia  Railway 
Company,  the  Norfolk  and  Western  Kailroad  Company,  the  Shen- 
andoah Valley  Railroad  Compan^^,  the  Cumberland  Valley  Railroad 
Company,  the  Pennsylvania  Railroad  Company,  the  New  York,  New 
Haven  and  Hartford  Railroad  Company,  and  the  New  York  and  New 
England  Railroad  Company. 

The  presence  of  combined  rail  and  water  competition  at  a  longer 
distance  point  does  not  justify  a  greater  charge  for  a  shorter  dis- 
tance while  the  carrier  maintains  the  shorter  distance  rate  where 
such  competition  is  of  greater  force  and  more  controlling  tlian  at 
the  longer-distance  point. 

Nor  does  the  fact  that  the  freight  is  lumber  which  has  paid  a  local 
rate  over  the  roads  of  the  defendants  or  of  other  railroad  com- 
panies to  the  longer-distance  point  justify  such  greater  charge  for 
a  shorter  distance. 

Nor  is  such  greater  charge  justified  by  the  fact  that  the  lumber  busi- 
ness of  the  roads  of  a  connecting  line  or  any  of  them  was  done 
in  cars  which  carried  machinery  to  the  longer-distance  point 
when  profitable  return  loads  were  not  always  to  be  had. 

Nor  does  a  ditference  in  the  bulk  and  value  of  lumber  justify  such 
greater  charge  when  the  carriers  in  their  published  rate  sheets 
put  the  lumber  in  the  same  class  and  at  the  same  rate. 

Distance  is  not  always  the  controlling  element  in  determining  what 
is  a  reasonable  rate,  but  there  is  ordinarily  no  better  measure  of 
railroad  service  in  carrying  goods  than  the  distance  they  are 
carried. 

And  where  the  rate  of  freight  charges  over  one  line,  on  similar 
freight  carried  from  neighboring  territory  to  the  same  niaiket,  is 
considerably  greater  than  over  other  lines  for  distances  as  long 
or  longer,  such  greater  rate  is  held  to  be  excessive  and  should 
be  reduced. 

The  Oregon  Short  Line  Railway  Company  v.  The  Northern  Pacitic  Rail- 
road Company. 

Under  the  Rules  of  Practice  issued  by  this  Commission  a  replication 
to  an  answer  is  not  required  or  allowed. 

William  L.  Rawson  v.  The  Newport  News  and  Mississippi  Valley  Com- 
pany, the  Baltimore  and  Ohio  Railroad  Company,  and  L.  Boyer's 
Sons. 

1.  Where  a  tariff  complained  of  was  abandoned  by  the  carriers  for  a 
long  period  of  time  before  the  complaint  was  made  and  shortly 
after  the  tariff  was  put  in  force,  the  Commission  will  not  make 
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an  order  requiring  the  carriers  to  cease  and  desist  from  enforcing 
sncli  tariff,  because  such  an  order  would  be  vain  and  useless. 
2.  The  amendment  of  March  2,  1889,  expressly  provides  that  it  shall 
have  no  application  to  pending  proceedings,  and  as  this  proceed- 
ing was  pending  at  the  time  no  reparation  can  be  awarded,  and 
the  remedy  of  the  petitioner  is  in  the  courts. 

Frederick  A.  White  v.  The  Michigan  Central  Railroad  Company  and 
The  Lake  Shore  and  Michigan  Southern  Railway  Company. 

When  a  complaint  charged  that  the  respondent  railroad  companies, 
which  were  common  carriers  subject  to  the  act  to  regulate  com- 
merce, were  accustomed  to  make  deductions  of  from  5  to  10 
pounds  of  wheat  per  load  from  the  true  weight  when  delivered  by 
the  farmer  to  the  buyer  at  the  elevators  of  the  respondents,  and 
gave  receipt  to  the  farmer  for  the  amount  as  thus  diminished, 
upon  which  the  latter  was  paid  by  the  buyer,  thereby  suHVring 
a  loss  to  the  extent  of  such  reduction,  but  failed  to  charge  tliat 
the  wheat  was  delivered  for  interstate  transportation,  or,  indeed, 
for  transportation  anywhere,  it  was 

Held,  that  the  com])laint  was  insufficient  in  substance  to  show  viola- 
tion of  the  act  to  regulate  commerce,  and  that  the  respondents 
were  entitled  to  have  it  dismissed  on  their  motions  to  that  eliect, 
but  that  the  dismissal  should  be  without  prejudice. 

An  averment  that  the  respondents  were  interstate  common  carriers 
subject  to  the  act  to  regulate  commerce  was  not  of  itself  suffi- 
cient to  warrant  an  inference,  under  a  motion  to  dismiss  a  com- 
plaint for  insufficiency,  that  wheat  delivered  at  an  elevator  of 
the  respondents  was  for  interstate  commerce. 

This  case  was  heard  solely  upon  the  respondents'  motions  to  dismiss 
the  complaint  for  insufficiency  of  its  allegations  to  show  violations 
of  the  act  to  regulate  commerce,  but  the  complainant  having  fih^l 
some  depositions  taken  before  the  hearing  of  said  motions,  the 
Commission  looked  into  this  evidence  with  a  view  of  seeing  what 
light  it  shed  upon  the  general  claim  of  unlawful  practice  by  the 
respondents,  and  upon  the  duty  of  the  Commission  to  proceed' 
against  them  on  its  own  motion. 
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EXTRACTS  FROM  DOCKET  AND  RECORDS  OF  COMMISSION  SHOW- 
ING COMPLAINTS  PENDING  DURING  THE  YEAR  UNDER  SECTION 
13  OF  THE  ACT  TO  REGULATE  COMMERCE,  AND  DISPOSITION  OR 
PRESENT  CONDITION  OF  EACH. 

8.  Associated  Wholesale  Grocers  of  St.  Louis  v.  Missouri  Pacific  Rail- 
way Company. 
Complaint  alleges  violation  of  sections  1  and  2  of  the  act  by 
making  greater  charges  upon  merchandise  shipped  in  less 
than  car-load  lots  than  in  car  load  lots. 
May  21,  1<S87.     Complaint  filed. 
June  11,  1887.     Answer  filed. 
July  21,  1887.     Hearing. 

By  consent  of  parties  decision  postponed  until  other  cases  pre- 
senting the  same  question  should  also  be  heard.  (See  Nos. 
G5,  6G,  67.) 

65.  F.  B.  Thurber,  M.  K  Day,  E.  A.  Doty,  H.  K.  Miller,  W.  B.  Timms, 

B.  ¥.  Shores,  committee,  representing  the  Board  of  Trade  and 
Transportation  of  New  York  v.  New  York  Central  and  Hud- 
son River  Railroad  Company ;  New  York,  Lake  Erie  and 
Western  Railroad  Company;  Delaware,  Lackawanna  and 
Western  Railroad  Company  ;  Pennsylvania  Railroad  Com- 
pany;  Baltimore  and  Ohio  Railroad  Company. 
Complaint  alleges  violation  of  sections  1  and  2  of  the  act  by 
placing  less  than  car-load  quantities  in  a  higher  class  than 
car-loads. 

Aug.  1,  1887.  Complaint  filed. 

Aug.  20, 1887.  Answers  filed.     Various  protests,  remonstrances, 
and  petitions  filed. 

Oct.  25,  1887.  Hearing  postponed  to  December  13,  1887,  at  com- 
plainants' request. 

Dec.  8,  1887.  Hearing  postponed  to  January  24,  1888,  on  stipu- 
lation of  parties. 

Dec.  28,  1887.  Amendment  to  petition  filed. 

Jan.  24-28,  1888.  Hearing. 

July  11-Oct.  12,  1888.  Briefs  filed  for  complainants  and  interven- 
ing parties. 

Nov.  30,  1888.  Briefs  filed  for  defendants. 

Feb.  4,  1889.  Reply  brief  for  complainants  filed. 

Feb.  12,  1889.  Addenda  to  complainants'  reply  brief  filed. 

Dec.  1, 1889.  Case  under  advisement  by  Commission. 

66.  Thomas  L.  Greene,  of  New  York,  on  behalf  of  himself  and  others,  v. 

New  York  Central  and  Hudson  Riv^er  Railroad  Company;  Del- 
aware, Lackawanna  and  Western  Railroad  Company  ;  Penn- 
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sylvania  Railroad  Company;  Baltimore  and  Ohio  Railroad 
Company ;  New  Yoi  k,  Lake  Erie  and  Western  Railroad  Com- 
pany. 
Complainant  alleges  violation  of  tbe  act  by  placing  less  than 
car-loads  in  a  liiglicr  class  than  car-loads. 

Aug.  1,  18S7.   Complaint  filed. 

Aug.  20,  IS87.   Answer  filed. 

Oct.  25,  1887.  Hearing  postponed  to  December  13,  1887,  at  com- 
plainant's request. 

Dec.  8,  1887.   Hearing  postponed  to  January  24,  1888,  on  stipu- 
lation of  parties. 

Dec.  28,  1887.  Amendment  to  petition  filed. 

Jan.  24-28,  1888.   Hearing. 

Jiily  11-Oct.  12,  1888.   Briefs  filed  for  complainants  and  inter- 
vening parties. 

Nov.  30,  1888.  Brief  filed  for  defendants. 

Feb.  4,  1889.  Reply  brief  for  complainants  filed. 

Feb.  12,  1889.  Addenda  to  complainant's  reply  brief  tiled. 

Dec.  1,  1889.  Case  under  advisement  by  Commission. 

67.  Francis  H.  Leggett  &  Co.,  of  the  city  of  New  York,  v.  Baltimore  and 
Ohio  Railroad  Company;  Pennsylvania  Railroad  Company; 
Delaware,  Lackawanna  and  Western  Railroad  Company;  New 
York,  Lake  Erie  and  Western  Railroad  Company  ;  New  York 
Central  and  Hudson  River  Railroad  Company. 
Complaint  alleges  violations  of  sections  2  and  3  of  the  act  by 
placing  less  than  car-loads  in  a  higher  class  than  car-loads- 

Aug.  1,  1887.  Complaint  filed. 

Aug.  20,  1887.  Answers  filed. 

Oct.  25,  1887.  Hearing  postponed  to  December  13,  1887,  at  com- 
])]ain ants'  request. 

Dec.  8,  1887.  Hearing  postponed  to  January  24,  1887,  on  stipu- 
lation of  parties. 
'  Dec.  28,  1887.  Amendment  to  petition  filed. 

Jan.  24-28,  1888.  Hearing. 

July  11-Oct.  12,  188S.  Briefs  filed  for  complainants  and  interven- 
ing parties. 

Nov.  30,  1888.  Brief  filed  for  defendants. 

Feb.  4,  1889.  Reply  brief  for  complainants  filed. 

Feb.  12,  1889.  Addenda  to  complainants'  reply  brief  filed. 

Dec.  ],  1889.  Case  under  advisement  by  Commission. 

76.  Manufacturers'  and  Jobbers'  Union,  of  Maukato,  Minn.,  v.  Minne- 
apolis and  St.  Louis  Railway  Company. 
Complaint  alleges  unjust  discrimination  in  rates  against  Man- 
kato  and  points  on  defendant's  branch  line,  the  Wiscon- 
sin, Minnesota  and  Pacific  Railroad,  west  of  Waterville,  in 
favor  of  Red  Wing  and  points  on  same  line  east  of  Water- 
ville, on  freight  from  Chicago  carried  over  its  main  line  and 
connections  to  Waterville,  and  thence  over  said  branch  line 
to  destination,  Mankato  being  nearer  Chicago  than  Red 
Wing.  Also  alleges  excessive  rates  to  Maukato  as  com- 
pared with  those  to  Minneapolis. 

Sept.  5,  1887.  Complaint  filed. 

Sept.  16,  1877.  Case  heard  at  St.  Paul,  Minn.,  September  16, 1887 
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By  consent  of  parties  without  filing  formal  answer. 
Report  by  Bragg,  Commissioner  (1  1.  (J.  C  Kep.,  227). 
The  defendant  having  reduced  its  rates  after  the  trial  to  the 
sura  asked   by  the  petition,  no  further  proceedings  consid- 
ered necessary. 

Nov\  13,  1888.  Amended  petition  filed  against  the  defendant  and 
the  Chicago,  Bock  Island  and  Pacific  Bailway  Company; 
the  Kankakee  and  Seneca  Bailroad  Company;  the  Burling- 
ton, Cedar  Rapids  and  Northern  Railroad  Com[)any. 

Nov.  13,  1888.  Stipulation  of  counsel  to  submit  case  without  ad- 
ditional evidence  filed. 

Dec.  3,  1888.  Time  to  answer  of  defendants  extended  ten  days 
from  this  date  upon  application  filed. 

Dec.  17,  1888.  Joint  answer  to  amended  complaint  filed. 

Dec.  1,  1889.  Case  under  advisement  by  the  Commission. 

79.  Lopez,  Dunbar's  Sons  &  Co.  v.  Louisville  and  Nashville  Railroad 
Company. 

Complaint  alleges  unjust  discrimination  on  i)ails  from  Cincin- 
nati to  Biloxi,  Miss.,  as  compared  with  the  rate  to  New 
Orleans,  80  miles  farther;  also,  violation  of  section  4. 

Sept.  22,  1887.  Complaint  filed. 
Oct.  13,  1887.  Answer  filed. 
Nov.  3,  1887.  Replication  filed, 
li      Nov.  16,  1887.  Hearing. 

Dec.  1,  1889.  Case  under  advisement  by  the  Commission. 

102.  Delaware  State  Grange  of  the  Patrons  of  Husbandry  v.  New  York, 
Philadelphia  and  Norfolk  Railroad  Company;  Delawarc3 
Railroad  Company;  Philadelphia,  Wilmington  and  Balti- 
more Railroad  Company ;  Pennsylvania  Railroad  Company. 

Complaint  alleges  unjust  and  unreasonable  charges;  granting 
favors  by  rebates  and  false  weight  schedules;  undue  ad- 
vantage to  particular  localities,  and  violation  of  section  4 
of  the  act  in  favor  of  Norfolk,  Va.,  and  points  south,  as 
against  shippers  and  places  in  the  Delaware  peninsula. 

Dec.  2,  1887.  Complaint  filed. 

Jan.  11,  1888.  Joint  answer  of  defendants  filed. 

Jan.  12, 1888.  Complainant  ordered  to  file  specification  of  the  par- 
ticular instances  of  violation  of  law  of  which  it  intends  to 
offer  evidence  under  the  several  paragraphs  of  its  complaint. 

Aug.  16,  1888.  Specification  filed  as  above  ordered. 

Aug.  16,  1888.  Amendments  to  petition  filed. 

Sept. 5, 1888.  Case  assigned  forbearing  September  20,  1888.  At 
Dover,  Del. 

Sept.  12,  1888.  Sui>plementai  answers  filed. 

Sept.  12,  1888.  Application  by  defendants'  counsel  to  strike  out 
the  amendments  to  the  petition  on  file  and  change  the  jdace 
of  hearing  denied  by  the  Commission.     (2  1.  C.  C.  Rep.,  309.) 

Sept.  20-21,  1888.  Hearing  had  at  Dover,  Del.  Continued  to 
October  9,  1888.     At  Washington,  D.  C, 

Oct.  9-10,  1888.  Hearing  had  and  continued  to  November  20, 
1888.     For  argument. 

Nov.  17,  1888.  Hearing  indefinitely  postponed  upon  request  of 
parties. 
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Nov.  30,  1888.  Evidence  of  repayment  of  excess  charges  agreed 
to  be  furnished  by  the  counsel  for  defendant,  the  Pennsyl- 
vania Railroad  Company,  filed. 

Feb.  13,  1889.  Case  assigned  for  hearing  at  Washington,  D.  C, 
February  26,  1889    At  request  of  parties. 

Feb.  26,  1889.  Hearing  had. 

Dec.  1,  IbSd.  Case  under  advisement  by  the  Commission. 

116.  Beatrice  Board  of  Trade,  an  association  of  citizens  and  mer- 
chants of  Beatrice,  Nebr.,  v.  Union  Pacific  Railway  Com- 
])any ;  Burlington  and  Missouri  River  Railroad  Company  in 
Nebraska;  Chicago,  Kansas  and  Nebraska  Railway  Company: 
Omaha  and  Republican  Valley  Railroad  Company;  Chicago, 
Burlington  and  Quincy  Railroad  Company. 

Complaint  alleges  violations  of  section  3  of  the  act  by  defend- 
ants in  subjecting  Beatrice,  Nebr.,  and  its  locality  to  undue 
and  unreasonable  prejudice  and  disadvantage  in  favor  of 
Omaha,  Lincoln  and  Hastings,  Nebr.,  and  their  localities  by 
reason  of  fixing  and  charging  a  much  higher  rate  or  tariff, 
in  proportion  to  length  of  haul  and  actual  mileage,  from 
Chicago  and  St.  Louis  to  Beatrice,  than  from  those  points  to 
Omaha,  Lincoln  and  Hastings. 

Feb.  2,  1888.  Complaint  filed. 

Feb.  20-23,  1888.  Answers  filed. 

Feb.  25,  1888.  Case  assigned  for  hearing  March  21,  1888.    At 

Lincoln,  Nebr. 
Mar.  23,  1888.  Hearing  had. 
Apr.  28,  1888.  Brief  for  petitioner  filed. 
Dec.  1,  1889.  Case  under  advisement  by  the  Commission. 

119.  Reuben  L.  Rice,  Joseph  C.  Robinson,  and  John  W.  WitliProp,  part- 
ners as  Rice,  Robinson  &  Witherop,  v.  Western  New  York 
and  Pennsyh^ania  Railroad  Com])any. 

Complaint  alleges  that  defendant  charges  34  cents  per  barrel 
on  petroleum  from  Titusville,  Pa.,  to  Buffalo,  N.  Y.,  which  is 
claimed  to  be  excessive  and  unreasonable  in  itself,  while  it 
charges  on  the  same  traffic  from  Titusville,  Pa.,  to  Perth  Am- 
boy,  N.  J.,  but  12  cents  per  barrel,  the  former  haul  being  in- 
cluded within  tbe  latter  over  the  same  line  ;  that  defendant 
requires  60  barrels  to  be  shipped  in  each  carload  while  the 
floor  capacity  of  the  car  in  use  is  but  50  barrels;  that  the 
rates  on  petroleum  were  raised  from  25  cents  to  34  cents 
per  barrel  at  the  request  and  dictation  of  the  Standard  Oil 
Comi)any,  and  that  Buffalo,  by  reason  of  the  aforesaid  rates, 
is  unjustly  discriminated  against. 

Feb.  18, 1888.  Complaint  filed. 
Mar.  10,  1888.  Additional  complaint  filed. 
Mar.  22,  1888.  -Answers  to  original  complaint  filed. 
Apr.  3,  1888.  Answers  to  additional  complaint  filed. 
Sei)t.  12,  1888.  Case  assigned  for  hearing  September  27,  1888. 
.  Sept.  27,  1888.,  Hearing. 
Oct.  12,  1888.  Brief  for  defendant  filed. 
Dec.  1,  1888.  Case  under  advisement  by  the  Commission. 
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Nov.  23,  1888.  ]\Ieinor;iii(luin  in  the  msitUu-  of  relative  tiiiik  iiiid 
barrel  rates  on  oil  lileil  by  the  Ooniinission. 

Opinion   by  Schoonmaker,  Coininissiouer.      (_}  1.  0.  C.  liep. 

389.) 
Complaint  held  not  snstained. 

Apr.  15,  1889.  Petition  filed  by  complainants  praying  that  cases 
be  re-opened  for  fnrther  evidence  to  be  taken  on  May  15  and 
IG,  1889.     10  a.  m.,  at  Titnsville,  Pa. 

Apr.  15,  1889.  Memorandum  by  the  Commission  filed.  (3  I.  C 
C.  Rep.,  87.) 

Ai)r.  15,  1889.  Ordered:  That  this  case  be  re-opened  for  further 
evidence  to  be  taken  at  Titusville,  Pa.,  on  May  15  and  10, 
1889.  10  a.  m.,  at  the  same  time  that  other  cases  (153,  154, 
and  1G3)  are  assigned  for  hearing. 

Apr.  19,  1889.  Copies  of  above  order  sent  parties. 

May  6,  1889.  Petition  of  complainants  for  order  granting  leave 
to  Dunkirk,  Allegheny  Valley  aiid  Pittsburgh,  Lake  Shore 
and  Michigan  Southern,  and  New  York,  Lake  Erie  and 
Western  railroaii  companies  to  intervene  and  be  heard.  Or- 
der granting  such  leav^e  issued. 

May  15-16,  1889.  Hearing  had  and  continued  to  June  12,  1889. 
at  Washington,  D.  C. 

May  20,  1889.  Case  assigned  for  further  hearing  June  12,  1889. 
10  a.  m.,  at  Washington,  D.  C      Notices  sent. 

June  5,  1889.  Hearing  postponed  to  June  28,  1889.  10  a.  m. 
Notices  sent. 

June  27,  1889.  Hearing  postponed  to  October  16,  1889.  10  a.  m. 
Testimony  to  be  taken  in  Nos.  153,  151,  and  163  to  be  con- 
sidered in  this  case  as  far  as  applicable. 

Oct.  16,  1889.  Hearing  continued  to  October  17. 

Oct.  17,  1889.  Hearing  had.  Arguments  to  be  presented  on  a 
day  to  be  hereafter  named. 

L20.  Chamber  of  Commerce  of  the  City  of  Milwaukee  v.  The  Flint  and 
Pere  Marquette  Railroad  Company ;  Detroit,  Grand  Haven 
and  Milwaukee  Railway  Company.  . 

Complaint  alleges  that  the  defendants  made  a  reduction  of  2.J 
cents  per  100  pounds  in  rates  on  Hour,  grain,  and  mill  stufts 
from  Milwaukee  to  eastern  domestic  markets  to  apply  on 
such  property  when  shipped  from  Minneapolis,  and  that  they 
have  refused  said  reduction  to  Milwaukee  shippers.  That 
the  rates  to  New  York  and  Boston  on  said  Minneapolis  ship- 
ments are,  respectively,  23  and  2S  cents  per  100  pounds,  and 
on  Mdwaukee  shipments  the  rates  are,  respectively,  25 J  and 
30^  cents  per  100  pounds. 

Feb.  21,  1888.  Complaint  filed. 

Mar.  15,  1888.  Joint  answer  filed. 

June  8,  1888.  Hearing  indefinitely   postponed  upon  request  of 

parties. 
Oct.  31,  1888.  Case  assigned  for  hearing  December  5,  1888. 
Dec.  5,  1888.  Hearing  had.     Briefs  filed. 

Opinion  by  Bragg,  commissioner.  (2  1.  C.  C.  Rep.,  553.) '  Com- 
plaint held  not  sustained. 
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121.  Ciiamber  of  Commerce  of  the  City  of  Milwaukee  v.  Chicago,  Mil- 

waukee and  St.  Paul  Railway  Company;  Chicago  and  North- 
western Kail  way  Company. 
Complaint  alleges  that  defendants  refuse  to  receive  bulk  grain 
at  northwestern  points  for  transportation  to  Milwaukee  nn- 
less  tlie  same  is  billed  to  elev^ators,  and  that  no  such  restric- 
tion is  applied  to  shipments  of  like  property  to  Chicago; 
that  defendants  refuse  Milwaukee  shippers  equal  facilities 
with  tliose  of  Chicago  in  the  transfer  of  grain  from  cars  of 
Western  roads  to  those  of  Eastern  roads,  such  transfer  being 
made  on  track  at  Chicago  without  charge,  but  at  Milwaukee 
the  grain  transfer  is  required  to  be  made  through  elevators, 
at  a  charge  of  one-half  cent  per  bushel. 

Feb.  24,  1888.  Complaint  filed. 

Mar.  19,  1888.  Answers  filed.        . 

May  14,  1888.  Supplemental  answer  filed  by  the  Chicago,  Mil- 
waukee and  St.  Paul  Railway  Company. 

June  8,  18S8.  Hearing   indefinitely   postponed  upon  request  of 
parties. 

Oct.  31,  1888.  Case  assigned  lor  hearing  December  5,  1888. 

Dec.  5,  1888.   Hearing. 

Dec.  5,  1888.  Briefs  tiled  for  complainant  and  defendant,  Chicago, 
Milwaukee  and  St.  Paul  Railway  Coinj)any. 

Jan.  8,  1S89.  Supplemental  brief  for  complainant  filed. 

Dec.  1,  1889.  Case  under  advisement  by  the  Commission. 

122.  The  Coininorcial  Exchange  of  Philadelphia  v.  Union  Line;  Pitts- 

buigh,  Cincinnati  and  St.  Louis  Railway  Couipany;  Penn- 
sylvania Railroad  Compan3\ 
Complaint  alleges  that  defendants,  by  '■'  underbilling,"  have 
charged,  demanded,  collected  and  received  a  less  compensa- 
tion for  the  transportation  of  grain  and  leed  irom  points  in 
the  Stales  of  Ohio,  Indiana,  and  Illinois  to  the  city  of  Phila- 
delphia than  was  specified  in  the  [)ublished  schedule  of  rates 
antl  charges  then  in  force,  and  that  thereby  they  have  given 
unreasonable  preference  and  advantage  to  the  owners  of  such 
grain  and  feed  and  subjected  other  traders  in  said  commodi- 
ties to  undue  and  unreasonable  prejudice  and  disadvantage. 

Feb.  25,  1888.  Complaint  filed. 
Mar.  19,  188S.  Joint  answer  filed. 

Apr.  21,  1888.  Case  assigned  for  hearing  May  15,  1888. 
May  7,  18SS.  Proceedings  suspended  at  complainant's  request. 
{See  Nos.  123,  124,  and  125;  also  In  re  Underbilling.) 

123.  Commercial  Exchange  of  Philadelphia  v.  Erie  Dispatch;   Cincin- 

nati, Indianapolis,   Saint  Louis  and  Chicago  Railway  Com- 
pany ;  Philadelphia  and  Reading  Railroad  Company. 

Complaint   alleges  the  same  violations  of   the  act  that  are 
charged  in  No.  122. 

Feb.  25,  1888.  Complaint  filed. 
Apr.  13-1(>,  18S8.  Answers  filed. 

Apr.  21,  1888.  Case  assigned  for  hearing  May  15,  1888. 
May  7,  1888.  Proceediijgs  suspended  at  complainant's  request. 
[See  Nos.  122,  124,  and  125;  also  In  re  Underbilling.) 
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ILJ'I.  Coniiiicroijil  Excliiin^oof  Phihiddpliia  r.  White.  Line;  Cleveland, 
Coluinbus,  Cincinnati  and  Indianapolis  Ilailway  Company; 
riiiladelphia  and   Keading   Kailroad   Company. 

Complaint  alleges  the  same  violations   of  the  act  that  are 
charged  in  No.  122. 

Feb.  25,  1888.  Complaint  filed. 
Apr.  10,  1888.  Answers  tiled. 

Apr.  21,  18S8.  Case  assigned  for  hearing  May  15,  1888. 
May  7,  1888.  Proceedings  suspended  at  complainant's  request. 
{iSee  Nos.  122, 12;:5,  and  125  ;  also  I)i  re  Under biUing.) 

125.  Commercial  Exchange  of  Philadelphia  v.  Nickel  PlateLine;  Trad- 
ers' Dispatch  ;  Indiana,  Bloomington  and  Western  Kailway 
Company  ;  Philadelphia  and  Eeading  Kailroad  Company. 

Complaint  alleges  the    same  violations  of  the  act   that  are 
charged  iu  No.  122. 

Feb.  25,  1883.  Complaint  filed. 
Mar.  17-Apr.  16,  1888.  Answers  filed. 
Apr.  21,  1888.  Case  assigned  for  hearing  May  15,  1888. 
May  7,  1888.  Proceedings  suspended  at  complainant's  request. 
(See  Nos.  122,  123,  and  121;  also  In  re  Underbilling.) 

12G.  Ohio  Coal  Exchange  v.  Wisconsin  Central  Railroad  Company. 

Complaint  alleges  discrimination  in  favor  of  the  block  coal  mines 
t  in  southern  Indiana  as  against  complainant  in  the  transpor- 

tation of  block  coal  from  Danville,  III.,  through  Chicago  to 
St.  Paul  and  other  points  on  defendant's  line,  or  accessible 
therefrom,  at  a  rate  which  is  but  10  cents  per  ton  more  than 
the  rate  on  soft  coal  from  Chicago  to  said  points,  while  the 
fate  from  Danville  to  Chicago  is  50  cents  per  ton;  complain- 
ant having  paid  local  rates  on  its  coal  from  its  mines  in  Ohio 
to  Chicago,  where  it  is  stored  for  sale  and  shipment  at  the 
regular  rate  from  Chicago  to  said  points,  in  competition  with 
said  Indiana  block  coal. 

Mar.  19,  1888.  Complaint  filed. 

Apr.  6,  1888.  Answer  filed. 

Apr.  19,  1888.  Case  assigned  for  hearing  May  10, 1888. 

Apr.  30,  1888.  Hearing  ]iostponed  to  June  li,  18S8. 

June  9,  18S8.  Hearing  indefinitely  postponed. 

June  2G,  1888.  Case  assigned  for  hearing  July  7,  1888.     Palmer 

House,  Chicago,  III. 
July  2,  1888.  Notice  of  agreement  to  submit  case  on  depositions 

and  printed  arguments  filed. 

}27.  William  P.  Rend  i\  Chicago  and  North- Western  Railway  Com- 
pany. 

Complaint  alleges  discrimination  in  favor  of  the  Wilmington 
coal  fields  mines  and  the  Spring  Valley  mines,  each  iu  the 
State  of  Illinois,  as  against  complainant,  in  the  transporta- 
tion of  coal  to  points  in  Wisconsin,  Minnesota,  and  Dakota, 
in  that  the  rates  for  such  service  are  the  same  from  said  mines 
as  from  Chicago,  to  which  place  complainant's  coal  is  shipped 
from  his  mines  in  Pennsylvania  and  Ohio  at  regular  rates 
H,  Mis.  50 10 
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aud  is  there  stored  for  sale  and  reshipmeut  to  said  poiuts  in 
competition  with  said  Wilmington  and  Spring  Valley  coal. 

Mar.  19,  1888.  Complaint  filed. 

Apr.  9,  1888.  Answer  filed. 

July  2,  1888.  Parties  filed  stipulation  to  submit  case  on  deposi- 
tions and  printed  arguments  to  be  filed. 

Sept.  14,  1888.  Depositions  filed. 

Sei)t,  11-Oct.  22,  1888.  Briefs  filed. 
Opinion  by  Walker,  Commissioner.     (2  I.  C.  C.  Eep.,  540.) 
Complaint  held  not  sustained. 

128.  Michigan  Congress  Water  Company  v.  Chicago  and  Grand  Trunk 

Railway  Company. 

Complaint  alleges  excessive  low  rates  on  mineral  water  in  tank 
cars  and  barrels  from  Lansing,  Mich.,  to  eastern  sea-board 
cities  ;  detention  of  a  tank-car  load  of  the  same  for  payment 
of  unjust  freight  charges  ;  higher  rates  for  the  transportation 
of  said  water  than  for  a  like  service  on  shipments  of  petro- 
leum and  pine  oil,  and  refusal  to  refund  charges  paid  in  ex- 
cess of  printed  tarifi'  at  date  of  shipment. 

Mar.  26,  1888.  Complaint  filed. 

May  3,  1888.  Answer  filed. 

June  18, 1888.  Supplemental  complaint  filed. 

July  13,  1888.  Answer  to  supplemental  complaint  filed. 

Sept.  13,  1888.  Case  assigned  for  hearing  September  25,  1888. 

Sept.  18,  1888.  Hearing  indefinitely  postponed  at  complainant's 

request. 
Jan.  19,  1889.  Case  assigned  for  hearing  February  5,  1889. 
Feb.  5,  1889.  Hearing  had. 

Opinion  by  Bragg,  Commissioner  (2  I.  C.  C.  Rep.,  594). 

Complaint  dismissed. 

129.  Worcester  Excursion  Car    Company  v.   Pennsylvania  Railroad 

Compan}^ 
Complaint  alleges  unjust  discrimination  and  undue  prejudice  and 
disadvantage  against  comjdainaut  by  reason  of  defendants 
hauling  the  cars  of  the  Pullman  Palace  Car  Company  exclu- 
sively and  refusing  to  haul  those  of  complainant  when  of- 
fered to  defendant;  complainant's  cars  being  constructed  for 
similar  purposes  to  those  of  said  palace  car  company. 

Apr.  3,  1888.  Complaint  filed. 

Apr.  24,  1888.  Answer  filed. 

May  24,  1888.  Case  assigned  for  hearing  June  19,  1888. 

June  19,  1888.  Hearing.    Briefs  filed. 

Dec.  1,  1889.  Case  under  advisement  by  the  Commission. 

130.  New  York  Produce  Exchange  'v.  New  York  Central  and  Hudson 

River  Railroad  Company;  Lake  Shore  and  Michigan  South- 
ern Railway  Company;  Michigan  Central  Railroad  Com- 
pany; Chicago  and  Grand  Trunk  Railway  Company  ;  Great 
Western  Railway  Company  of  Canada;  New  York,  Lake 
Erie  and  Western  Railroad  Company  ;  Chicago  and  Atlantic 
Railway  Company  ;  New  York,  Pennsylvania  and  Ohio  Rail- 
road Company ;  New  York,  Chicago  and  St.  Louis  Railroad 
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Company  ;  West  Slioie  Kailroiul  Coini)iiny  ;  J)(?hi\viire,  Lack- 
awanna and  Western  Railroad  Company  ;*GraiKi  Trnnk  Kail- 
way  Comj)any  of  Canada  ;  Pittsl)ur<;li,  Fort  Wayne  and  Clii- 
CJi,i;o  Railway  Company  ;  Pennsylvania  Railroad  Com[)any  ; 
Pittsbnrgli,  Cincinnati  and  St.  Louis  Railway  Company; 
Wabash  Western  Railway  Comi)any;  Baltimore  und  Ohio 
Railroad  Company ;  Philadelphia  and  Reading  Railroad 
Company ;  Central  Railroad  of  New  Jersey. 

Complaint  alleges  unjust  discrimination  by  defendants  b}^  means 
of  uuderbilling;  and  that  defendants  have  also  charged  upon 
tlour,  grain,  and  provisions  the  schedule  rates  from  Chicago 
and  other  western  points  to  New  York  when  delivered  for 
domestic  consumption  or  subsequent  export,  while  other  per- 
sons are  charged  a  much  lower  rate,  even  as  low  as  50  per 
cent,  thereof,  for  like  and  contemporaneou  services  when  the 
same  kind  of  property  was  delivered  to  vessels  or  steam-ship 
lines  for  shipment  to  foreign  ports  under  through  bills  of 
lading  issued  by  defendants,  thereby  giving  undue  and  un- 
reasonable preference  to  persons  engaged  in  such  shipments 
to  the  prejudice  of  New  York  firms  and  consignees,  and 
thereby  also  charging  more  for  the  shorter  than  the  longer 
distance,  in  violation  of  section  4  of  the  act;  also  failure  to 
comply  with  the  order  of  the  Commission  requiring  the  pub- 
lication of  rates  to  the  sea-board  and  a  separate  statement  of 
ocean  rates. 

April  18,  1888.  Complaint  filed. 
May  9-29, 1888.  Answer  tiled. 

June  13,  14,  1888.  Case  heard  at  New  York,  N.  Y.,  by  agreement 
of  parties. 
I  July  14  to  Aug.  18,  1888.  Briefs  filed 

Opinion  by  Schoonmaker,  Commissioner  (3  I.  C.  0.  Rep., 
137). 

Order  of  March  8,  1888,  continued  in  force,'and  defendants  or 
dered  to  cease  and  desist  from  unjustly  discriminating  in 
their  rates  and  charges  for  inland  transportation,  between 
traffic  consigned  on  through  bills  to  foreign  ports  from  in- 
terior points  and  like  traffic  consigned  to  the  sea- board. 

131.  Henry  McMorran  and  Edmund  B.  Harrington,  partners,  doing 
business  under  the  firm  name  of  McMorran  &  Co.,  v.  Chi- 
cago and  Grand  Trunk  Railway  Company;  Grand  Trunk 
Railway  Company  of  Canada. 
Complaint  alleges  that  defendant's  rates  of  8  cents  per  hundred 
on  grain  and  10  cents  per  hundred  on  grain  products  from 
Port  Huron  to  Buffalo,  a  distance  of  19G  miles,  is  unjust  and 
unreasonable,  while  the  rates  on  said  articles  from  Chicago 
to  Port  Huron,  a  distance  of  335  miles,  is  9  cents  per  hundred, 
and  the  through  rate  from  Chicago  to  Buft'alo  is  15  cents 
per  hundred,  and  asks  that  a  reasonable  rate  be  fixed  and 
made  to  apply  on  all  articles  placed  in  the  sixth  class  alike, 
such  commodities  above  mentioned  being  so  classed. 

Apr.  21,  1888.  Complaint  tiled. 

May  28,  1888.  Joint  answer  filed. 

May  28,  1888.  Case  assigued  for  hearing  June  22,  1888. 
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June  20,  1888.  Hearing  indefinitely  postponed  on  stipulation  of 
parties. 

Nov.  6,  1888.  Case  assigned  for  hearing  December  11,  1888. 

Nov.  30,  1888.  Deposition  of  elolin  W.  Loud  filed. 

Nov.  30,  1888.  Statement  of  A.  B.  Atwater  and  stipulation  of 
counsel  to  treat  tlie  same  as  evidence  filed. 

Nov.  30,  1888.  Stipulation  of  counsel  filed  that  petition-  and  an- 
swer may,  at  either  party's  desire,  be  amended  at  the  hearing 
so  as  to  cover  the  testimony  as  it  may  appear. 

Nov.  30,  18S8.  Stipulation  of  counsel  filed  to  submit  case  on 
printed  briefs. 

Dec.  22,  1888.  Case  assigned  for  hearing  January  30,  1889. 

Jan.  21,  1889.  Hearing  Indefinitely  postponed  at  request  of  par- 
ties. 

Jan.  28,  1889.  Depositions  on  behalf  of  defendant  filed. 

Apr.  4,  1889.  Depositions  on  behalf  of  both  parties  filed. 

Apr.  13-15,  1889.  Briefs  filed. 

Apr.  15,  1889.  Case  submitted. 

Opinion  by  Schoon maker,  Commissioner  (3  I.  C.  C.  Rep.,  252). 

Defendant,  the  Grand  Trunk  Railway  Company  of  Canada,  or- 
dered to  cease  and  desist  from  charging  in  excess  of  8  cents 
per  hundred  pounds  on  grain  and  grain  products  from  Port 
Huron,  Mich.,  to  Buffalo,  N.  Y.,  while  a  through  rate  of  15 
cents  per  hundred  pounds  on  grain  and  grain  products  is  in 
effect  over  the  lines  of  the  Chicago  and  Grand  Trunk  Rail- 
way Company  and  the  Grand  Trunk  Railway  Company  of 
Canada  from  Chicago,  111.,  to  Buffalo,  N.  Y. 

132.  T.  M.  C.  Logan,  F.  D.  Babcock,  and  E.  H.  Parsons,  Committee  of 
the  North- Western  Iowa  Grain  and  Stock  Shippers'  Associa- 
tion V.  Chicago  and  North-Western  Railway  Company. 

Complaint  alleges  unjust  discrimination  and  violation  of  the 
fourth  section  of  the  act  as  follows :  Defendant  gives  rela- 
tively Tower  rates  to  Chicago  from  Carroll  and  points  on  its 
main  line  and  south  branches  west  of  Carroll,  than  it  affords 
to  Odebolt,  Arthur,  and  Ida  Grove  and  other  points  on  its 
north  branches ;  shipments  of  corn  and  oats  from  Nebraska 
points  over  defendant's  lines  to  New  York  and  other  eastern 
points  are  billed  to  Rochelle  and  Turner  Junction  in  Illinois, 
and  from  thence  take  the  Chicago  rate  to  said  eastern  points, 
but  such  privilege  is  refused  to  Iowa  stations  and  such  rate 
is  not  published  thereat ;  the  rates  per  car  on  live  stock  from 
River  Sioux  and  other  Iowa  points  on  defendant's  north 
branches  to  Chicago  is  $45,  while  from  stations  on  its  main 
line  and  south  branches,  of  relatively  the  same  distance  from 
Chicago,  the  rate  is  $30;  defendant's  tariff  rate  on  corn  and 
oats  from  all  stations  between  Carroll  and  Missouri  Valley, 
inclusive,  to  New  York,  via  Chicago,  is  30.5  cents  per  100 
pounds,  but  defendants  refused  a  through  rate  to  New  York 
to  complainants  from  Ida  Grove,  Arthur,  and  Odebolt,  on  its 
north  branches,  and  instead  thereof  quoted  rates  on  corn  per 
100  pounds  as  follows :  Odebolt  to  Chicago,  20  cents  ;  Arthur 
and  Ida  Grove  to  Chicago,  21  cents ;  Chicago  to  New  York, 
27.5  cents  ;  a  difference  discriminating  against  complainants 
of  11  aud  13  ceat3  per  IQQ  pouads,  respectively,  aud  which 
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))roveMt(Ml  tlio  saleoi'  tlioiisjinds  of  bushels  of  (joinplaiiuiut's 
corn  in  tlie  New  York  market. 

May  S,  188S.  Coinpljiint  filed.  . 

Jiine4,  1S8S.  Answer  liled. 

July  (),  1888.  Case  assigned  for  hearing  July  20,   1888.  At  Du- 
buque, Iowa. 

July  20,  1888.  Hearing. 
Opinion  by  Morrison,  Commissioner  (2  1.  C.  C.  Rep.,  004). 
Defendant  ordered  to  so  re  adjust  its  northwestern  Iowa  rates 
as  to  make  them  substantially  the  sam(^  to  Chicago  for  ap- 
proximately the  same  distances  from  stations  on  its  Sioux 
City  and  Mapleton  line,  west  of  Ma[)le  Kiver  Junction  and 
east  of  Onawa,  as  from  stations  on  its  main  line  west  of  Ma- 
ple Kiver  Junction.  Defendant  further  ordered  to  cease  and 
desist  from  charging  any  greater  comj)ensation  in  the  aggre- 
gate for  the  transportation  of  a  like  kind  of  property  for  a 
shorter  than  for  a  longer  distance  in  the  same  direction  over 
its  line  from  Sioux  City  to  Chicago  via  Maple  River  Junc- 
tion, or  over  its  line  from  Sioux  City  to  Chicago  via  Mis- 
souri Valley. 

13 1.  Frank  L.  Hurlburt  v.  Lake  Shore  and  Michigan  Southern  Railway 
Company. 
Complaint  alleges  excessive  and  unreasonable  charges  for  the 
transportation  of  rough  hub  blocks  in  car-loads,  28,000 
pounds  minimum  weight,  at  tifthclass  instead  of  sixth-class 
rates.  Also  discrimination  between  rough  and  manufactured 
hub  blocks,  each  placed  in  defendant's  lifth  class,  although 
their  relative  value  is  about  4  and  25  cents  per  block,  re- 
spectively, and  more  than  50  per  cent,  of  the  rough  block  is 
wasted  in  manufacture. 

May  8,  1888.  Complaint  filed. 

June  11,  1888.  Answer  filed. 

June  12,  1888.  Case  assigned  for  hearing  July  17,  1888. 

July  17,  1888.  Hearing. 

Opinion  by  Cooley,  chairman  (2  I.  C.  C.  Rep.,  130). 
Complaint  held  sustained. 

Mar.  25,  1889.  Supplemental  petition  and  complaint  filed. 

May  3,  1889.  Answer  to  supplemental  petition  filed. 

May  10,  1889.  Case  assigned  for  hearing  at  the  Boody  House, 

Toledo,  Ohio,  May  24,  1889.  11  a.  m. 
May  24,  1889.  Hearing    had,  and   adjourned  until  depositions 

have  been  taken  and  filed,  when  a  day  for  the  argument  will 

be  named. 

135.  Spartanburg  Board  of  Trade  v.  Richmond  and  Danville  Railroad 
Company;  Central  Railroad  of  Georgia;  Augusta  and  Knox- 
ville  Railroad  Company;  Port  Royal  and  Augusta  Railroad 
Company  ;  Port  Royal  and  Western  Carolina  Railroad  Com- 
pany ;  Ohio  and  Mississippi  Railway  Company;  Nashville, 
Chattanooga  and  St.  Louis  Railway  Company;  Louisville 
and  Nashville  Railroad  Company  ;  St.  Louis,  Iron  Mountain 
and  Southern  Railway  Company  ;  Chicago,  St.  Louis  and 
Pittsburgh  Railroad  Coiupany;  Jetiersonville,  Madison  and 
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Indianapolis  Railroad  Company  j  Cincinnati,  Hamilton  and 
Dayton  Railroad  Company j  Cincinnati  Southern  Railway 
Company;  East  Tennessee,  Virginia  and  Georgia  Railway 
Company ;  Western  and  Atlantic  Railroad  Company  ;  West- 
ern l!^ortli  Carolina  Railroad  Company;  Asheville  and  Spar- 
tanburgb  Railroad  Company;  Georgia  Railroad  Company; 
Illinois  Central  Railroad  Company;  Cincinnati,  Indianapo 
lis,  St.  Louis  and  Chicago  Railroad  Company. 

Complaint  forwarded  by  the  board  of  railroad  commissioners 
of  South  Carolina, 

Complaint  alleges  that  defendants  unjustly  discriminate  against 
Spartanburg,  S.  C,  in  fixing  rates  lo*^  Charlotte,  JST.  C,  at 
$1.05  per  100  pounds,  first  class,  and  gradually  increasing 
the  same  until  Spartanburg,  76  miles  distant,*^  is  reached, 
where  the  rate  is  placed  at  $1.35  per  100  pounds,  while  from 
that  point  to  Lougview,  Ga.,  a  distance  of  100  miles,  the 
$1.35  rate  remains  stationary,  and  from  Lougview  to  At- 
lanta it  decreases  to  $1.14  per  100  pounds;  also  in  rates 
from  western  points,  as  Evansville,  Ind.,  Owensborough  and 
Henderson,  Ky.,  to  Spartanburg,  as  compared  with  stations 
farther  distant  and  with  Atlanta;  and  also  in  rates  from 
Cincinnati,  Ohio,  Louisville,  Ky.,  and  Jeftersonville,  Ind.,  to 
Spartanburg.  S.  C. 

May  9,  18^8.  Complaint  filed. 

May  31  to  June  15,  1888.  Answers  filed. 

June  7,  188S.  Complaint  withdrawn  by  the  petitioner  as  against 
the  Central  Railroad  of  Georgia;  the  Augusta  and  Knox- 
ville  Railroad  Company;  the  Port  Royal  and  Augusta  Rail-  ; 
road  Company;  and  the  Port  Royal  and  Western  Carolina 
Railroad  Company. 

July  G,  1888.  Case  assigned  for  hearing  July  20,  1888. 

July  20,  1888.  Hearing.     Case  submitted  upon  the  pleadings  and  ■ 
tariffs  of  defendants  on  file. 

Oct.  8,1888.  Opinion  by  Bragg,  Commissioner.  (2I.C.C.Repts., 
304.)  The  petitioner  and  the  defendant,  the  Richmond 
and  Danville  Railroad  Company,  ordered  to  take  tesiimony 
in  the  case.     Case  set  for  further  hearing  November  20, 1888.  ; 

Oct  17,  1888.  Hearing  continued  to  November  27,  1888.  ^ 

Nov.  20,  1888.  Hearing  continued  indefinitely  to  await  the  inves- 
tigation of  tariffs  ordered  in  No.  151. 

13G.  S.  F.  Woodson,  Aaron  Haas,  and  J.  G.  Oglesby,  committee  of  the 
Atlanta  Chamber  of  Commerce,  v.  Southern  Railway  and 
Steamship  Association;  Louisville  and  Nashville  Railroad 
Company;  Nashville,  Chattanooga  and  St.  Louis  Railway 
Company;  Western  and  Atlantic  Railroad  Company ;  Georgia 
Central  Railroad  Company;  Georgia  Railroad  Company; 
South  Carolina  Railway  Company. 
Complaint  alleges  violation  of  sections  2  and  3  of  the  act  by 
defendants  in  giving  undue  preference  to  the  merchants  of 
Nashville,  Tenn.,  as  compared  with  the  merchants  of  Atlanta, 
Ga.,  and  also  that  the  joint  tariffs  of  the  Southern  Railway 
and  Steam-ship  Association  unjustly  discriminate  against 
Atlanta  in  favor  of  competing  cities. 
May  iO,  1888.   Complaint  flted. 
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May  19  to  June  7,  1888.   Answers  filed. 

June  12,  1888.    Case  assigned  for  hearing  eTuly  13,  1888. 

July  2,  1888.     Proceedings  suspended  at  coniplainant^s  request. 

139.  Imperial  Coal  Company  and  Andrews,  Hitchcock  &  Co.  v.  Pitts- 
burgh and  Lake  Erie  Kailroad  Company;  New  York  Lake 
and  Western  Railroad  Com[)any,  lessee  of  the  New  York, 

»  Pennsylvania  and  Ohio  Railroad. 

Complaint  alleges  excessive  rates  and  unjust  discrimination 
in  the  transportation  of  coal  mined  by  the  Imperial  Coal 
Company  at  its  mines  west  of  Pittsburgh,  and  shipped  to 
Cleveland,  Ohio,  in  favor  of  coal  mined  east  of  Pittsburgh 
and  shipped  to  Cleveland,  Ohio. 
May  28,  1888.  Complaint  filed. 
June  1G-I9,  1888.  Answers  filed. 

July  G,  1888.  Case  assigned  for  hearing  July  18,  1888. 
July  18,  1888.  Hearing. 
Oct.  22,  1888.  Parties  ordered  to  take  additional  testimony  by 

deposition  and  file  the  same  by  December  2,  1888. 
Oct.  25,  1888.  Baltimore  and  Ohio  Railroad  Company  granted 

leave  to  intervene  on  the  part  of  defendants. 
Dec.  4,  1888.  Deposition  filed  on  behalf  of  complainants. 
Dec.  Q,  1888.  Depositions  filed  on  behalf  of  both  parties. 
Dec.  15,  1888.  Case  assigned  for  hearing  January  11,  1889. 
Jau.  11,  1889.  Hearing  had.    Brief  for  Pittsburgh  and  Lake  Erie 
Railroad  Company  filed. 
Opinion  by  Schoonmaker,  Commissioner.     (2  L  C.  C.  Rep., 

618.) 
Complaint  held  not  sustained. 

144.  Board  of  Trade  of  the  City  of  Chicago  v.  Chicago  aud  North- 

Western  Railway  Company;  Pennsylvania  Company. 

Complaint  alleges  violations  of  sections  1,  2,  and  3  of  the  act 
by  defendants'  unreasonable  charges  and  unjust  discrimina- 
tion against  the  city  of  Chicago,  as  a  locality,  and  the  mem- 
bers of  complainants'  association,  and  that  such  discrimina- 
tion is  caused  by  the  unjust  and  unreasonably  excessive  dif- 
ference between  defendants'  joint  through  tariffs  on  grain 
from  points  in  Nebraska  to  New  York  and  the  sum  of  their 
local  tariffs  in  force  on  like  traffic  from  said  Nebraska  points 
to  Chicago,  and  from  Chicago  to  New  York;  and  that  such 
difference  in  favor  of  the  through  transportation  also  sub- 
jects the  city  of  Chicago  to  unreasonable  and  unjust  preju- 
dice and  disadvantage. 

July  23,  1888.    Complaint  filed. 

Aug.  9  to  Oct.  22,  1888.    Answers  filed. 

Oct.  20,  1888.    Case  assigned  for  hearing  December  13,  1888. 

Nov.  17,  1888.  Hearing  indefinitely  postponed  by  agreement  of 
parties. 

145.  Board  of  Trade  of  the  City  of  Chicago  v.  Chicago,  Rock  Island 

and  Pacific  Railway  Company;   Baltimore  and  Ohio  Rail- 
road Company. 
Comi)laint  alleges  violation  of  sections  1,  2,  and  3  of  the  act 
by  defendants'  charges  and  unjust  discrimination  against  the 
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city  of  Chicago,  as  a  locality,  and  tlie  members  of  tlie  com- 
plaiiiaut's  association,  and  that  such  discriniination  is  caused 
by  the  unjust  and  uureasouablv  excessive  difference  between 
delendants'  joint  through  tariffs  on  grain  from  points  in  Iowa 
to  Baltimore  and  the  sum  of  their  local  tariffs  in  force  on 
like  traffic  from  said  Iowa  points  to  Chicago,  and  from  Chi- 
cago to  Baltimore;  and  subjects  the  city  of  Chicago  to  un- 
reasonable and  unjust  prejudice  and  disadvantage. 

July  23,  18S8.  Complaint  filed. 

Aug.  27,  to  Sept  14,  1888.  Answers  filed. 

Oct.  20,  1888.  Case  assigned  for  hearing  December  14,  1888. 

Nov.  17,  1888.  Hearing  indefinitely  postponed  by  agreement  of 
parties. 

146.  Little  Rock  and  Memphis  Railroad  Company  v.  East  Tennessee, 

Virginia  and  Georgia  Railway  Company;  St.  Louis,  Iron 
Mountain  and  Southern  Railway  Company. 
Complaint  alleges  that  the  Bald  Knob  Branch  of  the  St.  Louis, 
Iron  Mountain  and  Southern  Railway,  and  the  Kansas 
City,  Springfield  and  Memidiis  Railroad,  are  competitors  of 
complainant's  road,  and  it  further  alleges  that  in  violation  of 
the  third  section  of  the  act  to  regulate  commerce  the  de- 
fendants have  withdrawn  and  discontinued  •the  sale  of 
through  tickets  over  complainant's  road  between  Memphis 
and  western  and  southern  points  in  Texas  and  elsewhere, 
while  continuing  the  sale  of  through  tickets  between  said 
points  over  the  competing  roads  above  mentioned. 

Aug.  29, 1888.  Complaint  filed. 

Sept.  19-29,  1888.  Answers  filed. 

Oct.  20,  1888.  Case  assigned  for  hearing  December  11,  1888. 

Nov.  14,  1888.  Amendment  to  answer  of  St.  Louis,  Iron  Mount- 
ain and  Southern  Railway  Company  fi'ed. 

Dec.  11,  1888.  Hearing  had. 

Dec.  11,  1888,  to  Jan.  14, 1889.  Briefs  tiled. 

Opinion  by  Walker,  Commissioner.  (3  I.  C.  C.  Rep.,  1) 
In  its  present  form  and  in  the  absence  of  the  necessary  machin- 
ery, the  statute  is  not  adequate  to  aftbrd  the  relief  prayed 
in  the  petition. 

147.  Louisville  Southern  Railroad  Company  v.  Louisville  and  Nash- 

viMe  Railroad  Company;  Louisville  Railway  Transfer  Com- 
pany. 
Complaint  alleges  violation  of  the  act  to  regulate  commerce  by 
defendants  in  refusing  to  interchange  interstate  traffic  with 
the  complainants  at  its  point  of  intersection  with  the  line 
of  the  defendants  in  the  city  of  Louisville  in  the  State  of  Ken- 
tucky. 

Aug.  30,  1888.  Complaint  filed. 

Sept.  18,  1888.  Joint  answer  filed. 
.  Sept.  24,  1888.  Case  assigned  for  hearing  October  IG,  1888.     ' 

Oct.  10,  1888.  Hearing  postponed  to  November  14,  18S8. 

Nov.  15,  1888.  Hearing  postponed  to  January  8.  1889. 

Nov.  24,  1888.  Leave  granted  counsel  to  stipulate  a  day  between 
January  22,  1889,  and  January  31,  1889,  for  the  hearing  of 
the  case. 
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Dec.  2S,  18S8.  Hearing'  iiulednilcly  postponed  by  agreement  of 
l)arties. 

148.  David  Uostetter  and  Milton  L.  Myers,  partners,  engaged  in  bnsi- 
ness  as  Uostetter  &  Co.,  v.  Pennsylvania  Coni[)any,  a  cor- 
poration of  tlie  Comnionwealtli  of  Pennsylvania,  o[)erating 
the  Pittsbnrgh,  Fort  Wayne  and  Chicago  Itailroad  and  other 
railroads  and  their  branches;  Baltimore  and  Ohio  liailroad 
Company;  Lake  Siiore  and  Michigan  Southern  Railway 
Company;  Pittsburgh  and  Luke  Erie  Railroad  Company; 
New  York  Central  and  Hudson  River  Raihoad  Company; 
Allegheny  Valley  Railroad  Company;  Pennsylvania  Rail- 
road Company. 
Complaint  alleges  that  ^'  Hostetter's  Stomach  Bitters,"  a  pro- 
l>rietar3''  medicine,  formerly  i)laced  by  defendants  in  class 
4  when  shipped  in  car-load  lots, and  in  class  3  when  shipped 
in  less  than  car-load  lots,  is  now  wrongfully  and  in  violation 
of  the  act  to  regulate  commerce  classified  by  defendants  in 
class  1,  without  reduction  in  case  of  car-load  shipments,  and 
that  unless  released  from  shortage  and  damage  claims  de- 
fendants refuse  to  transport  the  same  unless  double  rates  are 
paid.  And  further,  that  the  rates  in  force  under  such  classi- 
fication are  unjust  and  unreasonable. 

Sept.  12,  1888.  Complaint  filed. 

Oct.  10  to  Nov.  8,  1888.  Answers  filed. 

Nov.  21.  1888.  Notice  of  the  death  of  David  Hostetter,  senior 
member  of  the  firm  of  Hostetter  &  Co.,  complainants,  and 
request  for  the  substitution  <'f  Milton  L.  Myers,  as  surviving 
partner,  filed  by  complainants' counsel. 

Jan.  7,  1889.  Deposition  on  behalf  of  complainant  filed. 

Jan.  10,  1889.  Hearing  had. 

Jan.  10-Feb.  11,  1889.  Briefs  filed  for  complainant. 

Opinion  by  Schoon maker,  Commissioner.     (2  I.  C.  C.  Rep.,  573.) 
Complaint  held  not  sustained. 

Mar.  27,  1889.  Application  for  rehearing  filed. 

June  7,  1889.  Memorandum  filed.  Application  denied.  (3  I.  C. 
C.  Rep.,  130.) 

/    149.  Mary  O.  Stone  and  Thomas  Carten,  a  copartnership  doing  busi- 
'^  uess  under  the  name  of  Stone  &  Carten,  v.   Detroit,  Grand 

Haven  and  Milwaukee  Railway  Company. 
Complaint  alleges  that  in  charging  equal  rates  to  Grand 
Rapids  and  Ionia  from  Philadelphia,  New  York  and  points 
east  of  Detroit,  Ionia  being  shorter  distance  from  Detroit 
than  Grand  Rapids,  and  both  situate  on  defendant's  line  rf 
railroad,  and  in  draying  freight  free  of  charge  to  consignee's 
doors  at  Grand  Rapids,  while  like  kinds  of  freight  are  only 
delivered  at  its  warehouse  in  Ionia,  defendant  unjustly  dis 
criminates  against  Ionia  in  favor  of  Grand  Rapids,  to  its 
prejudice  and  disadvantage,  and  makes  greater  charges  for 
a  shorter  than  for  a  longer  distance,  in  violation  of  sections 
2,  3  and  4  of  the  act  to  regulate  commerce. 

Sept.  24,  1888.  Complaint  filed. 

Oct,  8,  1888.  Answer  filed. 

Oct.  20,  1888.  Case  assigned  for  hearing  December  11,  1888. 
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Dec.  10,  188S.  Heariug  iiidefiaitely  postponed  ou  stipulation  of 

parties. 
Dec.  22, 1888.  Case  assigned  forbearing  January  23,  1889, 11  a.  m. 
Jan.  24,  1889.  Brief  for  defendant  tiled. 
Jan.  29,  1889.  Hearing.     Agreed  statement  of  facts  filed. 
Jan.  29,  1889.  Brief  filed  for  complainant. 
Jan.  29,  1889.  Brief  filed  for  cartage  companies. 
Dec.  1,  1889.  Case  under  advisement  by  the  Commission. 

159.  Coxe  Brothers  and  Company  v.  Lehigh  Valley  Railroad  Company. 

Complaint  alleges  that  defendant's  charges  to  complainant's 
anthracite  coal  as  interstate  traffic  are  unreasonable  and  un- 
just; that  said  charges  are  greater  than  are  charged  to  oth- 
ers on  bituminous  coal  traffic  shipped  contemporaneously 
and  under  similar  circumstances  and  conditions,  and  that 
said  bituminous  coal  traffic  is  thereby  given  an  unreasonable 
preference  and  advantage  over  said  anthracite  coal  traffic, 
to  its  undue  prejudice  and  disadvantage.  The  complaint 
further  alleges  that  defendant  charges  petitioners  more  on 
anthracite  coal  as  interstate  traffic  than  it  charges  the  Le- 
high Valley  Coal  Company  on  anthracite  coal  contempora- 
neously shipped  under  similar  circumstances  and  conditions, 
thereby  giving  to  said  Lehigh  Valley  Coal  Company  an  un- 
reasonable preference  and  advantage  over  petitioner  and 
other  shippers,  to  their  undue  prejudice  and  disadvantage 

Oct.  19,  1888.  Complaint  filed. 

Nov.  i:^,  1888.  Answer  filed. 

Nov.  15,  1888.  Case  assigned  for  heariug  January  11,  1889. 

Nov.  24,  1888.  Case  re-assigned  for  hearing  January  18,  1889, 
upon  request  of  parties. 

Jan.  18,  1889.  Hearing.     Memorandum  filed  by  complainants. 

Jan.  18,  1889.  Ordered:  That  the  heariug  be  adjourned  to  Feb- 
ruary 7,  1889,  and  that  the  Pennsylvania  Kailroad  Com- 
pany ;  the  New  York,  Lake  Erie  and  Western  Railroad 
Company;  the  Philadelphia  and  Reading  Railroad  Com- 
pany; the  Central  Railroad  Company  of  New  Jersey;  the 
Delaware  and  Hudson  Canal  Company;  the  New  York.  Sus- 
quehanna and  Western  Railroad  Com])any ;  the  Lehigh  Coal 
and  Navigation  Company;  the  Erie  and  Wyoming  Valley  Rail- 
road Company,  or  ilny  member  of  the  Trunk  Line  Associa- 
tion, may  appear  and  join  in  the  defense  as  they  may  think 
necessity. 

Feb.  7-12,  1889.  Hearing  had.  Case  continued  to  March  1, 1889, 
for  argument. 

Feb.  28,  1889.  Hearing  of  argument  continued  to  March  14,  1889, 
at  the  request  of  counsel. 

Mar.  5,  18S9.   Hearing  of  argument  continued  to  March  19, 1889. 

Mar.  19-20,  1889.  Hearing  had. 

Mar.  19  to  Apr.  4,  1889.  Briefs  filed. 

Dec.  1,  1889.  Case  under  advisement  by  the  Commission. 

151.  In  the  Matter  of  the  Tariffs  and  Classifications  of  the  Atlanta  and 
West  Point  Railroad  Company;  Central  Railroad  and  Bank- 
ing Company  of  Georgia;  Charleston  and  Savannah  Railway 
Company;  Charlotte,  Columbia  and  Augusta  Railroad  Com- 
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pany;  Cincinnati,  Now  Orleans  and  Texas  Pacific,  liailway 
Conii)any;  C()lnini)ia  aiMUJrecnvillc  Railroad (Jonipany;  K<\st 
Tennessee,  Virginia  and  (reor«j:ia  Railway  Company;  (leor«>fia 
Kaih'oad  and  Baidvin<;- Company ;  Lonisville  and  Nashville 
Railroad  Company;  Memphis  and  Charleston  Railroad  Com- 
pany; Mobile  and  Girard  Railroad  Company;  Mobile  and 
Mont<'omery  Railroad  Company;  Montg^omery  and  Eufanla 
Kailroad  Company;  Nashvnlle,  Chattanooi»a  and  St.  Lonis 
Railway  Company;  Norfolk  and  VVestern  Railroad  Company; 
Port  Royal  and  An<i:nsta  Railway  Company;  Richmond  ami 
Danville  Railroad  Company;  Rome  Railroad  Company;  Sa- 
vannah, Florida  and  Western  Railway  Company;  Savannah, 
Griffin  and  North  Alabama  Railway  Company;  Seaboard  and 
Roanoke  Railroad  Company;  South  Carolina  Railway  Com- 
pany; South  and  North  Alabama  Railway  Company;  Vicks- 
bnrg  and  Meridian  Railway  Company ;  Western  and  Atlantic 
Railroad  Company;  Western  Railway  Company  of  Alabama; 
Wilmington  and  Weldon  Railroad  Company;  Wilmington, 
Columbia  and  Augusta  Railroad  Company;  and  such  other 
carriers  as  may  hereafter  be  named,  operating  in  the  same 
territory  with  those  above  enumerated,  or  connecting  with 
them: 
A  general  examination  and  investigation  of  the  tariffs  and  classi- 
fications of  the  above-named  companies  ordered. 

Oct.  22,  1888.  Matter  assigned  for  hearing  December  18,  18^8. 

Dec.  18,  19,  20,  1888.  Hearing  had. 
Opinion  by  Walker,  Commissioner.  (3  I.  C.  C.  Rep.,  ID.) 
Ordered:  That  in  the  transportation  of  interstate  traffic  and  in 
the  making,  filing  and  publication  of  tariffs  for  such  traffic 
each  and  every  of  the  several  carriers  above  named  without 
unnecessary  delay,  correct  and  arrange  their  respective  tariffs 
'Whether  they  be  individual  or  joint  tariffs,  in  such  manner 
as  to  comply  with  the  provisions  of  the  act  to' regulate  com- 
merce in  the  particulars  specified  as  to  each  carrier  and  line 
of  carriers  in  said  report  and  opinion,  and  that  each  of  said 
carriers  make  report  to  the  Commission  of  its  action  in  the 
l)remises. 

153.  The  Independent  Refiners'  Association;  of  Titusville,  Pennsylva- 
nia, and  the  Independent  Refiners'  Association,  of  Oil  City, 
Pennsylvania,  v.  Western  New  York  and  Pennsylvania 
Railroad  Company;  New  York,  Lake  Erie  and  Western 
Railroad  Company;  Delaware  and  Hudson  Canal  Com- 
pany; Fitchburg  Railroad  Company;  Boston  and  Maine 
Railroad  Company. 

Complaint  alleges  that  defendants'  rate  of  $1  per  barrel  on  re- 
fined petroleum  from  Titusville  and  Oil  City,  Pa.,  to  Boston 
and  other  New  England  points  is  unreasonable  and  dispio- 
portionate  to  defendants  charge  of  66  cents  per  barrel  from 
the  points  first  named  to  New  York  City ;  and  that  on  ac- 
count of  ocean  competition  in  oil  traffic  between  New  York 
and  Boston  any  unreasonable  difference  in  above-named 
rates  is  unjust;  that  the  two  defendants  herein  first  named 
charge  proportionately  more  for  like  and  contemporaneous 
service  on  like  traffic  to  Boston  points  than  to  New  York  ; 
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that  defendants  have  withdrawn  their  through  tariff  to  Man- 
chester, N.  H.,  and  PortUmd,  Me.,  and  other  points  on  the 
Boston  and  Maine  Railroad,  without  giving  proper  notice 
thereof,  and  since  such  withdrawal,  while  not  refusing  the 
traffic,  they  have  refused  to  quote  definite  rates  thereon  ; 
that  the  Standard  Oil  Trust,  a  couinion  carrier  of  oil  by  pipe 
lines,  and  the  Trunk  Lines  pool  freight  or  net  earnings  and  di- 
vide the  same,  and  also  fix  the  rates  complained  of,  which 
rates  are  the  same  as  are  charged  by  said  pipe  lines. 

Dec.  4,  1888.  Complaint  filed 

Dec.  20,  1888  to  Jan.  14,  1889.  Answers  filed. 

Dec.  27,  1888.  Memorandum  filed  by  complainants. 

Dec.  27, 1888.  Ordered:  That  the  various  carriers  composing  trans- 
portation routes  as  shown  by  the  above  memorandum  be 
furnished  with  copies  of  this  order  and  of  the  petitions  and 
answers  when  they  shall  be  fixed;  and  that  said  other  car- 
riers have  leave  to  intervene  as  parties  by  filing  notice  to  that 
effect  within  ten  days. 

Jan.  17,  1889.  Certified  copies  of  the  complaint  and  answers,  and 
of  the.  above  order,  sent  to  all  parties  and  to  the  carriers 
named  in  the  memorandum  of  complainants  on  file. 

Jan.  24,  1889.  Provisions  of  above  order  extended  so  as  to  apply 
to  the  Philadelphia  and  Reading  Railroad  Company  and  the 
Fall  Brook  Coal  Company, 

Jan.  20,  1889.  Appearance  of  Lake  Shore  and  Michigan  Southern 
Railway  Company  filed. 

Jan.  29,  1889.  Notice  of  intervention  as  a  party  defendant  filed  by 
New  York  Central  and  Hudson  River  Railroad  Com))any. 

Apr.  1,  1889.  Case  assigned  for  hearing  at  Titusville,  Pa.,  May  15, 
1889. 

May  15,  1889.  Hearing  had  and  continued  to  June  11,  1889,  at 
Washington.  , 

May  20,  1889.  Case  assigned  for  further  hearing  at  Washington, 
June  11,  1889.     . 

June  5,  18^9.  Hearing  postponed  to  June  27,  1889. 

June  27,  1889.  Hearing  had  and  continued  to  October  15,  1889. 

Oct.  15,  10,  17,  1889.  Hearing  had  and  continued  for  argument 
to  a  day  to  be  named. 

154.  The  Independent  Refiners'  Association  of  Titusville,  Pa.,  and  the 
Independent  Refiners'  Association,  of  Oil  City,  Pa.,t?.  West- 
ern New  York  and  Pennsylvania  Railroad  Company  ;  New 
York,  Lake  Erie  and  Western  Railroad  Compauy ;  Lehigh 
Valley  Railroad  Company. 

Complaint  alleges  that  defendants'  rate  of  00  cents  per  barrel 
on  refined  petroleum  from  Titusville  and  Oil  City  to  Pertli 
Amboy  is  excessive  and  unreasonable;  that  the  Standard 
Oil  Trust,  a  common  carrier  of  oil  by  pipe  lines,  and  the 
Trunk  Lines  pool  freight  or  net  earnings  and  divide  the  same, 
and  also  fix  the  rate  complained  of,  which  rate  is  the  same  as 
that  charged  by  said  pipe  lines. 

Dec.  4,  1888.  Complaint  filed. 

Dec.  20,  1888,  to  Jan.  14,  1889.  Answers  tiled. 

Dec.  27,  1888.  Memorandum  tiled  by  complainants. 

Dec.  27,  1888.    Ordered :  That  the    various  carriers  composiug 
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triiiisportatiou  routes  as  shown  by  the  above  meinoradum, 
be  iiirnislied  with  copies  of  this  order,  and  of  the  i)etiti()ns 
and  answers  when  the  latter  sliall  beiiled;  and  tliat  said 
other  carriers  liave  leave  to  intervene  as  parties  by  filing 
notice  to  tliat  effect  within  ten  days. 

Jan.  17,  1889.  Certified  copies  of  comphiint  and  answers,  and  of 
the  above  order,  sent  to  all  parties  and  to  the  carriers  named 
in  the  memorandum  of  complainants  on  file. 

Jan.  24,  1S89.  Provisions  of  above  order  extended  so  as  to  apply 
to  the  Philadelpha  and  Keading  Railroad  Company  and  the 
Fall  Brook  Coal  Company.     Copies  sent. 

,Tan.  2G,  1889.  Appearanceof  Lake  Shore  and  Michigan  Southern 
Railway  Company,  by  George  C.  Greene,  general  counsel, 
filed. 

Jan.  29,  1889.  jSTotice  of  intervention  as  a  party  defendant  filed 
by  New  York  Central  and  Hudson  River  Railroad  Company, 
by  Frank  Loomis,  counsel,  filed. 

Apr.  1,  1889.  Case  assigned  for  hearing  at  Titusville,  Pa.,  May 
15,  1889. 

May  15, 1889.  Hearing  had  and  continued  to  June  11,  1889,  at 
Washington. 

May  20,  1889.  Case  assigned  for  further  hearing  at  Washington 
June  11,  1889. 

June  5,  1889.  Hearing  postponed  to  June  27,  1889. 

June  27, 1889,  Hearing  had  and  continued  to  Oct.  15,  1889. 

June  28,  1889.  Statement  of  permanent  subcommittee  of  Phila- 
delphia Board  of  Trade  on  alleged  decadence  of  the  com- 
merce of  the  port  of  Philadelphia,  with  accomj^anying  reso- 
lutions filed. 

Oct.  15,  16, 17,  1889.  Hearing  had  and  continued  for  argument  to 
a  day  to  be  named. 

155.  Putnam  P.  Bishop  v.  H.  R.  Duval,  as  receiver  of  the  Florida  Rail- 
way and  Navigation  Company. 

Complaint  alleges  unjust,  unreasonable  and  greatly  dispro- 
portionate charges  for  the  carriage  of  oranges  in  car-load 
lots  between  points  in  the  State  of  Florida  when  such  car- 
riage forms  part  of  the  through  transportation  from  Citrain 
said  State  to  New^  York  City,  Boston  and  Philadelphia.  And 
it  further  alleges  that  such  charges  namely,  25  cents  per 
crate  from  Citra  to  various  Florida  points,  are,  by  the  de- 
fendant and  the  Florida  Southern  Railway  Company,  made 
arbitrary  on  through  shipments  destined  outside  of  said 
State,  and  that  said  arbitrary  rate  compared  with  the  pro- 
rate received  by  defendant  for  longer  hauls  of  the  same 
traffic  between  said  Florida  points  upon  its  line  including 
the  shorter  haul  from  Citra,  namely  12  cents  per  cerate,  consti- 
tutes unjust  discrimination  against  the  orange  shippers  of 
Citra. 

Dec.  17,  1888.  Complaint  filed. 
Jan.  15,  1889.  Answer  filed. 

Mar.  18,  1889.  Case  assigned  for  hearing  May  1,  1889. 
May  1,  1889.  Hearing  had.    Memorandum  filed.      (3    I.  0.  C. 
Rep.,  128.) 

Complaint  dismissed. 
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156.  James  A.  Harris  v.  H.  R.  Duval,  as  receiver  of  the  Florida  Rail- 
way and  Navigation  Company;  Savannah,  Florida  and 
Western  Eailway  Company;  Central  Railroad  and  Banking 
Company  of  Georgia;  Western  and  Atlantic  Railway  Com- 
pany ;  Nashville,  Chattanooga  and  St.  Louis  Railway  Com- 
pany ;  Louisville  and  Nashville  Railroad  Company  ;  Evans- 
ville  and  Terre  Haute  Railroad  Company ;  Chicago  and 
Eastern  Illinois  Railroad  Company ;  St.  Louis,  Keokuk  and 
Northwestern  Railroad  Comx^any;  Florida  Southern  Railway 
Company. 
Complaint  alleges  unjust,  unreasonable,  and  greatlj^  dispro- 
portionate charges  for  tbe  carriage  of  oranges  in  car-load 
lots  between  points  in  the  State  of  Florida,  when  such  car- 
riage forms  part  of  the  through  transportation  by  defendants 
from  Citra,  in  said  State,  to  Chicago,  111.,  and  Keokuk, 
Iowa.  And  it  further  alleges  that  such  charges — namely,  25 
cents  per  crate  from  Citra  to  various  Florida  points — are  by 
the  defendants,  the  Florida  Railway  and  Navigation  Com- 
pany and  the  Florida  Southern  Railway  Company,  made 
arbitrary  on  through  shipments  destined  outside  of  said 
State,  and  that  said  arbitrary  rate  compared  with  the  pro- 
rate received  by  the  Florida  Railway  and  Navigation  Com- 
pany, for  the  longer  hauls  of  the  same  traffic  over  its  line 
between  Florida  points,  including  the  shorter  haul  from 
Citra — namely,  12  cents  per  crate — constitutes  unjust  dis- 
crimination against  the  orange-shippers  of  Citra. 

Dec.  17,  1888.  Complaint  filed. 

Dec.  26,  1888,  to  Jan.  15,  1889.  Answers  filed. 

Mar.  18,  1889.  Case  assigned  for  hearing  May  1,  1889. 

May  1, 1889.  Hearing  had.    Memorandum  filed.     (3  I.  C.  C.  Rep., 
128.) 
Complaint  dismissed. 

157.  L.  Lippman  &  Co.  v.  Illinois  Central  Railroad  Company. 

(Complaint  alleges  that  defendant  charges  more  for  the  trans- 
portation of  cotton  shipped  from  Yazoo  City,  Miss.,  to  New 
Orleans  than  it  receives  as  its  division  of  through  rates  when 
the  cotton  is  shipped  by  steam-boat  on  through  bills  of  lad- 
ing from  points  on  the  Yazoo  River  to  Yazoo  City  and  thence 
by  defendants'  road  to  New  Orleans. 
.  Dec.  1,  1888.     Complaint  filed. 
Dec.  1,  1888.    No  order  of  notice  issued. 
Jan.  3, 1889.     Memorandnm  filed.     (2  I.  C.  C.  Rep.,  584.) 
No  order  considered  necessary. 

158.  Railroad  and  Warehouse  Commission  of  the  State  of  Minnesota 

V.  Chicago  and  North- Western  Railway  Company ;  Chi- 
cago,  St.  Paul  and  Kansas  City  Railway  Company ;  Wis- 
consin Central  Railroad  Company;  Chicago,  Burlington  and 
Northern  Railroad  Company;  Chicago,  Burlington  and 
Quincy  Railroad  Company;  Chicago,  Rock  Island  and 
Pacific  Railway  Company  ;  Miunea])olis  and  St.  Louis  Rail- 
way Company;  Chicago,  St.  Paul,  Minneapolis  and  Omaha 
Railway  Company  ;  Burlington,  Cedar  Rapids  and  Northern 
Railway  Company. 
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Coini)laint  alleges  that  derendaiits  have  violated  the  provisions 
of  the  act  since  Jnly  1,  1888,  in  the  following"  particnlars:  by 
special  rates,  rebates,  commissions  and  other  devices;  by 
giving  undae  and  nnreasonable  preference  and  advantage  to 
particular  persons,  tirms,  corporations  and  localities,  and  to 
particular  descriptions  of  traffic  ;  by  failing  to  print  and  keep 
for  public  inspection  schedules  of  rates,  fares  and  charges, 
containing  the  freight  classification  in  force,  in  su(;h  proper 
form  and  places  for  convenient  inspection  as  is  required  by 
the  sixth  section.  (See  No.  165.) 
Jan.  12,  1889.    Complaint  filed. 

{See  matter  of  rate  sheets  of  same  carriers,  No.  165.) 
159.  John  P.  Squire  &  Company  v.  Michigan  Central  Eailroad  Com- 
pany; New  York  Central  and  Hudson  River  Eailroad  Com- 
pany ;  Boston  and  Albany  Railroad  Company. 
Complaint  alleges  that  the  relative  rates  charged  by  defend- 
ants for  th^  transportation  of  live  hogs  for  complainants  and 
of  slaughtered  beef,  live  cattle,  and  slaughtered  hog  products 
for  other  parties  from  Chicago  and  Joliet,  111.,  to  Cambridge, 
Somerville,  and  Boston,  Mass,,  constitute  unjust  discrimina- 
tion and  undue  and  unreasonable  prejudice  and  disadvan- 
tage to  comx)laiuants. 

Jan.  19,  1889.  Complaint  filed. 

Jan.  19,  1889.  Ordered :'  That  the  Vermont  Central  Railroad  Com 
pany,  the  New  York,  Ontario  and  Western  Railway  Com- 
pany, the  Pennsylvania  Railroad  Company,  the  New  York. 
Lake  Erie  and  Western  Railroad  Company,  the  Delaware, 
Lackawanna  and  Western  Railroad  Company,  the  Balti- 
more and  Ohio  Railroad  Comj)any  and  the  Grand  Trunk 
Railway  Company  have  leave  to  intervene  as  parties  by  filing 
notice  of  desire  to  do  so  w  ithin  twenty  days  from  this  date. 

Jan.  19,  1889.  Copies  of  the  petition  and  of  the  above  order  sent 
to  the  carriers  named  and  to  the  parties.  Notice  sent  de- 
fendants. 

Feb.  14,  1889.  Copies  of  the  complaint  sent  to  the  Iowa  Railroad 
Commission  on  January  31,  and  to  Hon.  W.  J.  Campbell, 
218  La  8alle  street,  Chicago,  111.,  on  this  date.  Answers  to 
be  sent  when  filed.    Also  notices  of  hearing. 

Feb.  28,  1889.  Copies  of  answers  and  notices  of  hearing  to  be  sent 
Messrs.  Cummins  &  Wright,  J3es  Moines,  Iowa,  and  Gage, 
Ladd  &  Small,  Kansas  City,  Mo. 

Mar.  1,  1889.  Joint  answer  tiled. 

Apr.  9,  1889.  Case  assigned  for  hearing  May  9,  1889,  10  a.  m.,  at 
Palmer  House,  Chicago,  111. 

Apr.  18,  1889.  Hearing  postponed  to  the  last  of  May  or  early 
part  of  June,  on  a  day  to  be  hereafter  named. 

May  10,  18^9.  Case  assigned  for  hearing  at  the  Palmer  House, 
Chicago,  111.,  May  27,  1889,  10  a.  m.,  and  at  the  Peabody 
House,  Kansas  City,  Mo.,  May  31,  1889,  10  a.  m. 

May  27, 1889.  Hearing  called  and  continued  to  a  day  to  be  named. 

May  31, 1889.  Hearing  called  and  continued  to  a  day  to  be  named. 

Sept.  3,  1889.  Case  assigned  for  hearing  at  the  Palmer  House, 
Chicago,  111.,  September  30,  1889. 

Sept.  30,  1889.  Hearing  continued  to  a  day  to  be  named. ' 

Oct.  25, 1889.  Case  assigned  for  hearing  December  4^  1889. 
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Nov.  1,  1S89.  Depositions  ou  behalf  of  complainants  tiled. 

Nov.  4,  1889.  Hearing  indefinitely  postponed  by   agreement  of 

parties. 
JSTov.  20,  1889.  Depositions  ou  behalf  of  defendants  filed. 

IGO.  In  the  Matter  of  the  Transportation  of  Persons  over  the  Pennsyl- 
vania Kailroad;  New  York  Central  and  Hudson  River  Rail- 
road ;  Delaware,  Lackawanna  and  Western  Railroad  ;  Bal^ 
timore  and  Ohio  Railroad;  Grand  Trunk  Railway;  Ver- 
mont Central  Railroad;  New  York,  Ontario  and  Western 
Railway ;  New  York,  Lake  Erie  and  Western  Railroad. 
It  havingcoine  to  the  knowledge  of  the  Commission  that  various 
railroad  companies  in  the  country  are  giving  a  construction 
to  the  interstate  commerce  law  in  the  issue  of  passes  for  free 
transportation  that  differs  in  some  particulars  from  that  which 
the  law  received  at  their  hands  at  the  time  of  its  enactment, 
and  the  Commission  being  apprehensive  that  the  new  con- 
struction may  lead  to  mischiefs,  it  has  been  thought  best  to 
invite  the  presidents  of  what  are  commonly  known  as  the 
Trunk  Line  Companies,  either  in  person  or  by  representatives 
chosen  by  themselves,  to  meet  the  Commission  in  conference 
for  the  purpose  of  a  free  interchange  of  views  on  the  subject 
and  for  such  action  on  the  part  of  the  Commission  as  shall 
seem  to  be  called  for. 

Jan.  17,  1889.  Conference  set  down  for  February  6,  1889. 

Jan.  17,  1889.  Presidents  of  each  company  notified. 

Feb.  6,  1889.  Conference  held.     {Seel^o.  i91.) 

161.  William  L,  Rawson  v.  Newport  News  and  Mississippi  Valley 
Company. 
Comi)iaint  alleges  violation  ot  sections  3  and  6  as  follows: 
Defendant's  published  tariff  in  force  August  10,  1887,  along 
the  line  of  its  Chesapeake  and  Ohio  Railway,  on  lumber  from 
Covington,  Ky.,  to  New  York  City  was  24  cents  per  100 
pounds,  including  lighterage,  and  the  route  was  via  the  Rich- 
mond, Fredericksburg  and  Potomac  Railroad;  a  car-load  of 
lumber  billed  by  said  route  was,  without  complainant's  con- 
sent, forwarded  by  defendant  via  the  Baltimore  and  Ohio 
Railroad,  a  lighterage  charge  of  5  cents  per  100  pounds  from 
Communipaw  to  New  York  was  added  to  said  rate,  and  bills 
of  lading  by  the  latter  were  substituted  after  the  dispatch  of 
the  car  for  those  by  which  the  former  route  was  named ; 
the  tariff  specifying  the  former  rate  had  not  been  withdrawn, 
and  the  only  authority  for  such  change  of  route  was  an 
agents'  circular,  not  posted  for  public  information,  whereby 
single  car-lots  could  only  be  billed  to  Communipaw  at  24 
cents,  but  five  car-lots  might  be  billed  to  New  York  City  at 
24  cents  per  100  pounds,  lighterage  free. 

Jan.  22,  1889.  Complaint  filed. 

Feb.  13,  1889.  Time  to  answer  extended  fifteen  days  on  app|ic^t 
tion  of  defendant's  counsel, 

Feb.  27,  1889.  Answer  filed. 

Mar.  18,  1889.  Case  assigned  for  hearing  April  9,  1889. 

Apr.  5,  1889.  Leave  granted  to  complainant  to  amend  the  com- 
plaint by  adding  new  parties,  and  heariqg  to  stand  over  in- 
definitely. " •' 
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Apr.  25,  1889.  Amended  complaint  filed  adding  as  parties  de- 
fendant the  Baltimore  and  Ohio  Railroad  Company  and  L. 
Boyers'  Sons,  lighterage  agents  for  the  Baltimore  and  Ohio 
Kailroad  Company  at  New  York. 
\  May  15, 1889.  Answers  of  Baltimore  and  Ohio  Railroad  Company 

and  L.  Boyers'  Sons  filed. 

May  20,  1889.  Case  assigned  for  hearing  at  Washington,  June 
20,  1889. 

June  20,  1889.  Hearing  had. 

Opinion  by  Bragg,  Commissioner  (3  I.  C.  0.  Rep.,  266). 

Complaint  dismissed  without  prejudice. 

162.  In  the  Matter  of  Passenger  Tariffs  and  Rate  Wars. 

Dec.  7,  8,  10  and  11,  1888.  Investigation  held  at  Chicago,  111. 
Jan.  25,  1889.  Memorandum  filed  (2  I.  C.  C.  Rep.,  513). 

163.  Independent  Refiners'  Association   of  Titusvillej     Independent 

Refiners'  Association  of  Oil  Cityj  v.  Pennsylvania  Railroad 
Company ;  Western  New  York  and  Pennsylvania  Railroad 
Comimny. 
Complaint  alleges  that  defendants'  rate  of  66  cents  per  barrel, 
formerly  52  cents  per  barrel,  on  refined  petroleum  oil  shipped 
in  barrels  from  the  Pennsylvania  oil  regions  to  tide-water  in 
New  York  Harbor  for  export  is  unjust  and  unreasonable; 
f  that  said  rate  compared  with  the  rate  of  52  cents  per  barrel 

charged  by  defendants  for  like  service  on  oil  shipped  in  tank 
cars  for  export  constitutes  unjust  discrimination  and  undue 
and  unreasonable  preference  and  advantage  in  favor  of  the 
shipments  in  tanks.  It  also  alleges  undue  preference  and 
advantage  to  the  companies  affiliated  to  the  Standard  Oil 
Trust  by  reason  of  a  contract  existing  between  the  Pennsyl- 
vania Railroad  Company  and  the  National  Transit  Com- 
pany, a  common  carrier  of  oil  by  pipe  lines  and  under  the 
control  of  said  trust,  whereby  it  is  agreed  to  pool  or  divide 
traffic  in  oil,  and  said  railroad  company  is  guarantied  26  per 
cent,  of  the  traffic  between  said  points,  and  also  that  the 
same  rates  shall  be  maintained  by  rail  and  pipe  lines.  The 
difference  between  price  paid  by  petitioners  by  rail  or  pipe 
line  and  the  cost  to  said  trust  companies  is  about  48  cents 
per  barrel,  including  local  pipeage  and  collection. 

Jan.  30,  1889.  Complaint  filed. 

Feb.  18-28,  1889.  Answers  filed. 

Apr.  1,  1889.  Case  assigned  for  hearing  at  Titusville,  Pa.,  May 
16,  1889. 

May  15,  1889.  Hearing  had  and  continued  to  June  11,  1889,  at 
Washington. 

May  20, 1889.  Case  assigned  for  further  hearing  at  Washington, 
June  11,  1889. 

June  5,  1889.  Hearing  postponed  to  June  27,  1889. 

June  27,  1889.  Hearing  had  and  continued  to  Oct.  15, 1889. 

Oct.  15, 16, 17, 1889.  Hearing  had.  Brief  and  Supplemental  Brief 
Pennsylvania  Railroad  Company,  on  motion  of  complain- 
ants' counsel  for  production  of  contract  between  it  and  the 
National  Transit  Company.  Hearing  for  argument  continued 
to  a  day  to  be  named. 

H.  Mis.  50-^ — 11 
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164.  lu  the  Matter  of  a  General  Conference  of  Kailroad  Commissioners. 

The  suggestion  for  a  general  conference  of  Kailroad  Commis- 
sioners having  been  heartily  approved  b}^  the  State  Eailroad 
Commission,  it  was  ordered  that  sach  conference  be  held. 

Jan.  31, 1889.  Ordered:  That  the  conference  be  held  at  the  office 
of  the  Commission  in  Washington,  J).  C,  at  11  o'clock  a.  m., 
on  the  5th  day  of  March,  1889. 

Jan.  31,  1889.  Invitations  sent  to  each  State  Railroad  Commis- 
sion, to  Board  of  Tax  Assessors,  or  Secretaries  of  State  or  In- 
ternal Affairs  in  States  where  no  Railroad  Commission  exists 
and  railroad  matters  are  specially  in  charge  of  such  depart- 
ment officials,  and  to  the  Governors  of  all  other  States  and 
Territories, 

Mar.  5,  6,  7, 1889.  Conference  held.    Proceedings  ordered  printed. 

165.  In  the  Matter  of  the  Rate  Sheets  of  Chicago  and  Korth -Western 

Railway  Company ;  Chicago,  St.  Paul  and  Kansas  City 
Railway  Company ;  Chicago,  Milwaukee  and  St.  Paul  Rail- 
way Company;  Wisconsin  Central  Railroad  Company; 
Chicago,  Burlington  and  Northern  Railroad  Company ; 
Chicago,  Burlington  and  Quincy  Railroad  Company;  Chi- 
cago, Rock  Island  and  Pacific  Railway  Company;  Minne- 
apolis and  St.  Louis  Railway  Company;  Chicago,  St.  Paul, 
Minneapolis  and  Omaha  Railway  Company;  Burlington, 
Cedar  Rapids  and  Northern  Railway  Company. 
It  appearing  to  the  Commission  that  it  is  desirable  that  an  in- 
vestigation be  had  in  regard  to  the  manner  in  which  the  sev- 
eral respondents  named  make  and  publish  their  respective 
rate  sheets,  and  from  time  to  time  change  the  same,  and  also 
as  to  the  forms  thereof,  with  a  view  to  the  correction  of  any  ; 
errors  in  method  or  form,  and  to  insuring  the  results  in- 
tended by  the  act  requiring  the  same,  and  that,  especially, 
the  following  matters  may  be  determined,  that  is  to  say: 

(1)  Whether  the  forms  of  the  rate  sheets  give  the  public  the 
information  to  which  they  are  entitled. 

(2)  Whether  the  rate  sheets  actually  issued  are  printed  and 
published  as  required  by  law. 

(3)  Whether  in  some  instances  the  rate  sheets  are  not  put  in 
force  before  they  have  been  duly  published. 

(4)  In  what  manner  respondents  are  accustomed  to  give  notice 
of  an  advance  of  rates,  and  whether  the  notice  as  given  com- 
plies with  the  law. 

(5)  Whether  joint  rates  when  made  are  duly  agreed  upon  and 
tiled  in  proper  form  with  the  Commission. 

(6)  Whether  it  is  not  desirable  that  all  joint  rates  be  ordered 
by  the  Commission  to  be  published,  and  if  not,  whether  such 
order  should  not  be  made  as  to  some  class  thereof. 

Feb.  4,  1889.  Investigation  ordered  held  at  Palmer  House,  Chi- 
cago, 111.,  February  19,  1889,  10  a.  m. 

Feb.  4,  1889.  Copy  order  sent  each  respondent,  and  the  Rail- 
road and  Warehouse  Commission  of  Minnesota.   {See  No.  158.) 

Feb.  19,  20,  21,  1889.  Hearing  had  at  Chicago,  111. 

166.  William  H.  Heard  v.  Georgia  Railroad  Company. 

Complaint  alleges  that  the  complainant,  a  colored  person, 
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while  traveling  from  Phihuleli)hia  to  Atlanta  on  a  first-class 
throii<;b  ticket,  was  coin[)elle{l  on  changing  cars  at  Augusta, 
Ga.,  to  enter  a  compartment  of  a  car  assigned  for  the  use  of 
colored  persons  only,  and  that  the  comforts  and  accommo- 
dations provided  iu  such  half-car  were  second  class  and  in- 
ferior to  those  afforded  to  white  passengers  traveling  first 
class  and  occupying  a  separate  coach  in  the  same  train, 
theretey  subjecting  him  to  undue  and  unreasonable  preju- 
dice and  disadvantage.  The  complaint  i)rays  that  the  de- 
cision of  the  Commission  upon  the  complaint  heretofore 
brought  against  the  defendant  by  the  complainant  may  be 
enforced  if  these  charges  are  found  to  be  true. 

Feb.  9,  1889.  Complaint  filed. 

Mar.  5, 1889.  Answer  filed. 

Mar.  18,  1889.  Case  assigned  for  hearing  April  10,  1889. 

Apr.  8,  1889.  Deposition  on  behalf  of  complainant  filed. 

Apr.  10,  1889.  Hearing  had. 
Opinion  by  Bragg,  Commissioner  (3  I.  C.  C.  Eep.,  111). 
Defendant  ordered  to  cease  and  desist  from  subjecting  pe- 
titioner and  other  persons  of  his  race  and  color  to  undue 
prejudice  and  disadvantage  by  failing  and  refusing  to  fur- 
nish them  passenger  accommodations  and  comforts  equal  to 
those  afforded  to  white  passengers  paying  the  same  fare,  or 
failing  to  furnish  them  equal  i)rotectiou  against  disorderly 
conduct  on  the  part  of  other  passengers  or  persons  traveling 
on  its  passenger  trains. 

May  22,  1889.  Statement  filed  by  defendant  giving  notice  of 
refusal  to  comply  with,  the  provisions  of  the  order  of  the 
Commission  served  upon  it  in  this  proceeding,  and  the  rea- 
son for  such  refusal,  namely,  its  appeal  to  the  courts. 

167.  Irving  Williams  v.  Richmond  and  Danville  Eailroad  Company. 

(Forwarded  by  Eailroad  Commission  of  South  Carolina.) 

Complaint  alleges  that  defendant's  refusal  to  give  him  a  through 
bill  of  lading  on  cotton  offered  for  shipment  from  Winnsbor- 
ough,  S.  C,  to  Kew  York,  via  rail  line  to  Charleston  and 
steamship  line  to  destination  at  the  same  through  rate  that 
would  be  charged  if  the  same  route  was  over  defendant's  line 
to  West  Point  and  thence  hy  water  line  to  l^e,w  York,  consti- 
tutes unjust  discrimination  when  through  bills  are  given  by 
the  way  of  Charleston  from  points  in  defendant's  Columbia 
and  Greenville  branch  road  to  New  York. 

Feb.  2,  1889.  Complaint  and  Papers  filed.  No  order  of  notice  is- 
sued. 

Feb.  12,  1889.  Memorandum  filed  by  the  Commission.     {In  re 
Joint  Water  and  Eail  Lines,  2  I.  C.  C.  Eep.,  615.) 
No  order  considered  necessary. 

— 

168.  Memphis  Freight  Bureau  v.  Kansas  City,  Fort  Scott  and  Memphis 

Eailroad  Company. 
Complaint  alleges  that  by  defendant's  published  tariff  No.  261, 
the  rates  on  the  several  classes  of  freight  therein  named 
are,  according  to  distance,  improperly  graded  between  Mem- 
phis, Tenn.,  and  Cabool,  Mo.,  iu  comparison  with  the  rates 
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put  iQ  force  by  said  tariff  from  Memphis  to  stations  west  of 
Oabool  to  and  including  Spring  Bill. 

Feb.  15, 1889.  Complaint  filed. 
Mar.  19, 1889.  Answer  filed. 

Mar.  18,  1889.  Case  assigned  for  hearing  April  11,  1889. 
Apr.  6,  1889.  Hearing  postponed  indefinitely  by  request  of  par- 
ties. 
May  9,  1889.  Eequest  for  discontinuance  filed  by  complainant. 
May  9,  1889.  Ordered  that  proceedings  be  discontinued. 

169.  Memphis  Freight  Bureau  v.  Kansas  City,  Fort  Scott  and  Memphis 

Railroad  Company. 

Complaint  alleges  that  defendant  is  a  member  of  the  Western 
Freight  Association ;  that  the  rates  of  defendant  between 
Kansas  City  and  Memphis  are  higher  than  the  published 
rates  of  the  Western  Freight  Association  between  Kansas 
City  and  Chicago  and  Milwaukee;  that  the  distance  from 
Kansas  City  is  458  miles  to  Chicago,  543  miles  to  Milwaukee, 
and  487  miles  to  Memphis;  that  the  physical  difficulties 
of  transportion  are  not  believed  to  be  as  great  between 
Kansas  City  and  Memphis  as  between  Kansas  City  and  Mil- 
waukee; that  by  reason  of  said  higher  rates  Kansas  City 
business  is  lost  to  Memphis;  that  said  higher  rates  should 
be  so  reduced  that  they  shall  not  be  at  any  time  greater  than 
the  rates  of  said  association  between  Kansas  City  and  Chi- 
cago. 

Feb.  15,  1889.  Complaint  filed. 
Mar.  19, 1889.  Answer  filed. 

Mar.  18, 1889.  Case  assigned  for  hearing  April  11,  1889. 
Apr.  6,  1889.  Hearing  postponed  indefinitely  by  request  of  par- 
ties. 
May  9,  1889.  Request  for  discontinuance  filed  by  complainant. 
May  9,  1889.  Ordered,  That  proceeding  be  discontinued. 

170.  Memphis  Freight  Bureau  v.  Missouri  Pacific  Railway  Company. 

Complaint  alleges  that  defendant,  by  establishing  a  tariff  of 
rates  on  freight  which  makes  no  distinction  in  rates  between 
St.  Louis  and  East  St.  Louis  and  the  following  western 
points:  Kansas  City,  St.  Joseph,  Atchison  and  Leavenworth, 
and  names  higher  rates  between  Memphis  and  the  three 
points  last  named  than  it  does  between  Memphis  and  Kansas 
City,  unjustly  discriminates  against  Memphis  in  favor  of  St. 
Louis  and  East  St.  Louis  to  its  prejudice  and  disadvantage. 
It  further  alleges  like  discrimination  by  defendant's  allow- 
ing certain  preferential  rates  between  St.  Louis  and  East  St. 
Louis  and  said  western  points  and  denying  like  preferential 
rates  between  Memphis  and  said  western  points. 

Feb.  15,  1889.  Complaint  filed. 

Mar.  12,  1889.  Answer  filed. 

Mar.  18, 1889.  Case  assigned  for  hearing  April  11,  1889. 

Apr.  6,  1889.  Hearing  postponed  indefinitely. 

May  9,  1889.  Request  for  discontinuance  filed  by  complainant. 

May  9,  X889.  Ordered,  That  proceeding  be  discontinued. 
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i/^l.  Memphis  Freight  Bureau  v.  Missouri  Pacific  Railway  Company. 

Complaint  alleges  that  defendant  by  establishing  the  same 
rates  between  St.  Louis  and  East  St.  Louis  and  Omaha  that 
it  exacts  between  St.  Louis  and  East  St.  Louis  and  Kansas 
City,  St.  Josei)h,  Leavenworth  and  Atchinson,  while  its 
rates  between  Menii)his  and  Omaha  are  higher  than  its 
rates  between  Memphis  and  Kansas  City,  unjustly  discrim- 
inates against  Memphis  to  the  unlawful  advantage  of  St. 
Louis  and  East  St.  Louis. 

Feb.  15,  1889.  Complaint  filed. 

Mar.  12,  1889.  Answer  filed. 

Mar.  18,  1889.  Case  assigned  for  hearing  April  11,  1889. 

Apr.  6,  1889.  Hearing  indefinitely  postponed. 

May  9,  1889.  Request  for  discontinuance  filed  by  complainant. 

May  9,  1889.  Ordered^  That  proceeding  be  discontinued. 

172.  Memphis  Freight  Bureau  v.  Southern  Railway  and  Steamship 

Association. 
Complaint  alleges  that  differences  in  the  rates  promulgated 
by  the  defendant  Association  from  Memphis  and  Nashville 
to  Anniston,  Eufaula,  Poelika,  Selma,  Montgomery,  Ala., 
and  Columbus,  Ga.,  viz:  Class  1,31  cents;  class 2,  2o cents; 
class  3,  21  cents  ;  class  4,  18  cents  ;  class  5,  14  cents  ;  class 
6,  9  cents ;  class  A,  4  cents ;  class  B,  4  cents ;  class  C,  3 
cents  ;  class  B,  3  cents,  and  class  E,  1 1  cents  per  100  pounds, 
nnjustly  discriminate  against  Memphis  in  favor  of  Nashville  ; 
that  such  differentials  should  be  fixed  on  a  percentage  basis 
and  not  arbitrarily  ;  and  that  Memphis  rates  should  not  be 
more  than  10  per  cent,  higher  than  Nashville  rates  to  said 
points. 

Feb.  15, 1889.  Complaint  filed. 

Mar.  9,  1889.  Answer  tiled. 

Mar.  18,  1889.  Case  assigned  for  hearing  April  11,  1889. 

Apr.  6,  1889.  Hearing  indefinitely  postponed. 

May  9,  1889.  Request  for  discontinuance  filed  by  complainant. 

May  9, 1889.  Ordered,  That  proceeding  be  discontinued. 

173.  James  &  Abbott  v.  East  Tennessee,  Virginia  and  Georgia  Rail- 

way Company  f  Norfolk  and  Western  Railroad  Company; 
Shenandoah  Valley  Railroad  Company;  Cumberland  Val- 
ley Railroad  Company;  Pennsylvania  Railroad  Companj^; 
New  York,  New  Haven  and  Hartford  Railroad  Company; 
New  York  and  New  England  Railroad  Company. 
Complaint  alleges  violation  of  section  4  of  the  act  as  follows : 
Under  through  joint  arrangements  defendants  charge  a 
through  rate  of  36  cents  per  100  pounds,  on  lumber  in  car- 
loads from  Johnson  City,  Tenn.,  to  Boston,  Mass.,  a  distance 
of  911  miles,  while  they  charge  34  cents  per  100  pounds,  on 
lumber  in  car-loads  from  Atlanta,  Ga.,  to  Boston,  a  distance 
of  1,240  miles ;  the  shorter  being  included  within  the  longer 
haul,  over  the  same  line  in  the  same  direction.  Also,  that 
defendants  charge  the  same  rate  on  lumber  in  car-loads  from 
Macon,  Ga.,  to  Boston,  a  distance  of  1,328  miles,  that  they 
charge  from  Johnson  City,  the  shorter  being  included  within 
the  longer  haul  over  the  same  line  in  the  same  direction. 
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Feb.  18,  1889.    Complaint  filed. 

Feb.  28  to  Mar.  13,  1889.     Answers  filed. 

Mar.  J  8,  1889.     Case  assigned  for  hearing  April  30,  1889. 

Mar.  29, 1889.  Case  re-assigned  for  hearing  May  2, 1889,  by  con- 
sent of  parties. 

Apr.  2,  1889.     Depositions  filed  by  complainants. 

May  2,  1889.  Hearing  had.  Argument  for  complainants  filed. 
Opinion  by  Morrison,  Commissioner  (3  I.  C.  C.  Rep.,  225). 
Defendants  ordered  to  cease  and  desist  from  charging  and  re- 
ceiving any  greater  compensation  for  the  transportation  of 
lumber  in  car-loads  for  the  shorter  than  for  the  longer  dis- 
tance, in  the  same  direction,  the  shorter  being  included  within 
the  longer  distance  over  their  line  from  Atlanta,  Ga.,  and 
Johnson  City,  Tenn.,  to  Boston,  Mass.  Further  ordered  that 
the  rate  charged  "by  defendants  on  lumber  in  car-loads  from 
Johnson  City, "Tenn.,  to  Boston,  Mass.,  must  not  exceed  33 
cents  per  hundred  pounds,  that  being  the  rate  in  effect  over 
other  lines  from  points  in  neighboring  territory  to  the  same 
destination. 

174.  In  the  Matter  of  an  Investigation  respecting  the  Transportation  of 

Grain  from  western  points  to  Baltimore  over  the  Baltimore 
and  Ohio  Eailroad  and  the  Pennsylvania  Railroad  and  their 
connecting  lines. 
Feb.  14,  16,  1889.     Hearing  and  investigation  at  Baltimore,  Md. 

175.  Board  of  Trade  of  the  City  of  Chicago  v.  Chicago  and  Alton 

Railroad  Company ;  Chicago,  Burlington  and  Quincy  Rail- 
road Company ;  Chicago,  Milwaukee  and  St.  Paul  Rail- 
way Company;  Chicago,  Rock  Island  and  Pacific  Railway 
Company;  Chicago,  St.  Paul  and  Kansas  City  Railroad 
Company ;  Chicago,  Santa  Fe  and  California  Railway  Com- 
pany ;  Illinois  Central  Railroad  Company ;  John  McNulta, 
receiver  of  the  Wabash  Railway  Company;  Chicago  and 
North-Western  Railway  Company. 

Complaint  alleges  that  defendants  charge  a  much  greater  com- 
pensation for  services  rendered  in  the  transportation  of  live 
hogs  from  Kansas  City,  Leavenworth,  Atchison,  Omaha, 
Council  Blufls  and  Sioux  City,  or  from  some  of  said  cities 
and  from  points  east  thereof,  than  for  like  and  contempora- 
neous services  rendered  in  the  transportation  of  packing- 
house products  and  thereby  discriminate  against  the 
packing-house  interests  of  Chicago;  that  the  practice  of 
charging  higher  rates  to  Chicago  upon  the  raw  material 
than  upon  the  manufactured  product  gives  undue  and  un- 
reasonable preference  and  advantage  to  the  Western  packing 
interests,  and  further,  that  the  rates  upon  live  hogs  in  car- 
loads should  not  exceed  72  per  cent,  of  the  rates  on  pork 
products  in  car-loads. 

Feb.  27,  1889.     Complaint  filed. 

Mar.  12,  1889,  to  Apr.  13, 1889.     Answers  filed. 

Mar.  21,  1889.  Petition  for  leave  to  intervene  as  parties  defend- 
ant and  file  answers  to  the  complaint  herein  filed  by  The 
Armour  Packing  Company  ;  George  Fowler  &  Son  ;  Kiugan 
&  Co.,  limited;   Jacob  Dold  Packing  Company;  Morrison 
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Packing  Company  ;  Alcutt  Packing  Company  j  Kansas  City 
Packing  Company. 
Ordered,  That  the  said  petition  be  granted  and  that  said  new 
defendants  file  their  answers,  witliin  twenty  days. 

Mar.  21,  1889,  Petition  for  leave  to  intervene  as  parties  defend- 
ant and  file  answers  to  the  complaint  herein  filed  by :  The 
Des  Moines  Packing  Company,  William  Ellsworth,  Kaak- 
iuson  &  Co.,  James  E.  Booge  &  Sons,  Silberhorn  &  Co., 
Mackeown  &  Sons,  L.  B.  Dond  &  Co.,  Brittain  &  Co.,  John 
Morrell  &  Co.,  limited,  T.  M.  Sinclair  &  Son,  William  liyan 
&  Son,  Coey  &  Co.;  and  the  Board  of  Railroad  Commission- 
ers of  the  State  of  Iowa,  filed. 
Ordered,  That  said  petition  be  granted,  and  that  the  Board  of 
Kailroad  Commissioners  of  Iowa  be  also  allowed  to  intervene 
and  tile  answer  to  the  complaint,  and  that  the  joint  answer 
of  the  said  intervenors  now  presented  be  filed. 

Mar.  21,  1889.  Joint  answer  of  Des  Moines  Packing  Company, 
William  Ellsworth,  Haakinson  &  Co.,  James  E.  Booge  & 
Sons,  Silberhorn  &  Co.,  Mackeown  &  Sons,  L.  B.  Dond  & 
Co.,  Brittain  &  Co.;  John  Morrell  &  Co.,  limited;  T.  M.  Sin- 
clair &  Co.;  W^illiam  Ryan  &  Son  ;  Coey  &  Co.,  and  the 
Board  of  Railroad  Commissioners  of  the  State  of  Iowa,  filed, 

Apr.  0,  1889.  Joint  answer  of  Armour  Packing  Company, 
George  Fowler  &  Sons;  Kingan  &  Co.,  limited;  Jacob -Dold 
Packing  Company,  Morrison  Packing  Company,  Allcutt 
Packing  Company,  and  Kansas  City  Packing  Company,  filed. 

Apr.  15,  1889.  Case  assigned  for  hearing  at  Kansas  City,  Mo., 
Maj^  8,  1889,  and  at  the  Palmer  House,  Chicago,  III.,  May 
9,  1889. 

Apr.  18,  1889.  Hearing  postponed  to  the  last  of  May  or  early 
part  of  June  at  a  day  to  be  hereafter  named. 

May  10,  1889.  Case  assigned  for  hearing  at  the  Palmer  House, 
Chicago,  Mav  27,  1889,  and  at  the  Peabody  House,  Kansas 
City,  Mo.,  May  31,  1889. 

May  27, 1889.  Hearing  had  and  continued  to  Kansas  Cit^^,  Mo., 
as  per  notice  given. 

May  31,  1889.  Hearing  had.  Parties  allowed  to  take  and  file 
additional  testimony. 

Aug.  1,  1889,  Case  assigned  for  oral  argument  at  Washington, 
October  26,  1889,  and  counsel  allowed  to  file  written  agree- 
ments of  submission  on  that  date. 

Aug.  8,  1889.     Depositions  on  behalf  of  complainant  filed. 

Aug.  8,  1889.  Notice  of  receiver  of  Wabash  Railway  Company, 
regarding  submission  of  case,  filed. 

Aug.  8,   1889.    Notice  of  Chicago,  St.  Paul  and  Kansas  City 
Railway  Company  of  its  written  agreement  to  submit  case . 
on  October  26. 

Aug.  16,  1889.     Depositions  filed  on  behalf  of  intervenors. 

Aug.  16,  1889.  Notice  of  Illinois  Central  Railroad  Company,  of 
submission  of  case  on  its  part  on  the  pleadings  and  evi- 
dence. 

Sept.  11,  1889.  Amendment  to  complaint  filed  as  allowed  on 
hearing  at  Chicago. 

Oct.  26,  28,  29,  1889.  Hearing  of  argument  had.  Briefs  filed 
for  petitioner,  Iowa  Pork  Packers,  intervenors,  and  Kansas 
City  Pork  Packers,  intervenors.     Case  submitted. 


168     REPORT    OF    THE    INTERSTATE    COMMERCE    COMMISSION. 

Nov.  4,  1889.    Proposed  findings  of  fact  submitted  by  petitioner, 

filed. 
Nov.  21, 1889.    Eeply  brief  for  Iowa  Pork  Packers,  intervenors, 

filed. 
Dec.  1,  1889.     Case  under  advisement  by  the  Commission. 

176.  In  the  Matter  of  Export  Kates  by  Trank  Line  Carriers. 

Mar.  8,  1889.  Ordered^  That  a  notification  be  sent  to  each  of  the 
railway  carriers  comprising  what  is  known  as  the  Trunk 
Line  Association  to  appear  before  the  Inter  State  Commerce 
Commission,  in  the  city  of  Washington,  on  Saturday,  the 
16th  day  of  March,  1889,  at  10  o'clock  of  said  day,  for  the 
purpose  of  fully  and  particularly  setting  forth  and  showing 
what  their  export  rates  are,  and  how  these  export  rates  are 
made  by  each  of  them,  and  also  for  the  purpose  of  giving 
each  of  said  carriers  an  opportunity  to  be  heard  concerning 
the  manner  of  making  and  publishing  said  rates  in  order  to 
comply  with  the  provisions  of  an  act  to  regulate  commerce, 
approved  February  4,  1887,  as  amended  by  an  act  to  amend 
said  act,  approved  March  2,  1889. 

Mar.  11,  1889.  Order  sent  to  each  carrier  belonging  to  the  Trunk 
Line  Association. 

Mar.  16-18.  Hearing  had.  {See  No.  130,  3  I.  C.  C.  Rep.,  137. 
Also  page  6Q  of  this  Report.) 

177.  Wojta  Strausky  v.  Chicago  and  North-Western  Railway  Company ; 

Fremont,  Elkhorn  and  Missouri  Valley  Railway  Company. 
Complaint  alleges  that  defendant's  former  rates  of  84  cents  per 

100  pounds  for  the  transportation  of  beer  in  barrels  or  kegs 

in  car-load  lots  from  Milwaukee,  Wis.,  to  Chadron,  Nebr., 

was  unjust  and  unreasonable;  that  on  or  about  February  1, 

1889,  said  rate  was  advanced  to  94  cents  per  100  pounds; 

that  a  reasonable  rate  for  such  transportation  would  be  70 

cents  per  100  pounds. 
Mar.  14,  1889.  Complaint  filed. 
Apr.  18,  1889.  Joint  answer  filed. 
May  10,  1889.  Case  assigned  for  hearing  at  the  Palmer  house, 

Chicago,  111.,  May  28,  1889. 
May  28,  1889.  Hearing  called.    No  appearance  by  complainant. 

Defendant  consenting  thereto,  the  hearing  was  postponed 

indefinitely. 

178..  Abiel  Leonard  v.  Chicago  and  Alton  Railroad  Company. 

Complaint  alleges  that  defendant's  rate  of  24  cents  per  100 
pounds  on  cattle  in  car-loads  of  20,000  pounds  transported 
from  Mount  Leonard,  Mo.,  to  Chicago,  is  unjust  and  unreas- 
onable ;  that  defendant's  new  system  of  weighing  cattle  in  its 
own  time  and  way  at  Chicago  often  causes  such  delay  as  to 
prevent  the  necessary  feeding  and  watering  of  cattle  after 
unloading  in  time  to  place  them  on  the  market  in  proper 
shape,  thereby  causing  a  great  disadvantage  to  the  shipper; 
that  defendant's  former  reasonable  practice  was  to  charge 
for  cattle  by  the  car-load,  allowing  twenty  head  of  cattle  to 
the  car. 
Mar.  14,  1889.  Complaint  filed. 
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Mar.  18,  1889.  Copy  couipUiint  and  notice  to  answer  sent  carrier. 

Mar.  18,  1889.  Notice  sent  complainant. 

Apr.  8,  1889.  Answer  filed. 

Apr.  9,  1889.  Case  assigned  for  hearing  May  G,  1889,  3  p.  m.,  at 
Jeft'erson  City,  Mo. 

Apr.  IS,  1889.  Hearing  postponed  to  tbe  last  of  May  or  the  early 
part  of  June,  at  a  day  to  be  named  hereafter. 

Apr.  20,  1889.  Petition  for  leave  to  file  amended  answer  filed. 
Leave  granted,  answer  to  be  filed  within  fifteen  days. 

May  4,  1889.  Amended  answer  filed. 

May  10,  1889.  Case  assigned  for  hearing  at  the  court- house,  Jef- 
ferson City,  Mo.,  May  29,  1889,  12  m.     Replication  filed. 

May  29,  1889.  Hearing  had.  Briefs  to  be  filed  and  oral  argument 
to  be  presented  if  desired. 

July  2,  1889.  Brief  for  complainant  filed. 

Aug.  15,  1889.  Brief  for  defendant  filed.  • 

Opinion  by  Cooley,  Chairman.  (3  I.  0.  C.  Rep,,  241.) 
Held,  That  it  was  not  unlawful  for  defendant  to  prescribe  a 
minimum  weight  for  a  car-load  of  live  cattle  and  charge  by 
the  hundred  pounds  in  proportion  to  the  car-lot  rate  for  any 
excess  over  the  minimum.  Case  retained  for  further  show- 
ing by  complainant  on  the  question  whether  the  rates  charged 
were  reasonable. 

179.  Logan  B.  Chappelle  v.  Chicago  and  Alton  Railroad  Company. 

Complaint  alleges  that  defendant's  rates  of  24  cents  per  100 
pounds  on  cattle  in  car  loads  from  Mount  Leonard,  Mo.,  to 
Chicago  is  unjust  and  unreasonable,  and  largely  increases  the 
car-load  rate  of  $50  per  car,  which  was  ample  and  had  been 
in  force  between  said  points  for  the  past  ten  years. 

Mar.  14,  1889.  Complaint  filed. 

Mar.  18, 1889.  Copy  complaint  and  notice  to  answer  sent  carriers. 

Mar.  18,  1889.  Notice  sent  complainant. 

Apr.  8,  1889.  Answer  filed. 

Apr.  9,  1889.  Case  assigned  for  hearing  Maj^  6,  1889,  3  p.  m.,  at 
Jefferson  City,  Mo. 

Apr.  18,  1889.  Hearing  postponed  to  the  last  of  May  or  the  early 
part  of  June,  at  a  day  to  be  hereafter  named. 

Apr.  20,  1889.  Petition  for  leave  to  file  amended  answer  filed. 
'    Leave  granted  to  be  filed  within  fifteen  days. 

May  4,  1889.  Amendment  to  answer  filed. 

May  10,  1889.  Case  assigned  for  hearing  at  the  court-house,  Jef- 
ferson City,  Mo.,  May  29,  1889,  12  m.  Notices  sent  parties. 
Replication  filed. 

May  29, 1889.  Hearing  had.  Briefs  to  be  filed  and  oral  argument 
to  be  presented  if  desired. 

July  2, 1889.  Brief  for  complainant  filed. 

Aug.  15,  1889.  Brief  for  defendant  filed. 
Opinion  by  Cooley,  Chairman.     (3  I.  C.  C.  Rep.,  241.) 
Same  disposition  as  of  No.  178. 

180.  New  Orleans  Cotton  Exchange  v.  Illinois  Central  Railroad  Com- 

pany. 

Complaint  alleges  that  defendant  charges  unjust  and  unreason- 
able rates  for  hauling  cotton  from  the  towns  and  stations 
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aloDg  its  lines  in  the  cotton  producing  region  to  New  Orleans, 
and  especially  from  Parsons  and  Aberdeen,  Miss.,  and  inter- 
vening stations  to  ^ew  Orleans  5  that  defendant  unjustly 
discriminates  in  rates  in  favor  of  persons  shipping  cotton 
north  and  east  cotton-producing  region  and  from  Memphis 
to  New  Orleans,  as  against  shippers  from  Aberdeen,  Par- 
sons, Wicklifife  and  intervening  stations  south  to  New  Or- 
leans; that  it  gives  unreasonable  preference  and  advantage 
to  Lowell,  Boston,  New  York  Gity  and  other  eastern  points, 
and  subjects  New  Orleans  to  undue  prejudice  and  disadvan- 
tage in  the  transportation  of  cotton. 

Mar.  18,  1889.  Complaint  filed. 

Ai)r.  8,  1889.  Answer  filed. 

Apr.  22,  1889.  Supplemental  petition  filed  adding  the  following 
carriers  as  i)arties  defendant: 
Michigan  Central  Kailroad  Company;  Boston  and  Albany  Eail- 
road  Company  ;  Canada  Soutliern  Railroad  Company ;  New 
York  Central  and  Hudson  River  Railroad  Company ;  Terre 
Haute  and  Indianapolis  Railroad  Company ;  Pennsylvania 
Company;  Pennsylvania  Railroad  Company;  Indianapolis 
and  St.  Louis  Railway  Company  ;  Lake  Shore  and  Michigan 
Southern  Railroad  Company;  Cleveland,  Columbus,  Cincin- 
nati and  Indianapolis  Railway  Company;  Chicago  and 
Grand  Trunk  Railway  Company;  Central  Vermont  Railroad 
Company;  Cheshire  Railroad  Company;  Chicago  and  At- 
lantic Railway  Company;  New  York,  Pennsylvania  and  Ohio 
Railroad  Company;  New  York,  Lake  Erie  and  Western 
Railroad  Company. 

May  9,  1889,  to  June  7,  1889.  Answers  of  additional  defendants 
^  filed. 

May  20,  1889.  Case  assigned  for  hearing  at  Washington,  June  25, 
1889. 

June  25,  26,  27,  1889.  Hearing  had. 

July  8,  1889.  Brief  for  complainant  filed. 

Oct.  21,  1889.  Statement  for  Illinois  Central  Railroad  filed. 

Nov.  6,  1889.  Reply  brief  for  complainant  filed. 

Dec.  1,  1889.  Case  under  advisement  by  the  Commission. 

181.  In  the  Matter  of  Export  Rates  by  Southern  and  Southwestern  Rail- 
way Carriers. 
Mar.  18, 1889.  Ordered,  That  a  notification  be  sent  to  each   of  the 
railway  carriers  named  below  to  appear  before  the  Interstate 
Commerce  Commission  in  the  city  of  Washington  on  Tuesday, 
April  2,  1889,  at  10  o'clock  a.  m.  of  said  day,  for  the  purpose 
of  fully  and    particularly  setting   forth  and  showing  what 
their  export  rates  are,  and  how  these  export  rates  are  made 
by  each  of  them,  and  also  for  the  purpose  of  giving  each  of 
said  carriers  an  opportunity  to  be  heard  concerning  the  man- 
ner of  making  and  publishing  said  rates  in  order  to  comply 
with  the  provisions  of  an  act  to  regulate  commerce,  approved 
February  4,  1887,  as  amended  by  an  act  to  amend  said  act, 
approved  March  2,  1889. 
Louisville  and  Nashville  Railroad  Company ;  Cincinnati,  New 
*  Orleans  and  Texas   Pacific   Railway  Company  ;    Alabama 

Great  Southern  Railway  Company ;  New  Orleans  and  North- 
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eastern  Railroad  Company;  Vicksburg  and  Meridian  Kail- 
road  Company;  Vicksbnrg,  Slireveporfc  and  Pacitic  Kail- 
road  Company;  Western  and  Atlantic  Railroad  Company; 
Central  Railroad  Company  of  Georgia;  Western  Railway  of 
Alabama;  Atlanta  and  West  Point  Railroad  Company; 
Georgia  Railroad  Company  ;  East  Tennessee,  Virginia  and 
Georgia  Railway  Company;  Chattanooga,  Rome  and  Colum- 
bus Railroad  Company;  Atlantic  and  i^ortli  Carolina  Rail- 
road Company ;  Norfolk  and  Western  Railroad  Company  ; 
Atlantic  Coast  Line;  Seaboard  and  Roanoke  Raifroad  Com- 
pany; Richmond  and  Danville  Railroad  Company;  Mobile 
and  Ohio  Railroad  Company  ;  Illinois  Central  Railroad  Com- 
pany ;  Newport  News  and  Mississippi  Valley  Company ; 
Chesapeake,  Ohio  and  Southwestern  Railway  Company; 
Louisville,  New  Orleans  and  Texas  Railway  Company ;  Cape 
Fear  and  Yadkin  Valley  Railway  Company;  Savannah, 
Florida  and  Western  Railway  Company ;  Florida  Railway 
and  Navigation  Compaiiy ;  South  Carolina  Railway  Com- 
pany ;  Chesapeake  and  Ohio  Railway  Company ;  Southern 
Pacific  Company ;  Texas  and  Pacific  Railway  Company ; 
Gulf,  Colorado  and  Santa  Fe  Railway  Company;  Mexican 
National  Railroad  Company  ;  International  and  Great  North- 
ern Railroad  Company;  Brunswick  and  Western  Railroad 
Company  ;  Kansas  City,  Memphis  and  Birmingham  Railroad 
Company;  Kansas  City,  Fort  Scott  and  Memphis  Railroad 
Company;  Missouri  Pacific  Railway  Company;  St.  Louis 
Iron  Mountain  and  Southern  Railway  Company. 

Apr.  2,  1889.  Hearing  had. 

(See  page  67  of  this  Report.) 

182,  In  the  Matter  of  Passenger  Tariffs. 

Conference,  requested  by  the  vice-chairman  of  the  Central 
Traffic  Association,  acting  on  behalf  of  the  general  passenger 
agents  of  various  railroad  companies,  directed  to  be  held  at 
the  office  of  the  Commission  in  Washington,  D.C.,  on  March 
21,  1889. 

Mar.  21,  1889.  Conference  held. 

Mar.  27,  1889.  Memorandum  filed.  (2  I.  C.  C.  Rep.,  649.) 

183.  New  Orleans  Cotton  Exchange  v,  Louisville,  New  Orleans  and 

Texas  Railroad  Company. 

Complaint  alleges  that  defendant,  by  establishing  through 
rates  on  cotton  from  Memphis  to  Liverpool  via  the  port  of 
New  Orleans,  which  are  much  less  than  the  sum  of  the  local 
rate  from  Memphis  to  New  Orleans  plus  the  current  ocean 
rate  from  New  Orleans  to  Liverpool,  unjustly  discriminates 
against  the  export  cotton  trade  of  New  Orleans  in  favor  of 
the  export  trade  of  Memphis. 

Mar.  26,  1889.  Complaint  filed 

Apr,  20,  1889.  Answer  filed. 

May  20,  1889.  Case  assigned  for  hearing  at  Washington  June 
25,  1889. 

June  25,  1889.  Hearing  called  and  continued  to  June  27. 

June  27,  1889.  Hearing  had. 

July  3,  1889.  Brief  for  defendant  filed. 

Dec.  1,  1889.  Case  under  advisement  by  the  Commission. 
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184.  George  Rice  v.  Ciiiciunati,  Washinfiftoii  and  Baltimore  Rail- 
road Company;  Ciuciiuiati,  Indianapolis,  St.  Louis,  and 
Ciiicago  Railway  Company;  Cbica.2:o,  Rock  Island  and 
Pacific  Railway  Company;  Union  PaciQc  Railway  Com- 
pany ;  Central  Pacific  Railroad  Company. 

Complaint  alleges  that  defendants'  rates  on  petroleum  oil  from 
common  points  east  of  the  ninety  seventh  meridian  to  Pa- 
cific coast  points  are  unjust  and  unreasonable;  that  defend- 
ants charge  petitioner  for  the  weight  of  barrel  packages,  but 
make  no  charge  to  shippers  affiliated  to  the  Standard  Oil 
Trust  for  the  weight  of  longitudinal  tanks  mounted  on  trucks, 
or  of  two  uprights  tanks  transported  in  box  cars,  and  refuse 
to  furnish  tank  cars  of  either  descrix)tion  to  complainant, 
thereby  giving  undue  preference  to  such  Standard  Oil  Trust 
shippers  and  to  shipments  of  oil  by  tanks  over  complainant 
and  others  shipx^ing  oil  in  wooden  barrels.  The  complaint 
further  charges  that  defendants  return  such  tanks  and  tank 
cars  free  to  said  affiliated  shippers,  and  in  many  instances 
pay  ear  mileage  thereon. 

Mar.  26,  1889.  Complaint  filed. 

April  18,  1889,  to  May  4,  1889.  Answers  filed. 

April  18, 1889.  Ordered,  That  the  pendency  of  this  proceeding  be 
made  known  to  the  various  railway  carriers  of  the  country, 
and  that  each  of  them  be  furnished  a  copy  of  the  complaint 
upon  prompt  application  tberefor,  and  that  they  have  leave 
to  intervene  and  bo  heard  if  they  so  desire. 

April  22,  1889.  Copy  of  order  as  printed  sent  to  each  carrier 
therein  named  and  to  the  parties. 

May  2,  1889.  Notice  of  intervention  filed  by  New  York,  Chicago 
and  St.  Louis  Railroad  Company,  S.  B.  Williams  counsel. 

May  6,  1889.  Statement  filed  by  Western  and  Atlantic  Railroad 
Company,  intervenor. 

May  20,  1389.  Case  assigned  for  hearing  at  Washington,  D.  C, 
June  18,  1889. 

May  24,  1889.  Statement  filed  by  companies  composing  the  as- 
sociated railways  of  Virginia  and  the  Cai'olinas,  intervenors. 

June  13,  1889.  Hearing  continued  at  petitioner's  request  until 
after  the  summer  vacation. 

June  20,  1889.  Application  of  complainant  for  writs  of  subpoena 
duces  tecum  filed. 

June  29,  1889.  Case  assigned  for  hearing  October  10,  1889. 

July  12,  1889.  Application  amended  by  complainant. 

July  20,  1889.  Ordered^  That  for  the  present  the  above  applica- 
tion be  denied. 

July  25, 1889.  Ordered,  That  complainant  have  leave  to  withdraw 
his  application  for  writs  of  subpoena  duces  tecum  and  substi- 
tute another  in  lieu  thereof  for  writs'directed  to  the  same  wit- 
nesses and  corporations. 

July  25,  1889.  Original  application  withdrawn  and  substitute 
"^  filed. 

Opinion  by  Bragg,  Commissioner,  on  the  application  of  petitioner 
for  subpnoeas  duces  tecum.     (3  I.  C.  C.  liep.,  186.) 

Application  denied. 

October  21,  1889.  Hearing  postponed  at  petitioner's  request  to 
November  19,  1889. 
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October  21,  1880.  neariiig-  further  postponed  by  agreement  oi 
parties  to  December  10,  1889. 

185.  George  Rice  v.  Cincinnati,  Washington  and  Baltimore  Railroad 

Company;  Ohio  and  Mississippi  Railway  Company ;  St.  Louis 
and  San  Francisco  Railway  Company;  Atchison,  Topeka  and 
Santa  Fe  Railroad  Company  ;  Atlantic  and  Pacitic  Railroad 
.  Company  ;  Southern  Pacitic  Company. 

(Complaints  alleges  same  as  complaint  in  184. 
Mar.  26,  1889.  Complaint  filed. 
Apr.  18  to  May  4,  1889.    Answers  filed. 
Apr.  18,  1889.  Ordered,  That  the    pendency  of    this   proceed- 
ing be  made  known  to  the  various  railway  carriers  of  the 
country,  and  that  each  of  them  be  furnished  a  copy  of  the 
complaint  on  prompt  application  therefor,  and  that  they  have 
leave  to  intervene  and  be  heard  if  they  so  desire. 
Apr.  22,  1889.  Copy   of  order  as  printed   sent  to  the  carriers 

therein  named  and  to  the  parties. 
Apr.  19,  1889.  Answer  of  Union  Pacific  Railway  Company,  in- 

Ptervening  defendant,  filed.     (For  notices  of  intervention,  see 
No.  184.) 
May  20,  1889.  Case  assigned  for  hearing  at  Washington,  June 

*  18, 1889. 
June  13,  1889.  Hearing  continued  at  petitioner's  request  until 
after  the  summer  vacation.     (For  proceedings  on  petitioner's 
application  for  subpoenas  duces  tecum,  see  No.  184.) 
June  29,  1889.  Case  assigned  for  hearing  October  10, 1889. 
Oct.  2,  1889.  Hearing  postponed  at  petitioner's  request  to  No- 
vember 19.  1889. 
Oct.  21,  1889.  Hearing  further  postponed  by  agreement  of  par- 
ties to  December  10,  1889. 

186.  In  the  Matter  of  the  Tariffs  of  the  Grand  Trunk  Railway  of  Can- 

ada. 
Information  having  been  lodged  with  the  Commission  that  the 
Grand  Trunk  Railway  of  Canada  has  been  and  is  violating 
the  act  to  regulate  commerce  by  granting  rebates  on  traffic 
taken  and  carried  by  it  from  points  in  the  United  States  to 
points  in  Canada  and  by  charging  less  than  its  i^ublished 
tariff  rates  on  sucb  traffic:  Ordered,  That  the  said  the 
Grand  Trunk  Railway  of  Canada  be  notified  to  appear  before 
the  Interstate  Commerce  Commission  on  the  4th  day  ot 
April,  1889,  at  10  o'clock  a.  m.  of  said  day,  to  submit  to  such 
investigation  coni^.eruing  all  the  matters  aforesaid  as  may  be 
made  b^^  the  Commission. 

Mar.  26,  1889.  Copy  of  order  sent  to  the  respondent  carrier  and 
to  the  persons  in  said  order  named,  to  wit:  Joseph  Hickson, 
general  manager,  Montreal,  Canada;  J.  W.  Lond,  general 
freight  agent  of  through  traffic,  Detroit,  Mich. ;  A.  H. 
Harris,  assistant  general  freight  agent  of  through  traffic, 
Buffalo,  N.  Y.;  H.  B.  Led.sard,  president  Michigan  Central 
Railroad  Company,  Detroit,  Mich. 

Apr.  4,  1889.  Hearing  and  investigation  had. 

Apr.  15,  1889.  Brief  for  respondent  filed. 
Opinion  by  Schoonmaker,  Commissioner  (3  I.  C,  C.  Rep.,  89). 
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Ordered,  That  the  respondent,  the  Grand  Trunk  Eailway 
Company  of  Canada,  do  wholly  and  immediately  cease  and 
desist  from  charging  and  collecting  less  than  its  established 
and  published  rates  and  charges  at  the  time  in  force  for  the 
transportation  of  coal  from  Buffalo,  Black  Eock,  and  Sus- 
pension Bridge,  in  the  State  of  I^ew  York  and  within  the 
United  States,  to  the  city  of  Hamilton  and  other  points  in 
the  Dominion  of  Canada. 

187.  Charles  H.  Brownell  v.  Columbus  and  Cincinnati  Midland  Eail- 

road  Company. 
Complaint  alleges  that  defendant's  rate  on  eggs  in  car-loads 
from  Washington  Court-House,  Ohio,  to  New  York,  is  exces- 
sive and  unreasonable,  and  that  in  refusing  to  make  a  car- 
load classification  rate  on  eggs,  while  sugar,  starch,  coffee, 
celery,  soap,  oranges,  pumpkins,  squash,  etc.,  are  so  classi- 
fied, is  discrimination  against  shippers  of  eggs. 

Mar.  29,  1889.  Complaint  filed. 

Apr.  22,  1889.  .Answer  filed. 

May.  10.  1889.  Case  assigned  for  hearing  at  the  Boody  House, 
Toledo,  Ohio,  May  24, 1889. 

May  24, 1889.  Hearing  had.  Parties  allowed  to  take  and  file  ad- 
ditional testimony.  Hearmg  of  argument  to  be  had  on  a  day 
to  be  named. 

July  11-Aug.  3,  1889.  Arguments  filed. 

Sept.  3,  1889.  Case  assigned  for  hearing  at  United  States  court- , 
room,  Indianapolis,  Ind.,  September  17,  1889.  j 

Sept.  17,  1889.  Hearing  continued.  Defendant  not  represented. 
Case  to  be  submitted  on  receipt  of  answers  to  questions  to  be 
transmitted  to  defendant. 

Sept.  30,  1889.  Answers  to  complainant's  questions  filed. 

Dec.  1,  1889.  Case  under  advisement  by  the  Commission. 

188.  Toledo  Produce  Exchange;  Detroit  Board  of  Trade;  Cleveland 

Board  of  Trade  v.  Lake  Shore  and  Michigan  Southern  Eail- 
way Company;  Michigan  Central  Eailroad  Company;  New 
York  Ceniral  and  Hudson  Eiver  Eailroad  Company;  Boston 
and  Albany  Eailroad  Company. 
Complaint  alleges  that  the  differentials  charged  by  defendants 
from  all  western  points  to  Boston  and  Boston  points  over  the 
rates  charged  from  such  western  points  to  New  York, 
namely,  5  cents  per  100  pounds  on  the  third,  fourth,  fifth 
and  sixth  classes,  and  10  cents  on  first  and  second  classes,  is 
unjust  and  unreasonable;  that  while  such  differentials  are 
charged  from  all  points  west  of  Buffalo,  the  New  York  Cen- 
tral line  and  all  other  roads  leading  from  Buffalo  only  charge 
a  differential  from  Buffalo  to  Boston  and  Boston  points  of 
2J  cents  per  100  pounds  above  the  rate  from  Buffalo  to  New 
York  on  goods  below  the  second  class.  The  complaint 
further  alleges  that  the  differentials  are  also  varied  at  other 
points. 

Apr.  1,  1889.  Complaint  filed. 

Apr.  20,  1889,  to  May  4,  1S89.  Answers  filed. 

Apr.  10,  1889.  Case  assigned  for  hearing  at  the  Boody  House, 
Toledo,  Ohio,  May  24,  1889. 
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May  24, 1889.  Ilea  ring' called.  No  evidence  presented.  Amend- 
ment of  complaint  allowed.  Detroit  Board  of  Trade  withdrew 
from  the  case. 

June  7,  1880.  Amended  complaint  filed. 

June  10,  1889.  Argument  and  points  of  petitioner  in  the  case  of 
The  Boston  Chamber  of  Commerce  v.  The  Lake  Shore  and 
Michigan  Southern  Kail  way  Company,  et  ai,  filed  by  com- 
l)laintants  in  this  case  as  a  part  of  their  argument. 

June  24,  1889,  to  July  12,  1889.  Answers  to  amended  complaint 
tiled. 

Aug.  2(3,  1889.  Eeplication  filed. 
.   Sept.  3,  1889,  Case  assigned  for  hearing  at  the  Palmer  House, 
Chicago,  111.,  September  30,  1889. 

Sept.  30,  1889.  Hearing  called.  Case  submitted  on  the  papers 
on  file. 

Dec.  1,  1889.  Case  under  advlsemeut  by  the  Commission. 

189.  Merchants'  Union  of  Spokane  Falls  v.  Northern  Pacific  Railroad 

Compan^^ 

Complaint  alleges  that  defendant  has  in  force  along  its  line  a 
classification  of  freights  and  schedule  of  rates  from  its  east- 
ern terminus  to  its  western  terminus  and  intermediate  sta- 
tions ;  that  defendant  as  a  member  of  the  Trans-continental 
Association  has  established  a  tariff  of  commodity  rates  to 
Pacific  coast  terminal  points,  low^er  than  the  rates  named  in 
its  said  line  schedule,  which  is  likewise  in  force  on  all  trans- 
continental lines,  and  includes  more  than  95  per  cent,  of  the 
articles  enumerated  in  said  classification  ;  and  that  by  reason 
of  defendant's  giving  such  commodity  rates  to  Pacific  coast 
l)oiuts  it  subjects  Spokane  Falls  to  undue  prejudice  and  gives 
unreasonable  preference  to  the  cities  of  Portland,  Tacoma, 
Genesee,  Missoula  and  Ellensburgh ;  and  also  violates  the 
provisions  of  the  fourth  section  of  the  act  to  regulate  com- 
merce. 

Apr.  2,  1889.  Complaint  filed. 

Apr.  24,  1889.  Answers  filed. 

Oct.  25,  1889.  Case  assigned  for  liearing  December  17, 1889. 

190.  Fort  Worth  Ice  Company;  Corsicana  Ice  and  R.  Company;  Den- 

ison  Crystal  Ice  Company;  Laredo  Ice  Factory;  Texarkana 
Ice  Company;  Richardson's  Ice  Works;  Dallas  Ice  Factory 
V.  Missouri  Pacific  Railway  Company;  Texas  and  Pacific 
Railway  Company;  Gulf,  Colorado  and  Santa  Fe  Railway 
Company;  Fort  Worth  and  Denver  City  Railway  Company. 
Complaint  alleges  that  defendants  rate  on  ice  of  $65  per  car- 
load of  15  to  20  tons  from  Hannibal  and  St.  Louis,  Mo.,  and 
Quincy,  111.,  to  Dallas  and  Fort  Worth,  Tex.,  which  is  vir- 
tually 15  cents  per  100  pounds,  while  corn  is  charged  48 
cents,  flour  55  cents,  potatoes  60  cents,  and  ammonia  (largely 
used  by  complainants  in  the  manufacture  of  ice)  $1.20  per 
100  pounds,  respectively,  such  car  load  shipments  of  ice 
being  also  given  time  preference  over  other  ordinary  freight  is 
greatly  disproportionate  in  coa*parison  to  said  rates  on  corn, 
flour,  potatoes  and  ammonia,  and  said  ice  rate  unjustly  dis- 
criminates against  complainants  business  of  manufacturing 
ice  and  selling  the  same,  to  their  great  damage  and  loss. 
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Apr.  16,  1889.    Complaint  filed. 

Ma3^  7-14,  1889.     Answers  filed. 

May  20.  1889.  Case  assigned  for  hearing  at  Washington,  D.  C, 
June  11,  1889. 

June  14, 1889.  Hearing  called.  The  Texas  and  Pacific  Railway 
Company,  granted  leave  to  amend  its  answer.  Complainants 
given  leave  to  add  as  parties  defendant,  the  Missouri,  Kansas 
and  Texas  Eailway  Company;  St.  Louis,  Keokuk  and  North- 
western Railwaj^  Company;  Quincy,  Omaha  and  Kansas  City 
Railway  Company;  Chicago,  Santa  Fe  and  California  Rail- 
way Company;  and  Atchison,  Topeka  and  Santa  Fe  Rail- 
road Company,  and  such  others  as  they  may  be  advised  are 
necessary. 

Hearing  postponed  until  after  the  complaint  has  been  amended. 

July  1,  1889.  Remonstrance  filed  by  the  Anheuser-Busch  Brew- 
ing Association  of  St.  Louis,  Mo.,  against  granting  the 
prayer  of  the  i)etition. 

Aug.  15,  1889.  Application  for  dismissal  of  complaint  filed  by 
petitioners. 

Aug.  15, 1889.     Ordered.,  That  complaint  be  dismissed. 

191.  In  the  Matter  of  Free  Passes  and  Free  Transportation. 

Boston  and  Albany  Railroad  Company  ;  Boston  and  Maine  Rail- 
road Company;  Baltimore  and  Ohio  Railroad  Company;  Buf- 
falo, Rochester  and  Pittsburgh  Railroad  Company;  the  Cen- 
tral Railroad  Company  of  ISTew  Jersey ;  Central  Vermont 
Railroad  Company ;  Delaware  and  Hudson  Canal  Company ; 
Delaware,  Lackawanna  and  Western  Railroad  Company ; 
Fitchburg  Railroad  Company;  Grand  Trunk  Railway  Com- 
pany ;  Lehigh  and  Hudson  River  Railway  Company  ;  Lehigh 
Valley  Railroad  Company;  Maine  Central  Railroad  Com- 
pany ;  New  York  and  New  England  Railroad  Company ; 
New  York  Central  and  Hudson  River  Railroad  Company ; 
New  York,  Lake  Erie  and  Western  Railroad  Company  ;  New 
York,  New  Haven  and  Hartford  Railroad  Company ;  New 
York,  Ontario  and  Western  Railroad  Company  ;  New  York, 
Philadelphia  and  Norfolk  Railroad  Company ;  New  York, 
Providence  and  Boston  Railroad  Company ;  New  York,  Sus- 
quehanna and  Western  Railroad  Company ;  Pennsylvania 
Railroad  Company ;  Philadelphia  and  Reading  Railroad  Com- 
pany ;  Providence  and  Worcester  Railroad  Company ;  Rome, 
Watertown  and  Ogdensburg  Railroad  Company ;  Western 
New  York  and  Pennsylvania  Railroad  Company ;  West  Shore 
Railroad  Company. 

Apr.  16,  1889.  Ordered^  That  the  above  named  carriers  appear 
before  the  Interstate  Commerce  Commission  on  the  3d  of 
May,  1889, 10  o'clock  a.  m.,  then  and  there  to  answer  and  set 
forth  the  persons  and  classes  of  persons,  if  any,  to  whom  each 
of  them,  respectively,  have  issued  passes  or  free  transporta- 
tion to  persons  other  than  its  own  officers  and  employes,  and 
the  officers  and  employes  of  other  railroad  companies,  and 
all  the  conditions  and  limitations  connected  therewith  in  each 
instance,  and  how  they  do  this  branch  of  their  business.  As 
it  is  intended  to  make  this  investigation  full  and  complete, 
each  of  said  carriers  will  save  time  aud  expense  by  bringing 
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with  it  from  its  records  a  trui^and  correct  list  of  the  names  of 
all  persons,  if  any,  to  whom  it  ha-;  issued  free  passes  or  free 
transportation,  who  are  not  its  own  oHicers  and  employes,  or 
the  officers  and  employes  of  other  railroad  companies,  be- 
tween Noveij^er  1,  I8SS,  and  the  time  of  such  inv^estigation, 
if  any  of  them  have  done  such  business,  with  an  explanation 
as  to  how  and  why  this  was  done  in  eac^h  instance;  and  each 
of  such  carriers  will  be  expected  and  required  to  present  such 
a  list  as  aforesaid  for  the  purpose  of  said  investigation  and 
to  verify  the  same  b}'  proper  proof;  and  the  said  investiga- 
tion will  relate  to  the  details  of  all  this  kind  of  business  as 
done  by  each  of  said  carriers. 

Apr.  17, 1889.  Copies  of  the  foregoing  order  sent  to  said  above 
named  carriers. 

May  3,  1889.  Hearing  and  investigation  had. 
{Seepage  9  of  this  report.) 

192.  In  the  Matter  of  Commissions  on  the  Sale  of  Tickets. 

Burlington,  Cedar  Rapids  and  I^orthern  Railway  Company ; 
Chicago  and  Alton  Railroad  Company  ;  Chicago,  Burlington 
and  Quincy  Railroad  Company ;  Chicago,  Burlington  and 
Northern  Railroad  Company  ;  Chicago,  Burlington  and  Kan- 
sas City  Railway  Company  ;  Chicago,  Kansas  and  Nebraska 
.  Railway  Company;  Chicago,  Milwaukee  and  St.  Paul  Rail- 
way Company;  Chicago  and  North- Western  Railway  Com- 
pany; Chicago,  Rock  Islaml  and  Pacific  Railway  Company  ; 
Chicago,  Santa  Fe  and  California  Railway  Company ;  Chi- 
cago, St.  Paul  and  Kansas  City  Railway  Company;  Chicago, 
St.  Paul,  Minneapolis  and  Omaha  Railway  Company  ;  Wis- 
consin Central  Railroad  Comi)any ;  Chicago  and  Atlantic 
Railway  Company ;  Chicago  and  Grand  Trunk  Railway  Com- 
pany ;  Detroit,  Grand  Haven  and  Milwaukee  Railway  Com- 
pany; Detroit,  Lansing  and  Northern  Railroad  Company; 
Flint  and  Pere  Marquette  Railroad  Company  ;  Illinois  Cen- 
tral Railroad  Company  ;  Lake  Shore  and  Michigan  Southern 
Railway  Company ;  Louisville,  New  Albany  and  Chicago 
Railway  Company ;  Michigan  Central  Railroad  Company ; 
New  York,  Chicago  and  St.  Louis  Railroad  Company  ;  Pitts- 
burgh, Fort  W^ayneand  Chicago  Railway  Company ;  Wabash 
Railway  Company  ;  Wabash  Western  Railway  Company. 

Apr.  16,  1889.  Ordered^  That  the  above-named  carriers  appear 
before  the  Interstate  Commerce  Commission  on  the  7th  of 
May,  1889,  10  o'clock  a.  m.,  then  and  there  to  answer  and 
set  forth  what  commissions,  if  any,  each  of  them  pays  upon 
the  sale  of  passenger  tickets,  and  to  whom  and  how  this 
business  is  conducted  by  each  of  them. 

Apr.  17.  Copy  of  the  foregoing  order  sent  to  each  of  the  above- 
named  carriers. 

May  3-7.  Answers  filed. 

May  7.  Hearing  and  investigation  held. 

{See  page  13  of  this  report.) 

193.  In  the  Matter  of  Trackage  and  Car  Mileage. 

Burlington,  Cedar  Rapkls  and  Nortliern  Railway  Company  ;  Chi- 
cago and  Alton  Railroad  (jompany;  Chicago,  Burlington  and 
H.  Mis.  50 12 
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Quiucy  Railroad  Compauy ;  Chicago,  Burlington  and  North- 
ern Railroad  Company ;  Chicago,  Burlington  and  Kansas  City 
Railway  Company  ;  Chicago,  Kansas  and  Nebraska  Railway 
Company  ;  Chicago,  Milwaukee  and  St.  Paul  Railway  Com- 
pany ;  Chicago  and  North- Western  Railway  Company  ;  Chi- 
cago, Rock  Island  and  Pacific  Railroad  Company  ;  Chicago, 
Santa  Fe  and  California  Railway  Company ;  Chicago,  St. 
Paul  and  Kansas  City  Railway  Company ;  Chicago,  St.  Paul, 
Minneapolis  and  Omaha  Railway  Company  ;  Wisconsin  Cen- 
tral Railroad  Company  ;  Chicago  and  Atlantic  Railway  Com- 
pauy ;  Chicago  and  Grand  Trunk  Railway  Company ;  De- 
troit, Grand  Haven  and  Milwaukee  Railroad  Company;  De- 
troit, Lansing  and  Northern  Railroad  Company ;  Flint  and 
Pere  Marquette  Railroad  Company;  Illinois  Central  Rail- 
road Company  ;  Lake  Shore  and  Michigan  Southern  Railway 
Company ;  Louisville,  New  Albany  and  Chicago  Railway 
Company ;  Michigan  Central  Railroad  Company  ;  New  York, 
Chicago  and  St.  Louis  Railroad  Company ;  Pittsburgh,  Fort 
Wayne  and  Chicago  Railway  Company;  Wabash  Railway 
Company;  Wabash  Western  Railway  Company. 

Apr.  16,  1889.  Ordered,  That  the  above-named  carriers  appear 
before  the  Interstate  Commerce  Commission  on  the  ^^th  of 
May,  1889,  10  o'clock  a.  m.,  then  and  there  to  answer  and  set 
forth  what  allowance,  if  any,  each  of  them  pays  for  trackage, 
and  to  whom  in  each  instance  and  how  this  is  done,  and 
what  allowance,  if  any,  each  of  them  pays  for  different  classes 
of  cars  furnished  by  shippers,  car  companies,  individuals,  or 
connecting  lines,  and  how  this  business  is  conducted  and  done 
by  each  of  them,  and  as  to  what  is  a  fair  and  just  allowance 
for  such  different  classes  of  cars. 

Apr.  17.  Copy  of  the  foregoing  order  sent  to  each  of  the  above- 
named  carriers. 

May  3-7.  Answers  filed. 

May  8.  Hearing  and  investigation  held. 

June  17.  Circular  of  this  date  sent  to  each  carrier  named  in  the 
order  of  notice  who  failed  to  file  answer  in  response  thereto. 

July  5  to  October  7,  1889.     Replies  to  foregoing  circular  filed. 
{See  page  15  of  this  report.) 

191.  George  Rice  v.  Louisville  and  Nashville  Railroad  Compauy. 

Complaint  alleges  that  defendant's  rates  on  coal  oil  between 
stated  points  are  unjust  and  unreasonable  ;  that  defendant's 
rates  on  cotton-seed  oil  and  turpentine,  respectively,  and  on 
coal  oil  make  and  give  an  undue  and  unreasonable  preference 
or  advantage  to  the  traffic  in  cotton-seed  oil  and  turpentine 
over  the  traffic  in  coal  oil ;  that  the  defendant's  rates  on  coal 
oil  make  and  give  an  undue  and  unreasonable  preference  and 
advantage  to  the  traffic  of  coal  oil  in  tank  cars  over  the  same 
traffic  in  barrel  packages,  and  also  give  like  preference  to 
the  Standard  Oil  Company,  of  Kentucky,  the  Standard  Oil 
Company,  of  Ohio,  the  Camden  Consolidated  Oil  (Company, 
of  West  Virginia,  and  other  shippers  affiliated  to  the  Stand- 
ard Oil  Trust,  over  complainant,  to  his  unreasonable  preju- 
dice and  disadvantage;  that  defendant's  rates  between  points 
named  in  the  complaint  are  iu  contravention  of  the  fourth 
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section  of  the  act,  luul  that  (lefciulant's  refusal  to  fiirnisli 
taok  cars  is  in  contiaveutioii  of  the  third  section  of  tlie  act. 

Apr.  27,  1889.  Complaint  tiled. 

Apr.  27,  1889.  Ordered^  That  the  pendency  of  this  proceeding 
be  made  known  to  the  various  railway  carriers  of  the  coun- 
try, and  that  each  of  them  be  furnished  a  coi)y  of  the  com- 
plaint on  [)roinpt  api)lication  therefor,  and  that  they  have 
leave  to  intervene  and  be  heard  if  they  so  desire. 

Apr.  29,  1889.  Copy  of  order  as  printed  sent  to  each  carrier 
therein  named  and  to  the  parties. 

May  20, 1889.  Case  assigned  for  hearing  at  Washington,  June 
18,  1889. 

May  27,  1889.  Notice  of  intervention  filed  by  Cincinnati,  Kew 
Orleans  and  Texas  Pacific  Railway  Company,  and  associated 
Companies. 

May  27,  1889.  Answer  filed. 

June  13,  1889.  Hearing  continued  at  petitioner's  request  until 
after  the  summer  vacation.  (For  proceedings  on  petitioner's 
application  for  subpoenas  duces  tecum  see  No.  184.) 

June  24,  1889.  Intervening  joint  answer  of  Cincinnati,  New 
Orleans  and  Texas  Pacific  Railway  Company,  Alabama  Great 
Southern  Kailroad  Company,  New  Orleans  and  North-eastern 
Eailroad  Company,  Alabama  and  Vicksburg  Eailway  Com- 
pany, and  Vicksburg,  Shreveport  and  Pacific  Railroad  Com- 
pany, filed. 

June  29,  1889.  Case  assigned  for  hearing  October  10, 1889. 

Aug.  12,  1889.  Order  entered  directing  the  order  of  April  27, 
1889,  sent  to  additional  railroad  companies. 

Aug.  13,  1889.  Order  granted  allowing  complainant  to  amend 
the  petition  in  this  proceeding.     Amendment  filed. 

Aug.  14,  1889.  Copies  of  above  orders  served. 

Oct.  2,  1889.  Hearing  postponed  at  petitioner's  request  to  No- 
vember 19,  1889. 

Oct.  21,  1889.  Hearing  further  postponed  by  agreement  of 
parties  to  December  10,  1889. 

195.  New  Orleans  Cotton  Exchange  v.  Cincinnati,  New  Orleans  and 
Texas  Pacific  Railway  Company;  Alabama  Great  Southern 
Railway  Couipany;  New  Orleans  and  North-eastern  Rail- 
road Company  5  Vicksburg  and  Meridian  Railroad  Company; 
Vicksburg,  Shrevei)ort  and  Pacific  Railroad  Company;  Cin- 
cinnati, Hamilton  and  Dayton  Railroad  Company;  Cincin- 
nati, Washington  and  Baltimore  Railroad  Company;  Cleve- 
land, Columbus,  Cincinnati  and  Indianapolis  Railway  Com- 
pany; Pittsburgh,  Cincinnati  and  St.  Louis  Railway  Company. 
Complaint  alleges  that  defendants  above  named,  composing 
the  "Queen  and  Crescent  Route,"  charge  unjust  and  uiirea- 
sonable  rates  for  handling  cotton  from  Meridian,  Miss.,  and 
stations  on  its  lines  north  and  south  thereof,  to  New  Orleans; 
that  said  defendants  unjustly  discriminate  in  rates  in  favor 
of  persons  shipping  cotton  north  and  east  from  the  cotton- 
producing  region  as  against  shippers  from  said  region  to  New 
Orleans;  and  that  unreasonable  preference  and  advantage  is 
given  by  the  defendants  to  shipments  of  cotton  to  Lowell, 
Boston,  New  York  and  other  eastern  points  to  the  undue 
prejudice  and  disadvantage  of  New  Orleans. 
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May  4,  1889.  Complaint  and  amended  complaint  filed. 

May  20,  1889.  Case  assigned  for  hearing  at  Washington,  June 

25,  1889. 
May  28-Jiine  7,  1889.  Answers  filed. 
June  5,  1889.  Application  of  the  Planters'  Compress  Company 

and  the  Cotton  Exchange  of  Meridian,  Miss.,  filed  for  leave  to 

intervene  and  file  answer;  application  granted. 
June  17,  1889.  Answer  of  Meridian  Board  of  Trade,  intervenor, 

filed. 
June  24,  1889.  Depositions  filed  on  behalf  of  defendants. 
June  25,  26,  27,  1889.  Hearing  had. 
July  8,  1889.  Brief  for  com])lainants  filed. 
Dec.  1,  1889.  Case  under  advisement  by  the  Commission. 

196.  Maj.  J.  P.  Sanger,    Inspector-General  U.  S.  Army,  v.  Southern 

Pacific  Company,  Lessee,  Central  Pacific  Eailroad  and  Union 
Pacific  Railroad  Company. 
Complaint  alleges  an  overcharge  to  complainant  for  three  and 
one-half  tickets  for  his  family  from  San  Francisco,  two  and 
one-half  tickets  to  Fort  Leavenworth,  and  one  ticket  to  New 
York,  as  follows:  Complainant  as  an  army  officer  presented  his 
transportation  request  to  the  agent  of  the  Central  Pacific  and 
ascertained  the  through  fares  to  the  above  destination  for  his 
family,  but  was  refused  tickets  beyond  Ogden,  and  the  agent 
assured  him  that  he  would  receive  proportionate  rates  over 
the  Union  Pacific  from  that  point,  but  on  applying  for  the 
same  at  Ogden  he  was  obliged  to  pay  a  considerable  sum 
abov^e  those  rates  for  such  tickets  and  by  reason  of  such  over- 
charge and  of  such  refusal  to  sell  him  through  tickets,  the 
complainant  claims  to  have  been  defrauded  of  the  sum  of 
$73.90. 

Apr.  27,  1889.  Complaint  filed. 

May  8,  1889.  Answer  of  Union  Pacific  Railway  Company  filed. 

May  10,  1889.  Case  assigned  for  hearing  at  the  Peabody  House, 
Kansas  City,  Mo.,  May  31,  1889. 

May  11,  1889.  Notice  sent  Southern  Pacific  Company,  lessee  of 
Central  Pacific  Railroad,  to  appear  and  answer  the  complaint 
at  the  bearing. 

May  11, 1889.  Notices  sent  other  parties. 

May  31, 1889.  Hearing  had. 

Opinion  by  Cooley,  chairman.  (31.  C.  C.  Rep.,  134.) 
Defendants  recommended  to  refund  so  much  of  the  charges 
collected  for  the  transportation  from  San  Francisco  to  Ogden, 
and  from  Ogden  eastward,  as  will  leave  to  each  carrier  the 
exact  sum  it  would  have  received  had  through  tickets  been 
purchased  at  San  Francisco,  as  the  complainant  at  first  pro- 
posed. 

197.  Hezel  Milling   Company  v.   St.  Louis,  Alton   and  Terre  Haute 

Railroad  Company. 
Complaint  alleges  that  complainant  owns  flouring  mills  at  East 
St.  Louis,  and  delivers  flour  to  defendant  at  its  depot  in  East 
St.  Lonis  for  shipment  to  southern  points:  tbat  the  same 
rates  per  hundred  or  per  barrel  is  charged  as  on  shipments 
of  like  traffic  from  St.  Louis,  which  defendant  trausi)orts 
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from  consignors  places  of  business  in  St.  Louis  to  its  receiv- 
ing depot  at  East  St.  Louis  free  of  charge,  tliougli  East  St. 
Louis  is  a  siiorter  distance  from  all  points  on  its  line  than  is 
St.  Louis  ;  that  defendant  eni ploys  transfer  wagons  or  the 
St.  Louis  Bridge  and  Tunnel  Kailway  Company  to  perform 
such  transportation  from  St.  Louis  to  its  East  St.  Louis 
depot,  and  pays  therefor  the  sum  of  4  cents  per  hundred,  or 
8  cents  per  barrel,  and  also  allows  such  compensation  to  St. 
Louis  shippers  making  their  own  delivery  in  East  St.  Louis, 
but  charges  full  rates  to  shippers  of  East  St.  Louis,  thus 
making  a  less  rate  from  St.  Louis. 

May  17,  1889.  Complaint  filed. 

May  27,  1889.  Answer  filed. 

Sept.  3,  1889.  Case  assigned  for  hearing  at  United  States  court- 
room, Indianapolis,  September  17, 1889. 

Sept.  17,  1889.  Application  for  leave  to  amend  complaint  by  mak- 
ing the  Illinois  Central  Eailroad  Company  a  party  defendant 
filed.  Granted.  Hearing  continued  to  day  to  be  named 
after  filing  of  answer  of  new  defendant. 

Oct.  3,  1889.  Amended  complaint  formally  filed. 

Oct.  26, 1889.  Answer  of  Illinois  Central  Eailroad  Company  filed. 

Nov.  4,  1889.  Answer  of  St.  Louis,  Alton  and  Terre  Haute  Eail- 
road Company  filed. 

198.  E.  H.  Whitlock  v.  Baltimore  and  Ohio  Eailroad  Company;  North- 

western Ohio  Eailroad  Company. 
Complaint  alleges  that  box  shooks  mauafacturedby  him  at  Tif- 
fin, Ohio,  have  for  several  years  been  classified  as  sixth  class? 
but  that  defendants  now  charge  him  4  cents  more  per  hun- 
dred pounds  for  the  transportation  of  box  shooks  in  car- 
loads than  on  shipments  in  former  years,  and  refuse  to  class 
them  as  box  shooks  unless  shipped  in  bundles,  terming  them 
box  stuff.  It  further  alleges  that  complainant  has  to  freight 
lumber  to  his  factory  and  ship  from  thence  to  consignees,  and 
that  the  two  freights  now  charged  exceed  net  profits,  and  it 
prays  that  his  box  shooks  be  ordered  classed  as  formerly,  in 
the  sixth  class. 

May  20,  1889.  Complaint  filed. 

June  5, 1889.  Answer  of  Baltimore  and  Ohio  Eailroad  Company 
filed. 

June  21,  1889.  Supplemental  i)etition  filed  and  a  copy  forwarded 
to  J.  T.  Brooks,  counsel  of  Pennsylvania  Company,  operat- 
ing the  Northwestern  Ohio  Eailroad,  at  petitioner's  request. 

June  28,  1889.  Answer  of  Northwestern  Ohio  Eailroad  filed  by 
Pennsylvania  Company,  operating  this  defendant's  road. 

Dec.  1,  1889.  Negotiations  for  settlement  supposed  to  be  pending. 

199.  San  Bernardino  Board  of  Trade  v.  Atchison,  Topeka  and  Santa 

Fe  Eailroad  Company;  Atlantic  and  Pacific  Eailroad  Com- 
pany; Burlington  and  Missouri  Eiver  Eailroad  Company; 
California  Central  Eailroad  Company;  California  Southern 
Eailroad  Company  ;  Chicago,  Kansas  and  Nebraska  Eailway 
Company;  Missouri  Pacific  Eailway  Company;  St.  Louis 
and  San  Francisco  Eailway  Company. 
Complaint  alleges  violations  of  the  fourth  section  of  the  act 
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by  chargiug-  more  for  tlie  shorter  than  for  tlie  longer  distance 
on  like  kinds  of  property  over  the  same  line  in  the  same 
direction  from  points  on  the  Missouri  Kiver  and  from  St. 
Louis,  Chicago,  Cinciniiati,  Detroit  and  New  York  to  San 
Bernardino,  Cal.,  the  shorter  distance,  and  Los  Angeles,  Cal., 
the  longer  distance. 

May  21,  1889.  Complaint  filed. 

June  7-25,  1889.  Answers  filed. 

Sept.  5,  1889.  Depositions  on  behalf  of  complainant 'filed. 

Oct.  7,  1889.  Deposition  of  J.  S.  Leeds  on  behalf  of  defendant 
filed. 

Nov.  5,  18S9.  Case  assigned  for  hearing  at  Washington  Decem- 
ber 4,  1889. 

Nov.  13,  1889.  Brief  for  complainant  filed.  Submission  of  case 
on  the  part  of  complainant  filed. 

200.  Frederick  A.  White   v.   Michigan  Central  Eailroad   Company; 

Lake  Shore  and  Michigan  Southern  Kail  way  Company. 
Complaint  alleges  that  defendants  at  various  stations  on  their 
lines  receive  wheat  from  farmers  for  storage  in  elevators  and 
shipment  therefrom,  and  that  from  each  load  of  wheat  so  de- 
livered defendants  deduct  and  retain  toll  as  follows:  The 
Michigan  Central  5  pounds,  and  the  Lake  Shore  and  Michi- 
gan Southern  the  odd  pounds,  not  more  than  10  nor  less  than 
5,  and  the  receipt  given  by  defendants  shows  the  weight  of 
the  load  less  such  deduction ;  that  such  practice  is  in  viola- 
tion of  the  act  and  that  defendants  should  be  compelled  to 
cease  and  desist  therefrom.  The  complaint  prays  that  they 
be  also  compelled  to  refund  to  complainant  the  value  of  wheat 
so  retained  from  him  for  the  past  six  years. 

May  27,  1889.  Complaint  filed. 

June  19,  1889.  Notice  for  hearing  on  the  complaint  filed  by  Mich- 
igan Central  Eailroad  Company. 

July  5,  1889.  Answer  of  Lake  Shore  and  Michigan  Southern  Rail- 
way Company  filed. 

Aug.  11, 1889.  Application  to  amend  complaint  filed. 

Aug.  11,  1889.  Ordered  that  application  be  filed  and  determined 
on  the  hearing. 

Aug.  15,  1889.  Depositions  on  behalf  of  petitioner  tiled. 

Sept.  3,  1889.  Case  assigned  for  hearing  at  the  Palmer  House, 
Chicago,  111.,  September  30,  1889. 

Sept.  30,  1889.  Hearing  called.     Case  submitted. 

Dec.  1,  1889.  Opinion  by  Veazey,  Commissioner.  (3  I.  C.  C. 
Eep.  — ).  Petitition  dismissed  without  prejudice. 

201.  George    M.   Cooley   v.    St.    Louis,    Keokuk    and    Northwestern 

Eailroad  Company;  Atchison,  Topeka  and  Santa  Fe  Eail- 
road Company;  Atlantic  and  Pacific  Eailroad  Company; 
California  Southern  Eailroad  Compan^^;  California  Cen- 
tral Railw^ay  Company. 
Complaint  alleges  violation  of  section  4  by  defendants  in  charg- 
ing more  on  like  kind  of  property  from  St.  Louis,  Mo.,  to  San 
Bernardino,  Cal.,  than  from  St.  Louis  to  Los  Angeles,  Cal., 
the  distance  to  San  Bernardino  being  shorter  than  to  Los 
Angeles,  and  over  the  same  line  in  the  same  direction. 
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June    8,  1880.  Complaint  filed. 

June  10,  1889.  Copy  comi)hiint  and  notice  to  answer  sent  carriers. 

June  10,  1889.  N^otico  sent  coniphiinant's  counsel. 

June  28,  1889.  Time  to  answer  ofthe  Atchison,  Topeka  and  Santa 

F6  Railroad  Company  extended  thirty  days. 
June  29-Nov.  25,  1889.  Answers  tiled. 

202.  John  Livingston  v.  New  York,  Lake  Erie  and  Western  Railroad 

Company  ;  Wells,  Fargo  &  Co. 
Complaint  alleges  that,  under  agreement,  Wells,  Fargo  &  Co. 
control  the  express  business  over  the  line  of  the  New  York, 
Lake  Erie  and  Western  Railroad  Company,  and  that,  almost 
daily,  packages  and  letters  are  '^  franked"  by  express  over 
said  line  with  the  consent  and  approbation  of  said  railroad 
company  j  that  said  railroad  company  receives  a  moiet}' of 
the  charges  for  express  freight  carried  over  its  tracks,  and 
said  charges  are  unjust  and  unreasonable;  that  trains  are 
run  in  respect  to  convenience,  celerity,  and  certainty  so  as  to 
compel  shippers  to  send  a  large  proportion  ofthe  most  valuable 
property  by  express,  and  the  charges  in  many  cases  amount  to 
nearly  one-half  the  value  of  the  goods  carried ;  that  said 
railroad  company  Is,  and  ought  to  be  responsible  for  such 
extortionate  charges;  that  the  practice  of  said  Wells  Fargo 
&  Co.  is  to  do  a  general  banking  business  through  the  agents 
and  at  the  stations  of  said  railroad  company,  and  such  prac- 
tice is  illegal. 

June  10,  1889.  Complaint  filed. 

July  15-24, 1889.,  Answers  filed. 

Sept.  3,  1889.  Case  set  for  hearing  of  testimony  at  United  States 
court  room,  New  York,  N.  Y.,  September  12,  1889. 

Sept.  7, 1889.  Hearing  postponed  indefinitely  by  Commission. 

Oct.  25,  1889.  Case  assigned  for  hearing  December  19,  1889. 

203.  John  Relfe  v.  Atchison,  Topeka  and  Santa  Fe  Railroad  Company  ; 

Atlantic  and  Pacific  Railroad  Company ;  Prescott  and 
Arizona  Central  Railroad  Company ;  California  Southern 
Railroad  Company. 
Complaint  alleges  that  on  a  shipment  of  household  goods  from 
Leavenworth,  Kans.,  to  Prescott,  Ariz.,  weighing  1,590 
pounds  he  prepaid  the  freight  to  the  amount  of  $20,  that  he 
preceded  the  goods  to  Prescott,  and  before  they  arrived  there, 
ordered  the  Prescott  and  Arizona  Central  and  Atlantic  and 
Pacific  Companies  to  rebill  and  forward  them  to  San  Diego, 
Cal.,  and  on  such  goods  being  delivered  to  him  at  San  Diego 
he  was  compelled  to  pay  $73.33  in  addition  to  the  amount 
I)repaid.  That  the  through  rate  to  San  Diego  was  $1.90  per 
100  pounds,  and  the  local  rates  to  Prescott  and  thence  to  San 
Diego  were  less,  but  he  was  compelled  to  pay  for  the  service 
rendered  about  $6  per  100  pounds. 

June  11,  1889.  Complaint  filed. 

Aug.  5,  1889.  Answer  of  Prescott  and  Arizona  Central  Railroad 
Company  filed. 

Aug.  13,  1889.  Joint  answer  of  Atchison,  Topeka  and  Santa  Fe, 
Atlantic  and  Pacific  and  California  Southern  Railroad  Com- 
panies filed. 
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204.  Lehmann,  Higginson  &  Co.  v.  Texas  and  Pacific  Eailway  Com- 

pany ;  Missouri,  Kansas  and  Texas  Eailway  Company,  and 
H.  (3.  Cross  and  George  A.  Eddy,  receivers  of  said  company. 
Complaint  alleges  that  defendants  charge  an  unreasonable  rate 
on  sugar  in  car-loads  from  Kew  Orleans  to  Humboldt,  Kans. 
June  17,  1889.  Complaint  filed. 
July  13  to  Aug.  7,  1889.  Answers  filed. 
Sept.  3,  1889.  Case  assigned  for  hearing  at  United  States  court 

room,  Kansas  City,  Mo.,  September  24,  1889. 
Sept.  24, 1889.     Hearing  had.  Parties  allowed  to  file  briefs. 

205.  Lehmann,  Higginson  &  Co.  v.  Southern  Pacific  Eailway  Company; 

Texas  and  Pacific  Eailway  Company;  Missouri,  Kansas  and 
Texas  Eailway  Company,  and  H.  C.  Cross  and  George  A. 
Eddy,  receivers  of  said  company. 
Complaint  alleges  that  defendants  charge  85  cents  per  hundred 
pounds  on  sugar  in  car-loads  from  San  Francisco  to  Hum- 
boldt, Kans.,  and  that  said  charge  is  made  up  of  65  cents, 
the  rate  to  Kansas  City,  which  place  is  117  miles  farther 
distant  from  San  Francisco  than  Humboldt  and  on  the  same 
line,  phis  the  local  rate,  20  cents,  back  to  Humboldt. 

June  17,  1889.  Complaint  filed. 

July  13- Aug.  19,  1889.  Answers  filed. 

Sept.  3, 1889.  Case  assigned  for  hearing  at  United  States  court 
room,  Kansas  City,  Mo.,  September  24,  1889. 

Sept.  24,  25, 1889.  Hearing  had.     Parties  allowed  to  file  briefs. 

206.  Lehmann,  Higginson   &  Co.  v.  Southern  Pacific  Eailroad   Com- 

pany; Atlantic  and  Pacific  Eailroad  Company;  Atchison, 
Topeka  and  Santa  Fe  Eailroad  Company. 
Complaint  alleges  that  defendants  refuse  to  charge  less  than 
85  cents  per  100  pounds  on  sugar  in  car-loads  from  San  Fran- 
cisco to  Humholdt,  Kans.,  which  charge  consists  of  65  cents, 
the  rate  to  Kansas  City,  plus  the  local  rate  back  to  Humboldt; 
that  such  sugar  comes  via  Ottawa,  does  not  go  to  Kansas 
City,  and  is  rebilled  to  Humboldt,  at  Argentine;  that  the  dis- 
tance from  Ottawa  to  Humboldt  is  no  greater  than  from 
Ottawa  to  Kansas  City. 

June  17,  1889.  Complaint  filed. 

July  9-August  29,  1889.  Answers  filed. 

Sept.  3,  1889.  Case  assigned  for  hearing  at  United  States  court 
room,  Kansas  City,  Mo.,  September  24,  1889. 

Sept.  24,  25,  1889.  Hearing  had.     Parties  allowed  to  file  briefs. 

207.  Lehmann,  Higginson  &  Co.  v.  Central  Pacific  Eailway  Company; 

Southern  and  Pacific  Eailroad  Company,  Lessee,  Central  Pa- 
cific Eailway  Company;  Union  Pacific  Eailway  Company; 
Missouri,  Kansas  and  Texas  Eailway  Compan^^ 
Complaint  alleges  that  defendants  refuse  to  charge  less  than 
85  cents  per  100  pounds  on  sugar  in  car  loads  from  San 
Francisco  to  Humboldt,  Kans.,  which  charge  is  made  up  of 
the  rate  to  Kansas  City,  namely,  65  cents  plus  the  rate  back 
to  Humboldt ;  that  such  sugar  comes  by  the  way  of  Junc- 
tion City,  and  that  the  distance  from  Junction  City  to  Hum- 
boldt is  less  than  from  Junction  City  to  Kansas  City. 
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Juue  17,  1889.  Complaint  filed. 

July  10,  1880,  to  Aug.  29,  1889.  Answers  filed. 

Sept.  3,  1889.  Case  assigned  for  hearing  at  United  States  court 

room,  Kansas  City,  Mo.,  September  24,  1889. 
Sept.  24,  25,  1889.  Hearing  had.     Parties  allowed  to  tile  briefs. 

208.  Harvard  Company  v,  Northern  Pacific  Railroad  Company. 

Complaint  alleges  that  surgical  chairs  manufactured  by  com- 
plainant and  shipi)ed  over  defendant's  road  are  classed  as 
double  first  class;  that  prior  to  the  taking  effect  of  the  act  to 
regulate  commerce  they  were  in  the  first  class;  that  they  are 
shipped  at  owner's  risk  and  receive  no  better  attention  from 
defendant  than  lower  grades  of  freight ;  that  to  be  reason- 
able the  rates  should  be  those  fixed  for  second-class  freight. 

June  2,  1889.  Complaint  filed. 

July  9.  Answer  filed. 

Sept.  3.  Case  assigned  for  hearing  at  the  Palmer  House,  Chicago, 
111.,  September  30,  1889. 

Sept.  6.  Deposition  of  Stewart  D.  McKelvey  filed  on  behalf  of 
complainant. 

Sept.  30.  Hearing  called.    Notice  of  settlement  filed. 

209.  Harvard  Company  v,  Chicago,  Rock  Island  and  Pacific  Railway 

Company. 
Complaint  alleges  same  as  in  No.  208. 

June  22,  1889.  Complaint  filed. 

July  13,  1889.  Answer  filed. 

Sept.  3,  1889.  Case  assigned  for  hearing  at  Palmer  House,  Chi- 
cago, 111.,  September  30,  1889. 

Sept.  30,  1889.  Hearing  called.    Notice  of  settlement  filed. 

210.  John  Livingston,   President,  Railway   Shareholders'  Association 

t\  Delaware,  Lackawanna  and  Western  Railroad  Com- 
pany; Louisville  and  Nashville  Railroad  Company;  St. 
Louis  Bridge  and  Tunnel  Company;  Texas  and  Pacific  Rail- 
way Company;  New  Orleans  and  Pacific  Company;  Scioto 
Yalley  Railway  Company;  Newport  News  and  Richmond 
Railway  Company;  Denver  and  Rio  Grande  Railroad  Com- 
pany; Columbus  and  Cincinnati  Midland  Railroad  Com- 
pany; Cincinnati,  Indianapolis,  St.  Louis  and  Chicago  Rail- 
way Company;  Lake  Erie  and  Western  Railroad  Company; 
Central  Railroad  Company  of  Georgia ;  Gulf,  Colorado  and 
Santa  Fe  Railway  Company;  Montana  Union  Railway  Com- 
pany; Keokuk  and  Western  Railroad  Company;  Mobile 
and  Ohio  Railway  Company;  Atlanta  and  West  Point  Rail- 
road Company;  Cincinnati,  Selma  and  Mobile  Railroad 
Company;  Western  Railway  Company  of  Alabama;  Chesa- 
l)eake  and  Ohio  Railway  Company;  Nashville,  Chattanooga 
and  St.  Louis  Railway  Company;  Vandalia  Line;  Cairo, 
Yincennes  and  Chicago  Line;  Richmond  and  Allegheny 
Railroad  Company;  Cleveland,  Lorain  and  Wheeling  Rail- 
way Company;  Western  New  York  and  Pennsylvania  Rail- 
road Company;  New  York  and  New  England  Railroad 
Company;  East  Tennessee,  Yirginia  and  Georgia  Railway 
Company;  Louisville,   Evausville  and  St.  Louis   Railroad 
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Company;  Pittsburgh  and  Lake  Erie  Railroad  Company; 
Indianapolis,  Decatur  and  Springfield  Eailway  Company; 
Shenandoah  Yalley  Eailroad  Company;  Georgia  Kailroad 
Company  ;  Newport  News  and  Mississippi  Valley  Company ; 
Chicago,  Eock  Island  and  Pacific  Eailway  Company ;  Union 
Pacific  Eailway  Company;  Denver.  Texas  and  Gulf  Eail- 
road Company ;  Chicago,  Milwaukee  and  St.  Paul  Eailway 
Company;  West  Shore  Eailroad  Company;  Chicago,  and 
Grand  Trunk  or  Detroit,  Grand  Haven  and  Milwaukee  Eail- 
way Company;  Oregon  Eailway  and  Navigation  Company; 
Lehigh  Yalley  Eailroad  Company;  Chicago  and  Alton  Eail- 
road Company;  Chicago  and  North- Western  Eailway  Com- 
pany; Burlington,  Cedar  Eapids  and  Northern  Eailway 
Compan3^;  Michigan  Central  Eailroad  Company;  Grand 
Eapids  and  Indiana  Eailroad  Company;  Lake  Shore  and 
Michigan  Southern  Eailway  Company;  Wisconsin  Central 
Eailroad  Company;  Pan  Handle;  Flint  and' Pere  Marquette 
Eailroad  Company ;  Ogdensburg  and  Lake  Champlain  Eail- 
.  road  Company;  Atlantic  Coast  Line;  Chicago,  St.  Paul, 
Minneapolis  and  Omaha  Eailway  Company  ;  Illinois  Central 
Eailroad  Company ;  New  York,  Pennsylvania  and  Ohio 
Eailroad  Company;  Cleveland,  Columbus  and  Indianapolis 
Eailway  Company;  Indianapolis  and  St.  Louis  Eailway 
Company;  Canadian  Pacific  Eailway  Company,  Cincinnati, 
New  Orleans  and  Texas  Pacific  Eailway  Compan5\ 
Complaint  alleges  violations  of  the  act  by  granting  free  trans- 
portation to  delegates  and  wives  of  delegates  to  the  conven- 
tion of  the  Brotherhood  of  Locomotive  Engineers,  held  at 
Eichmond,  Ya.,  October  17,  1889. 

June  29,  1889.  Complaint  filed. 

July  10,  1889.  Copy  complaint  and  notice  to  answer  served  by 
mail  July  6,  on  the  Newport  News  and  Eichmond  at  23 
Broad  street,  New  York,  N.  Y.,  returned  with  statement  that 
said  company  has  no  office  at  that  address.  Complainants 
asked  to  furnish  proper  address. 

July  16-Sept.  12,  1889.  Answers  filed. 

Oct.  9,  18S9.  Ordered,  That  the  amended  petition  presented  in 
this  case  be  filed. 

Oct.  9,  1889.  Amended  complaint  filed.     (Additional  allegations 
made.) 
Amended  title  is  as  follows : 

John  Livingston,  President,  Eailway  Shareholders'  Association. 
Delaware,  Lackawanna  and  Western  Eailroad  Company; 
Louisville  and  Nashville  Eailroad  Company;  St.  Louis  Bridge 
and  Tunnel  Company ;  Texas  and  Pacific  Eailway  Company ; 
Cincinnati,  New  Orleans  and  Texas  Pacific  Eail  way  Company ; 
Scioto  Yalley  Eailway  Company ;  Newport  News  and  Mis- 
sissippi Yalley  Company  ;  Denver  and  Eio  Grande  Eailroad 
Company;  Columbus  and  Cincinnati  Midland  Eailroad  Com- 
pany; Cincinnati,  Indianapolis,  St.  LouisandChicaso  Eailway; 
Lake  Erie  and  Western  Eailroad  Company:  Central  Eailroad 
and  Banking  Company  of  Georgia;  Gulf,  Colorado  and  Santa 
Fe  Eailway  Company;  Montana  Union  Eailway  Company; 
Keokuk  and  Western  Eailroad  Company;  Mobile  and  Ohio 
Eailroad  Company ;  Cincinnati,  Selma  and  Mobile  Eailway 
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Company ;  Western  Kail  way  of  Alabama;  Atlanta  and  West 
Point  Kailroad  Company;  Cliesai)eakc  and  Oliio  Railway 
Company;  Nashville,  Chattanooga  and  8t.  Louis  Kailway 
Company;  Terre  Haute  and  Indianapolis  Kailroad  Company ; 
Cleveland,  Cincinnati,  Chicago  and  St.  Louis  Railway  Com- 
pany ;  Richmond  and  Allegheny  Railroad  Company ;  Cleve- 
land, Lorain  and  Wheeling  Railroad  Company ;  Western 
New  York  and  Pennsylvania  Railroad  Company:  New  York 
and  New  England  Railroad  Company ;  East  Tennessee,  Vir- 
ginia and  Georgia  Railway  Company ;  Louisville,  Evansville 
and  St.  Louis  Railroad  Company  ;  Pittsburgh  and  Lake  Erie 
Kailroad  Company;  Indianapolis,  Decatur  and  Western  Rail- 
way Company;  Shenandoah  Valley  Kailroad  Company; 
Georgia  Railroad  Company ;  Chicago,  Rock  Island  and  Pa- 
cific Railway  Companj^;  Union  Pacific  Railway  Company; 
Missouri  Pacific  Railway  Company ;  Denver,  Texas  and  Gulf 
Kailroad  Company  ;  Chicago,  Milwaukee  and  St.  Paul  Kail- 
way  Company ;  West  Shore  Railroad  Company;  Chicago  and 
Grand  Trunk  Railway  Company  ;  Detroit,  Grand  Haven  and 
Milwaukee  Railway  Company ;  Oregon  Railway  and  Navi- 
gation Company;  Lehigh  Valley  Railroad  Company;  Chi- 
cago and  Alton  Railroad  Company  ;  Chicago  and  Northwest- 
ern Railway  Company ;  Burlington,  Cedar  Rapids  and  North- 
ern Railway  Company ;  Michigan  Central  Railway  Company ; 
Grand  Rapids  and  Indiana  Railroad  Company ;  Lake  Shore 
and  Michigan  Southern  Railway  Company;  Wisconsin  Cen- 
tral Company  ;  Pittsburgh,  Cincinnati  and  St.  Louis  Railway 
Company ;  Flint  and  Pere  Marquette  Kailroad  Company ; 
Ogdensburgh  and  Lake  Champlain  Railroad  Company;  At- 
lantic Coast  Line  Association ;  Chicago  and  Atlantic  Rail- 
w^ay  Company;  Chicago,  St.  Paul,  Minneapolis  and  Omaha 
Railway  Company ;  Illinois  Central  Railroad  Company  ;  New 
York,  Pennsylvania  and  Ohio  Railroad  Company  ;  Richmond, 
Fredericksburg  and  Potomac  Railroad  Company ;  Connecti- 
cut River  Railroad  Company;  Central  Vermont  Kailroad  Com- 
pany; Denver  and  Rio  Grande  Western  Railway  Company ; 
Columbus,  Hocking  Valley  and  Toledo  Railway  Company; 
Columbus  and  Eastern  Railway  Company;  Cleveland,  Akron 
and  Columbus  Railway  Company;  Providence  and  Worcester 
Kailroad  Company;  Milwaukee  and  Northern  Kailroad  Com- 
pany; Central  Kailroad  Company  of  New  Jersey;  Western 
and  Atlantic  Kail  road  Company;  Savannah,  Florida  and  West- 
ern Kailway  Company;  Baltimore  and  Ohio  Kailroad  Com- 
pany ;  Cincinnati,  Washington  and  Baltimore  Railroad  Com- 
pany ;  Ohio  River  Railroad  Company ;  Louisville,  New  Al- 
bany and  Chicago  Railway  Company;  Raleigh  and  Augusta 
Air  Line  Railroad  Company;  Raleigh  and  Gaston  Railroad 
Company ;  St.  Paul,  Minneapolis  and  Manitoba  Railway  Com- 
pany; Northern  Pacific  Railroad  Company;  Richmond  and 
Danville  Railroad  Company ;  Norfolk  and  Western  Railroad 
Companj^;  Rome,  Watertown  and  Ogdensburgh  Railroad 
Company ;  Ohio,  Indiana  and  Western  Railway  Company ; 
Southern  Pacific  Company ;  Chicago,  St.  Paul  and  Kansas 
City  Railway  Company;  Western  Maryland  Railroad  Com- 
pany; St.  Louis  and  San  Francisco  Railway  Company;  Bos- 
ton and  Maine  Railroad  Company;  Wabash  Western  Rail- 
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road  Company:  Delaware  aud  Hudson  Oaual  Company; 
Pennsylvania  Company;  Pennsylvania  Railroad  Company; 
Louisville,  New  Orleans  and  Texas  Kail  way  Company;  Ken- 
tucky Central  Railway  Company;  Fitcbburg  Railroad  Com- 
pany; Green  Bay,  Winona  and  St.  Paul  Railroad  Company; 
Wabash  Railroad  Company;  Pittsburgh,  Fort  Wayne  and 
Chicago  Railway  Company;  Cleveland  and  Pittsburgh  Rail-* 
road  Company;  Cincinnati,  Hamilon  and  Dayton  Railroad 
Company;  Cincinnati,  Hamilton  and  Indianapolis  Railroad 
Company;  Dayton  and  Michigan  Railroad  Company;  Atchi- 
son, Topeka  and  Santa  Fe  Railroad  Company;  Charleston 
and  Savannah  Railway  Company;  Columbus,  Springfield 
and  Cincinnati  Railroad  Company;  New  York  Central  and 
Hudson  River  Railroad  Company;  Boston  and  Albany  Rail- 
road Company ;  Ohio  and  Mississippi  Railway  Company ; 
Grand  Trunk  Railway  Company;  Minneapolis  and  St.  Louis 
Railway  Company;  Cleveland,  Columbus,  Cincinnati  and  In- 
dianapolis Railway  Company  ;  Indianapolis  and  St.  Louis 
Railway  Comjiany ;  Canadian  Pacific  Railway  Company. 

Oct.  25,  1889.  Case  assigned  for  hearing  December  19,  1889. 

Oct.  26, 1889.-Dec.  1,  1889.  Answers  to  amended  complaint  par- 
tially filed. 

211.  John   A.   Roebling's  Sons  Company   v,   Pennsylvania  Railroad 

Company  ;  Cumberland  Valley  Railroad  Company;  Shenan- 
doah Valley  Railroad  Company  ;  Norfolk  and  Western  Rail- 
road Company;  East  Tennessee,  Virginia  and  Georgia  Rail- 
way Company;  Alabama  Great  Southern  Railroad  Com- 
pany. 
Complaint  alleges  that  iron  telegraph  wire  can  not  be  distin- 
guished from  fence  wire  by  ordinary  inspection,  and  there  is 
but  little  difference  in  value,  yet  on  shipments  of  the  former 
from  Trenton,  N.  J.,  to  Attalla,  Ala.,  complainant  is  charged 
by  defendants  81  cents  per  100  lbs.,  while  the  rate  on  the 
latter  for  such  transportation  is  31  cents  per  100  lbs.  That 
the  Pennsylvania  Railroad  Company  charges  only  sixth  class 
rates  on  iron  telegraph  wire  when  offered  for  western  ship- 
ment, but  on  southern  shipments  fourth-class  rates  are  ex- 
acted.   A  refund  of  excess  charges  is  demanded. 

July  6,  1889.  Complaint  filed. 

Julv  29-Aug.  17,  1889.  Answers  tiled. 

Aug.  3,  1889e  Statement  filed  by  defendants  that  complaint  had 
been  satisfied. 

Kov.  16,  1889.   Acknowledgment  of  satisfaction  filed  by  com- 
plainant. 

Nov,  16,  1889.  Ordered.,  That  complainant  have  leave  to  with- 
draw the  complaint  and  that  ])roceedings  be  discontinued. 

212.  Joseph  J.  Wood  v.  Central  Railroad  of  Georgia;  Savannah,  Florida 

and  Western  Railroad  Company. 
Complaint  alleges  that  3  barrels  of  oranges  shipped  over  de- 
fendants' lines  from  Conway,  Fla.,  to  Columbus,  Ga.,  were 
detained  in  transit  from  December  6  to  J3ecember  31,  188S, 
that  they  w^ere  shipped  for  the  Christmas  trade ;  that  com- 
plainant's offer  to  receive  goods,  sort  out  the  decayed  fruit, 
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and  put  in  claim  for  diiin<i<?o  less  the  freight  charges  was 
refused;  the  value  of  the  goods  less  such  freight  charges  is 
demanded. 

July  G,  1889.  Complaint  filed. 

July  31,  1881).  Acknowledgment  of  satisfaction  filed  by  com- 
plainant. 

Aug.  8,  1880.  Papers  relating  to  settlement  filed  by  defendant. 
Leave  granted  to  withdraw  complaint  and  proceedings  dis- 
continued. 

213.  Pennsylvania  Company,   operating   the  Jefl'ersonville,    Madison 

and  Indianapolis  Railroad,  v.  Louisville,  Xew  Albany  and 
Chicago  Railway  Company. 
Complaint  alleges  unjust  discrimination  between  passengers  by 
defendant  in  issuing  mileage  tickets  for  $20  good  for  1,000 
milos,  and  either  not  requiring  purchasers  to  indorse  them 
with  their  own  names  at  the  time  of  sale,  or  instructing  con- 
ductors to  make  no  eftbrt  to  see  that  the  tickets  when  pre- 
sented by  passengers  are  being  used  by  the  persons  whose 
names  are  indorsed  thereon,  or  to  acquiesce  in  a  total  disre- 
gard of  the  printed  conditions  shown  on  said  tickets ;  that 
thereby  such  mileage  tickets  or  parts  thereof  fall  into  the 
bands  of  ticket  scalpers  in  Louisville  and  Chicago,  and  are 
by  them  sold,  so  that  while  the  established  rate  between  said 
cities  is  $!),  persons  purchasing  such  mileage  tickets  or  parts 
thereof  could  travel  the  same  journey  for  $7,  as  by  arrange- 
ment the  unused  portions  of  said  tickets  are  redeemable  at 
destination  by  the  scalpers  ;  and  that  snch  practice  by  de- 
fendant also  results  in  great  loss  of  traffic  to  complainant 
which  it  would  otherwise  receive. 

July  10,  18S9.  Complaint  filed. 

Aug.  5,  1889.  Answer  filed. 

Sept.  3,  1889.  Case  assigne  I  for  hearing  at  United  States  court- 
room, Indianapolis,  Ind.,  Sept.  17,  1889. 

Sept.  17,  1889.  Hearing  called.  Notice  given  that  cause  of  com- 
plaint had  been  removed. 

Sept.  17,  1889.  Memorandum  by  the  Commission  filed.  (3  I.  C. 
C.  Rep.,  223.)     Leave  granted  to  withdraw  complaint. 

214.  Chicago,  St.  Louis  and  Pittsburgh  Railroad  Company  v.  Cleve- 

land, Cincinnati,  Chicago  and  St.  Louis  Railroad  Company. 
Complaint  makes  the  same  allegations  in  regard  to  passenger 
traffic  between  Cincinnati  and  Chicago  as  are  made  in  com- 
plaint No.  213,  concerning  passenger  traffic  between  Louis- 
ville and  Chicago. 

July  10,  1889.  Complaint  filed. 

Aug.  2,  1889.  Answer  filed. 

Sept.  3,  1889.  Case  assigned  for  hearing  at  United  States  court- 
room, Indianapolis,  Ind.,  September  17,  1889. 

Sept.  17,  1889.  Hearing  called.  Notice  given  that  cause  of  com- 
plaint had  been  removed. 

Sept.  17,  1889.  Memorandum  by  the  Commission  filed.  (3  I.  C. 
C.  Repo,  223.)     Leave  granted  to  withdraw  complaint. 
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215.  Pittsburgh,  Ciucinnati  aud  St.  Louis  Eailway  Company  v.  Bal- 

timore and  Ohio  Railroad  Company. 
Complaint  alleges  violations  of  the  act  by  defendant  in  giving 
"  party   rates "   and   issuing  round-trip    excursion  tickets 
without  posting  the  rate  at  which  they  are  sold. 

July  10,  1889.  Complaint  filed. 

July  31,  1889.  Answer  filed. 

Sept.  3,  1889.  Case  assigned  for  hearing  at  United  States  court- 
room, Indianapolis,  Ind.,  September  17,  1889. 

Sept.  3,  1889.  Hearing  postponed  at  request  of  parties.  Case 
to  be  heard  at  Washington  in  I^fovember,  on  a  day  to  bo 
named. 

Oct.  25,  1889.  Case  assigned  for  hearing  November  7,  1889. 

Nov.  6,  1889.  Hearing  postponed  to  November  15,  1889,  at  the 
request  of  parties. 

Nov.  15,  1889.  Hearing  had.  Counsel  to  file  briefs  in  twenty 
days. 

216.  Oregon  Short  Line  Eailway  Company  v.  Northern  Pacific  Railroad 

Company. 

Complaint  alleges  that  defendant  refuses  to  afford  complain- 
ant reasonable,  proper  aud  equal  facilities  for  the  inter- 
change of  traffic  at  Portland,  Oregon,  and  that  it  has  refused 
to  transport  freight  at  Tacoma  and  Seattle,  although  the  full 
amount  of  freight  charges  for  the  service  was  previously 
tendered  in  each  case. 

July  16,  1889.  Complaint  filed. 

July  16,  1889.  Copy  complaint  and  notice  to  answer  sent  car- 
rier. 

July  16, 1889.  Notice  sent  complainant. 

Aug.  8,  1889.  Answer  filed.    >    ' 

Oct.  25, 1889.  Case  assigned  for  hearing  November  18,  1889. 

Nov.  12,  1889.  Memorandum  by  the  Commission  filed  on  motion 
of  complainant  for  leave  to  file  a  replication.  Motion  denied. 
(3LC.C.  Rep.,  264.) 

217.  Joseph  J.  Wood  v.  Georgia  Midland  and  Gulf  Railroad  Company; 

East  Tennessee,  Virginia  and  Georgia  Railroad  Company; 
Florida  Central  and  Peninsula  Railroad  Company;  Florida 
Southern  Railway  Company. 

Complaint  alleges  that  ten  crates  of  tomatoes  shipped  from  Mc- 
intosh, Fla.,  to  complainant  at  Columbus,  Ga.,  were  de- 
tained so  long  on  the  road  that  they  arrived  in  very  bad 
order  ;  that  complainant  offered  to  sort  and  repack  the  goods, 
and  put  in  claim  for  the  value  of  the  tomatoes  less  the  freight 
charges,  but  this  was  refused.  That  amount  is  now  de- 
manded. 

July  17,  1889.  Complaint  filed. 

July  25,  1889.  Notice  filed  by  complainant  that  the  Florida 
Southern  Railway  Companj'  is  not  a  proper  party  defend- 
ant. 

July  25,  1889.  Notice  sent  the  Florida  Southern  Railway  Com- 
pany that  it  need  not  file  answer  to  the  complaint. 

Aug.  9  ro  Nov.  22,  1889.  Answers  filed. 
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218.  George  Rice  v.  Atchison,  Topoka  and  Santa  F6  Railroad  Com- 

l)any;  Atlantic  and  Pacific  Railroad  Company;  Alabama 
Great  Sontbern  Railroad  Company ;  Alabama  and  Vicksbnrg 
Railway  Company;  Central  Pacilic  Railroad  Company;  Cin- 
cinnati, New  Orleans  and  Texas  Pacitic  Railway  Company  ; 
Illinois  Central  Railroad  Company;  International  and  Great 
Northern  Railroad  Company ;  Louisville,  New  Orleans  and 
Texas  Railway  Company;  Mobile  and  Ohio  Railroad  Comi)any; 
NewportNews  and  Mississippi  Valley  Company;  New  Orleans 
and  Northeastern  Railroad  Company;  Southern  Pacific  Com- 
pany; St.  Louis,  Iron  Mountain  and  Southern  Railway  Com- 
pany; Texas  and  Pacific  Railway  Company;  Union  Pacific 
Railway  Company. 

Complaint  alleges  that  defendants  give  undue  and  unreasona- 
ble preference  and  advantage  on  petroleum  and  its  products 
to  important  and  central  points  on  their  lines  where  the 
Standard  Oil  Trust,  or  companies  affiliated  to  it,  have  large 
receiving  and  shii)ping  stations,  so  that  said  trust  or  said 
companies  can  at  such  stations  receive  and  i  e-ship  the  same 
over  defendants'  lines  to  intermediate  and  final  points  of 
delivery  at  much  less  rates  for  the  entire  service  than  are 
charged  to  petitioner  of  similar  products  from  the  same 
points  of  origin  to  the  same  points  of  final  deliverv  without 
re-shipping  the  same  at  any  point.  That  the  rates  petitioner 
is  compelled  to  pay  for  the  service  are  unjust  and  unreason- 
able, and  that  defendants,  by  reason  of  the  facts  above  stated, 
charge  more  on  such  transportation  for  the  shorter  than  for 
the  longer  distance  over  the  same  line  in  the  same  direction. 

July  22,  1889.  Complaint  filed. 

Aug.  12-Sept.  18,  1889.  Answers  filed. 

Aug.  14,  1889.  Ordered,  That  the  pendency  of  this  proceeding  be 
made  known  to  the  various  railroad  companies  named,  and  that 
each  of  them  be  furnished  a  copy  of  the  complaint  on  prompt 
application  therefor,  and  that  they  have  leave  to  intervene 
and  be  heard  if  they  so  desire. 

Aug.  17,  1889.  Copy  of  order  sent  to  each  carrier  therein  named 
and  to  the  parties. 

Aug.  31,  1889.  Correction  of  answer  of  Alabama  Great  Southern 
and  other  railroad  companies  filed,  attached  to  answer,  and 
copies  sent  to  complainant  and  his  counsel. 

Oct.  21,  1889.  Case  assigned  for  hearing  at  Washington,  December 
12,  1889. 

219.  George  Rice  v.  Mobile  and  Ohio  Railroad  Company. 

Complaint  alleges  that  defendant  charges  fourth  class  rates  on 
petroleum  packed  in  wooden  cases,  each  containing  two  tin 
cans  of  5  gallons  capacity,  and  sixth-class  rates  on  petroleum 
shipped  in  barrels,  but  it  refuses  to  allow  petitioner  to  make 
up  a  car-load  of  petroleum  in  wooden  cases  and  barrels ;  thus 
putting  him  at  a  great  disadvantage  in  comj)etition  with 
other  producers  who  are  enabled  to  load  full  car-loads  of  each 
class  of  traffic. 

•July  22, 1889.  Complaint  filed. 
Aug.  14,  1889.  Answer  filed. 
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Oct.  21, 1889.  Case  assigned  for  hearing  at  Washington  Decem- 
ber 12, 1889. 

220.  Bennet  D.  Mattingly  v.  Pennsylvania  Company. 

Complaint  alleges  that  defendant  unjustly  discriminates  against 
complainants  by  refusing  to  deliver  freight  to  the  Louisville, 
New  Albany  and  Chicago  Eailway  Company  at  New  Al- 
bany, Ind.,  when  such  freight  is  consigned  for  delivery  to 
him  at  Louisville  on  the  tracks  of  the  Kentucky  and  Indiana 
Bridge  Company. 

Aug.  1,  1889.  Complaint  filed. 

Sept.  3,  1889.  Case  assigned  for  hearing  at  United  States  court- 
room, Indianapolis,  Ind.,  September  17,  1889. 

Sept.  17,  1889.  Hearing  had.    Parties  allowed  to  file  briefs. 

Sept.  26,  1889.  Brief  for  complainant  filed. 

Nov.  18, 1889.  Brief  for  defendant  filed. 

Dec.  1, 1889.  Case  under  advisement  by  the  Commission. 

221.  George  D.  Sidman  v.  Piedmont  Air-Line  Eailroad  Company. 

Complaint  alleges  unjust  discrimination  between  complainant, 
and  others  holding  commutation  passenger  tickets  for  use 
between  Washington,  D.  C,  and  Herndon,  Ya. 

Aug.  5,  1889.  Complaint  filed. 

Aug.  7, 1889.  Copy  of  complaint  and  notice  to  answer  sent  carrier 
(Richmond  and  Danville  Eailroad  Company). 

Aug.  21,  1889.  Answer  filed. 

Oct.  25,  1889.  Case  assigned  for  hearing  November  8,  1889,  10  a. 
m.    Notices  sent  parties. 

Nov.  4,  1889.  Application  for  leave  to  withdraw  answer  filed. 
Ordered,  That  leave  to  withdraw  the  answer  on  file  be  granted, 
and  that  complainant  have  leave  to  amend  the  complaint  by 
substituting  the  name  of  the  Eichmond  and  Danville  Eail- 
road Company  as  defendant  in  the  place  and  stead  of  the 
Piedmont  Air-Line  Eailroad  Company. 

Nov.  5,  1889.  Copies  of  above  order  served  on  the  respective 
parties. 

Nov.  8,  1889.  Notice  filed  by  complainant  amending  the  com- 
plaint in  accordance  with  the  provisions  of  above  order. 
Copy  of  foregoing  notice  and  amended  complaint,  with  notice 
to  answer  in  twenty  days,  sent  carrier. 

Nov.  26,  1889.  Answer  filed. 

222.  The  Poughkeepsie  Iron  Company  v.  Boston  and  Albany  Eailroad 

Company. 
Complaint  alleges  excessive  rates,  unjust  discrimination,  and 
preference  and  advantage  in  rates  on  pig-iron  from  Pough- 
keepsie to  points  on  or  beyoud  the  line  of  defendant's  road 
in  favor  of  shippers  of  pig-iron  from  the  Ohio  region,  called 
western  pig-iron. 

Aug.  5,  1889.  Complaint  filed. 
Aug.  26,  1889.  Answer  filed. 

Sept.  3,  1889.  Case  assigned  for  hearing  of  testimony  at  United 
States  court-room,  New  York,  N.  Y.,  September  12,  1889. 
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Sept.  4,  1880.  Ileariiif?  ])ostponc(l  indefinitely,  at  complainant^s 

recpiest,  by  Coniniissioner  Brag^. 
Oct.  25,  18.S0.  Case  avssigned  tor  hearing  November  19,  1889,  10 

a.  ni.     Notices  sent  parties. 
[  Nov.  12,  1889.  Hearing-  postponed  at  complainant's  request. 

223.  Interstate  Commerce  Railway  Association  v.  Chicago  and  Altou 

Kail  road  Company. 
Complaintalleges  unjust  discrimination  by  defendant  in  leasing 
a  large  number  of  livestock  cars  to  the  American  Live  Stock 
Commission  Company  at  a  nominal  rental,  guaranteeing  re- 
pairs and  collection  of  mileage,  which  amounts  to  a  rebate 
on  all  stock  shippers  over  defendant's  road  by  the  said  lessee; 
and  also  by  entering  into  a  contract  with  meat  firms  in 
Kansas  City. for  the  transportation  of  beef  and  hogs  dressed, 
or  the  product  thereof,  on  a  fixed  basis  of  charges  for  a  term 
of  years. 

Aug.  7,  1889.  Complaint  filed. 

Sept.  3,  1889.  Case  assigned  for  hearing  at  the  Palmer  House, 
Chicago,  III.,  September  30,  1889. 

Sept.  14,  1889.  Answer  filed. 

Sept.  30-Oct.  1,  1889.  Hearing  had. 

Oct.  1,  1889.  Leave  granted  to  amend  the  complaint. 

224.  Chicago,  Eock  Island  and  Pacific  Railway  Company  v.  Chicago 

and  Alton  Railroad  Company. 

Complaint  alleges  that  defendant  has  violated  section  6  of  the 
act  by  taking  livestock  (originally billed  from  western  points 
to  Chicago,  and  which  were  allowed  by  such  billing  to  be 
sold  at  Kansas  City  and  was  there  sold)  from  Kansas  City 
to  Chicago  under  the  original  billing  when  it  was  not  a  x^arty 
to  the  through  rate  named  in  said  billing,  and  which  was 
done  at  a  lower  rate  than  was  at  the  time  named  in  its 
published  tariff  from  Kansas  City  to  Chicago 

Aug.  7,  1889.  Complaint  filed. 

Sept.  3,  1889.  Case  assigned  for  hearing  at  the  Palmer  House, 
Chicago,  III.,  September  30,  1889. 

Sept.  14,  1889.  Answer  filed. 

Sept.  30-Oct.  1,  1889.  Hearing  had. 

Dec.  1,  1889.  Case  under  advisement  by  the  Commission. 

225.  D.  S.  Alford  v,  Chicago,  Rock  Island  and  Pacific  Railway  Company. 

Complaint  alleges  that  defendant  refuses  to  attbrd  any  facili- 
ties for  freight  and  passenger  business  at  Lawrence,  Kans., 
through  which  its  line  runs,  nor  to  stop  trains  there,  although 
the  business  at  that  point  warrants  it. 

Aug.  9,  1889.  Complaint  filed. 

Aug.  28,  1889.  Answer  filed. 

Bept.  3,  1889.  Case  assigned  for  hearing  at  United  States  court- 
room, Kansas  City,  Mo.,  September  24, 1889,  11  ^.  m. 

Sept.  24,  1889.  Hearing  had.    Briefs  to  be  filed, 

JJ26,  J.  A.  Moore  v.  Missouri  Pacific  Railway  Company, 

Complaint  alleges  thatdefendi^nt  charges  on  a  hydraulic  cider- 
press,  consigaed  to  complainant  from  Mouqt  Gilcticl,  Ohio,  to 
H,  Mis,  50-— 13 
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Greeley,  KaDS.,  an  excessive  rate  ou  the  haul  from  East  St. 
Louis  to  Greeley,  amounting  to  $3  per  100  pounds,  while  from 
Mount  Gilead  to  East  St.  Louis,  nearly  double  the  distance, 
the  rate  charged  was  only  27  cents  per  100  pounds. 
Au^.  15,  1889.  Complaint  filed. 
Notice  of  settlement  filed.  Leave  granted  to  withdraw^  com- 
plaint and  proceeding  discontinued. 

227,  The  Holly  Springs  Compress    and  Manufacturing  Company    v. 

Kansas  City,  Memphis  and  Birmingham  Eailroad  Company. 
Complaint  alleges  unjust  discrimination  by  defendant  against 
complainant  by  charging  $1.45  per  bale  on  compressed  cot- 
ton loaded  at  com[)lainant^s  compress  by  complainant  and 
transported  to  Memphis,  Tenn.,  where  it  is  unloaded  by  con- 
signee, while  on  fiat  or  uncompressed  cotton  loaded  and  un- 
loaded by  defendant  it  charges  the  same  rate.  It  further 
subjects  shippers  at  Holly  Springs,  Miss.,  to  prejudice  and 
disadvantage  by  giving  more  favorable  rates,  relatively  to 
Tupelo,  New  Albany,  Potts  Camp,  Red  Banks,  Victoria  and 
Byhalia,  Miss.,  than  to  Holly  Springs.  Defendant  has  failed 
and  neglected  to  post  its  tariiis  in  two  public  and  conspicu- 
ous places  at  its  depot  or  station  in  Holly  Springs  as  required 
by  law. 

Aug.  15,  1889.  Complaint  filed. 

Sept.  7,  1889.  Answer  filed. 

Oct.  25,  1889.  Case  assigned  for  hearing  November  14,  1889,  10 
a.  m. 

Nov.  8,  1889.  Amended  complaint  filed.  i 

Nov.  8,  1889.  Hearing  postponed  to  a  day  to  be  named. 

Nov.  11,  1889.  Deposition  on  behalf  of  complainant  filed. 

Nov.  19, 1889.  Proposed  findings  of  fact  filed  by  complainant. 

Nov.  29,  1889.  Answer  to  amended  complaint  filed. 

228.  Clarence  D.  Simpson  and  Thomas  R.  Watkins,  trading  as  co-part- 

ners under  the  firm  name  of  Simpson  &  Watkins  v.  Delaware 
and  Hudson  Canal  Company. 
Complaint  alleges  that  defendant's  rates  on  coal  from  the  Car- 
bondale  district  in  Pennsylvania  to  points  in  New  York 
northward  to  Rouses's  Point  are  so  excessive  that  when  de- 
ducted from  market  value  of  coal  at  delivery  points  the  re- 
mainder does  not  cover  cost  of  coal  at  the  collieries;  that 
defendant,  being  a  miner  and  shipper  of  coal  over  its  road 
to  said  points,  obtains  a  monopoly  of  the  coal  trade  at  each 
of  them  by  reason  of  said  excessive  rates  that  defendant  is 
bound  as  a  common  carrier  to  charge  other  shippers  no  more 
forcoal  transportation  than  the  difference  between  the  market 
value  of  coal  at  delivery  points  and  the  market  value  of  coal 
in  the  Carbondale  district  plus  25  cents  as  a  guaranty  com- 
mission on  the  sale  at  destination;  that  defendant's  rates  on 
bituminous  coal  are  believed  to  be  only  about  one-third  of 
anthracite  rates  and  the  two  coals  should  be  classed  alike; 
that  defendant  in  the  busy  season  refuses  to  afibrd  to  com- 
plainants the  coal  cars  kuown  as  ''gravities"  and  "Dela- 
ware and  Hudson  exclusives"  in  their  rightful  proportion. 
Aug.  24,  1889.  Complaint  filed. 
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Sept.  11,  1889.  Stipuhitioii  of  counsel  that  complaint  may  be 
withdrawn  and  case  discontinued  filed. 

Sept.  11,  1881).  Leave  to  withdraw  petition  granted  and  proceed- 
ing discontinued. 

229.  Andrew  Langdon,  Sumner  W.  White  and  Charles  R.  Ueneage, 

trading  as  co-partners  under  the  firm  name  of  Andrew  Lang- 
don &  Company,  v.  Delaware  and  Hudson  Canal  Company. 
Complaint  alleges  same  as  complaint  in  No.  228, 

Aug.  24, 1889.  Complaint  filed. 

Sept.  12, 1889.  Answer  filed. 

Oct.  25,  1889.  Case  assigned  for  hearing  November  12,  1889,  10 
a.  m. 

Nov.  11, 1889.  Hearing  postponed  by  agreement  of  parties. 

230.  Clarence  D.  Simpson  and  Thomas  H.   Watkins,  trading  as  co- 

partners under  the  firm  name  of  Simpson  &  Watkins,  v. 
The  New  York,  Lake  Erie  and  Western  Railroad  Company. 
Complaint  alleges  that  defendant  unjustly  discriminates  against 
complainants  by  giving  more  favorable  rates  on  coal  from 
the  Honesdale  and  Carboudale  districts  in  Pennsylvania,  to 
points  in  New  York  and  New  Jersey  to  the  Delaware  and 
Hudson  Canal  Company  and  the  Hillsdale  Coal  and  Iron 
Company;  that  the  discrimination  often  amounts  to  as  much 
as  25  cents  and  50  cents  per  ton  -,  that  defendant  owns  the 
capital  stock  of  the  latter  company;  that  defendant  car- 
ries coal  in  the  name  of  said  last-named  company  to  said 
points  and  sells  the  same  at  such  prices  that  after  deduct- 
ing the  published  rates  of  freight  there  remains  a  sum  much 
less  than  the  market  value  of  coal  at  the  mines,  and  if  the 
loss  so  incurred  is  borne  by  said  coal  company  it  loses 
money,  which  loss  is  borne  by  defendant  as  stockholder,  and 
such  loss  should  be  deducted  from  present  rates  in  force  to 
make  the  rates  reasonable.  It  also  discriminates  in  favor  of 
the  companies  above  named  in  the  distribution  of  coal  cars 
ordinarily  used  and  those  known  as  "  Delaware  and  Hudson 
Exclusives." 

Aug.  24,  1889.  Complaint  filed. 

Sept.  11,  1889.  Stipulation  of  counsel  filed  that  petition  may  be 
withdrawn  and  proceeding  discontinued. 

Sept.  11,  1889.  Leave  to  withdraw  the  petition  granted  and  pro- 
ceeding discontinued. 

231.  Hervey  Bates  and  H.  Bates,  jr.,  v.  Pennsylvania  Railroad  Com- 

pany; Pennsylvania  Company. 
Complaint  alleges  that  defendants  unjustly  discriminate  against 
complainants  in  favor  of  millers  in  the  East,  at  or  near  the 
the  seaboard,  by  charging  23  cents  per  100  pounds  on  ground 
and  cracked  corn,  corn  meal,  guts  and  hominy,  and  the  re- 
fuse therefrom  from  Indianapolis,  where  complainant's  mills 
are  located,  t^  New  York,  while  upon  whole  corn  tlie  rate  per 
100  pounds  is  but  18^  cents. 

Aug.  29, 1889.  Complaint  filed. 

Sept.  3.  Case  assigned  for  hearing  at  United  States  ropm^  Indiau- 
apolis,  Xnd.,  September  17, 1889, 
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Sept.  12-13.  Answers  filed. 

Sept.  17.  Hearing  had. 

Oct.  24.  Ordered,  that  the  Baltimore  and  Ohio  Railroad  Company 
be  notified  of  the  pendency  of  this  cause  and  be  given  an 
opportunity  to  be  heard  therein,  and  to  signify  its  purpose 
and  desire  in  this  behalf  on  or  before  the  4th  of  November, 
1889. 

Oct.  30.  Notice  filed  by  the  Baltimore  and  Ohio  Railroad  Com- 
pany that  it  desires  to  be  heard  in  this  proceeding  and  to  file 
an  argument. 

Oct.  31.  Ordered,  that  the  Baltimore  and  Ohio  Railroad  Company 
have  leave  to  tile  an  argument  in  this  proceeding  on  or  before 
the  15th  of  :S^ovember,  1889. 

Nov.  22,  1889.  Argument  on  behalf  of  the  Baltimore  and  Ohio 
Railroad  Company  filed. 

Dec.  1, 1889.  Case  under  advisement  by  the  Commission. 

232.  Hoag  &  Tichenor  v.  New  York,  Lake  Erie  and  Western  Railroad 

Company. 

Complaint  alleges  unjust  discrimination  by  defendant  in 
charging  $31  on  a  car-load  of  empty  nail  kegs  from  Youngs- 
town,  Ohio,  to  Binghamtou,.N.  Y.,  while  its  rates  on  a  car- 
load of  nails  from  and  to  the  same  points  are  only  $27.60. 

Aug.  31,  1889.  Complaint  filed. 

Sept.  12,  1889.  Answer  setting  forth  satisfaction  of  complaint 
filed. 

Sept.  12,  1^89.  Acknowledgment  of  satisfaction  filed  by  com- 
plainant. 

Sept.  12,  1889.  Leave  granted  to  withdraw  complaint,  and  pro- 
ceeding discontinued. 

233.  The  American  Wire  ^S'ail  Company  v.  Cincinnati,  New  Orleans  and 

Texas  Pacf^c  Railway  Company  ;  Alabama  Great  Southern 
Railroad  Company  ;  Alabama  and  Vicksburg  Railway  Com- 
pany; New  Orleans  and  Northeastern  Railroad  Company; 
Vicksburg,  Shreveport  and  Pacific  Railway  Company. 
Complaint  alleges  that  defendants  charge  an  excessive  rate  on 
wire  nails  from  Cincinnati  to  Chattanooga,  namely,  40  cents 
per  100  pounds,  while  they  only  charge  15  cents  per  100 
pounds  for  the  same  service  in  carrying  iron  nails,  and  that 
the  two  kinds  of  nails  are  precisely  similar  in  character  and 
value. 

Aug.  31,  1889.  Complaint  filed. 

Sept.  9,  1889.  Answer  setting  forth  satisfaction  of  complaint 
filed. 

Sept.  3,  1889.  Case  assigned  for  hearing  at  United  States 
court-room,  Indianapolis,  September  17,  1889. 

Sept.  17.  Hearing  called.    Notice  given  that  cause  of  complaint 
had  been  removed,  but  decision  requested. 
Memorandum  by  the  Commission  filed.     (3  I.  C.  C.  Rep.,  223.) 
Leave  granted  to  withdraw  complaint. 

234.  Frederick  J.  Switz  v.  Union  Pacific  Railway  Company. 

Complaint  alleges  that  defeadaat  upjustljcliscrimiaates  against 
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the  city  of  Kearney,  and  gives  undue  preference  and  advan- 
tage in  freight  rates  from  Omaha  and  Council  Bluffs. 

Sept.  2,  1889.  Complaint  filed. 

Sept.  20,  1889.  Answer  filed. 

235.  Proctor  &  Gamble  v.  Cincinnati  Hamilton  and  Dayton  Railroad 

road  Company;  Pittsburgh,  Cincinnati  and  St.  Louis  Kail- 
way  Company;  Pennsylvania  Kailroad  Company 
Complaint  alleges  violations  of  the  act  by  defendants  in  placing 
common  soap  in  the  filth  class  with  soap  powder,  liquid  soap, 
washing  crystal  etc.,  instead  of  the  sixth  class  with  staple 
articles  of  the  grocery  trade  to  which  it  is  more  similar  iu 
price,  bulk,  weight  and  necessity,  to  consumers. 

Sept.  12,  1889.  Complaint  filed. 

Oct.  4,  to  Nov.  22,  1889.  Answers  filed. 

Oct.  25,  1889.  Case  assigned  tor  hearing  November  15,  1889. 

Nov.  6, 1889.  Hearing  postponed  to  January  8,  1890. 

Nov.  15-22,  1889.  Depositions  on  behalf  of  complainants  filed. 

236.  Proctor  &  Gamble  v.  Cleveland,  Cincinnati,  Chicago  and  St.  Louis 

Railway  Company ;    Lake  Shore  and   Michigan   Southern 
Railway  Company;  New  York  Central  and  Hudsoi  River 
Railroad  Company. 
Complaint  alleges  same  as  complaint  in  No.  235. 

Sept.  12,  1889.  Complaint  filed. 

Oct.  7-17,  1889.  Answers  filed. 

Nov.  6,  1889.  Hearing  postponed  to  January  8,  1890. 

Nov.  15-22,  1889.  Depositions  on  behalf  of  complainants  filed. 

237.  Proctor  &  Gamble  v.  Orland  Smith  and  H.  C.  Yergason,  receiv- 

ers of  the  Cincinnati;  Washington  and  Baltimore  Railroad 
Company  ;  Baltimore  and  Ohio  Railroad  Company. 
Complaint  alleges  same  as  complaint  in  No.  235. 

Sept.  12,  1889.  Complaint  filed. 

Oct.  2-10,  1889.  Answers  filed. 

Oct.  25,  1889.  Case  assigned  for  hearing  November  15,  1889. 

Nov.  6,  1889.  Hearing  postponed  to  January  8,  1890. 

Nov.  15-22,  1889.  Depositions  on  behalf  of  complainants  filed. 

238.  John  Livingston,  President  Railway  Shareholders'  Association  v 

New  York,  Lake  Erie  and  Western  Railroad  Company. 
Complaint  alleges  that  defendant  issues  500  and  1 ,000  mile  tick- 
ets to  employes  at  one-half  and  Icent  per  mile  for  use  by  said 
employes  and  members  of  their  families,  and  that  complain- 
ant is  informed  and  believes  that  other  persons  than  those 
named  on  the  tickets  use  the  same;  allows  minors  and  other 
persons  to  ride  on  freight  trains  without  charge,  to  their  great 
danger;  and  also  that  it  has  issued  passes  to  persons  claim- 
ing to  be  delegates  to  the  convention  of  the  Brotherhood  of 
Locomotive  Engineers  hehl  at  Richmond  in  October  and 
November,  1888,  some  of  whom  were  not  employes  of  any 
railroad  company  and  most  of  whom  were  not  employes  of 
defendant. 
Sept.  12,  1889.  Complaint  tiled. 
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Oct.  9,  1889.  Answer  filed. 

Oct.  25,  1889.  Case  assigned  for  hearing  December  19,  1889,  10 
a.  m.    Notices  sent  parties. 

239.  Hulbert  H.  Warner  v.  New  York  Central  and  Hudson  Kiver  Eail- 

road  Company  ;  West  Shore  Railroad  Company  ;  New  York, 
Lake  Erie  and  Western  Railroad  Company  ;  Delaware,  Lack- 
awanna and  Western  Railroad  Company ;  New  York,  On- 
tario and  Western  Railway  Company ;  Pennsylvania  Rail- 
road Company;  Baltimore  and  Ohio  Railroad  Company; 
Philadelphia  and  Reading  Railroad  Company;  Lehigh  Val- 
ley Railroad  Company;  Grand  Trunk  Railway  Company  of 
Canada,  as  members  of  the  Trunk  Line  Association. 

Complaint  alleges  that  defendants  violate  section  2  of  the  act 
by  charging  second-class  rates  on  patent  medicines  in  car- 
loads, while  other  articles,  similar  in  bulk,  value  and  other° 
wise,  such  as  ale,  beer  and  mineral  waters,  are  rated  in  the 
third  class  and  fifth  class  in  car- loads. 

Sept.  14,  1889.  Complaint  filed. 
Oct.  4-Dec.  1,  1889.  Answers  filed. 

240.  E.  M.  Raworth  v.  Northern  Pacific  Railroad  Company;  Oregon 

Railway  and  Navigation  Company;  St.  Paul,  Minneapolis 
and  Manitoba  Railway  Company;  Union  Pacific  Railway 
Company;  Southern  Pacific  Railway  Company. 

Complaint  alleges  violation  of  section  4,  by  defendants  in 
charging  more  for  the  transportation  of  sugar  in  car-loads 
from  San  Francisco  to  St.  Paul,  Minn.,  the  longer  distance. 

Sept.  25,  1889.  Complaint  filed. 
Oct.  14-Nov.  2,  1889.  Answers  filed. 

241.  American   Mining  and   Smelting    Company;    Arkansas    Valley 

Smelting  Company;  Harrison  Reduction  Works;  Manville 
Smelting  Company  v,  Denver  and  Rio  Grande  Railroad 
Company. 

Complaint  alleges  that  defendant  not  only  charges  an  unrea- 
sonable through  rate  of  llGper  ton  on  bullion  shipped  from 
Leadville,  Colo.,  to  Missouri  River  points,  of  which  it  receives 
$8  per  ton  for  the  haul  to  Denver,  a  distance  of  277  miles, 
but  that,  by  charging  a  through  rate  of  $13  per  ton  on  bull- 
ion from  Salt  Lake  City  to  the  Missouri  River,  of  which  it 
and  the  Denver  and  Rio  Grande  Western  Railway  Company 
receive  but  $5  for  the  haul  from  Salt  Lake  City  to  Denver,  a 
distance  of  732  miles,  it  unjustly  discriminates  against  the 
Leadville  shippers  and  gives  to  the  Salt  Lake  City  shippers 
an  undue  preference  and  advantage.  The  hauls  of  Lead- 
ville and  Salt  Lake  bullion  are  the  same  from  Salida  east- 
ward, and  that  place  is  situated  about  217  miles  west  of 
Denver. 

Oct.  1,  1889.  Complaint  filed. 

Oct.  22,  1889.  Stipulation  of  counsel  filed  extending  time  to  an- 
swer until  November  G,  1889. 

Nov.  G,  1889.  Answer  filed. 
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242.  Audrews  Soap  Company  v.  LMttsbiirgb,  Ciuciiiiiati  aiui  St.  Louis 

Kailway  Coini)aiiy;  (vinciimati,  Ilaniilton  and  Dayton  Rail- 
road Company;  Cleveland,  Cincinnati,  Chicago  and  St.  Louis 
Eailway  Company,  Cincinnati,  Washmj^ton  and  Baltimore 
Kailroad  Com})any ;  Chesapeake  and  Ohio  Kailway  Com- 
pany;  Ohio  and  Mississippi  Kailway  Company;  New  York, 
Pennsylvania  and  Ohio  Kaihoad  Company. 
Complaint  alleges  that  defendants  unjustly  place  American 
castile  soap  in  the  second  class,  while  white  soaps,  knowu  as 
toilet  soaps,  are  rated  in  the  fourth  class. 

Oct.  5,  1889.  Complaint  filed. 

Oct.  23  to  Nov.  4,  1889.  Answers  filed. 

Nov.  6,  1889.  Case  assigned  for  hearing  at  Washingtcn,  January 
8,  1890. 

243.  W.  S.  King  &  Co.  ^•.  New  York,  New  Haven  and  Hartford  Rail- 

road Company ;  New  York  and  New  England  KaUroad  Com- 
pany. 
Complaint  alleges  violation  of  the  act  by  charging  more  for 
the  shorter  haul  in  the  transportation  of  flour  from  Pier  50, 
New  York  City,  to  Readville,  Mass.,  than  to  Boston,  Mass., 
the  longer  distance,  and  states  that  the  rate  to  Readville  is 
18  cents  per  100  pounds,  and  the  rate  to  Boston  is  9  cents 
per  100  pounds. 

Oct.  10,  1889.  Complaint  filed. 

Oct.  29-30,  1889.  Answers  filed. 

244.  Harvard    Company    v,    Pennsylvania    Company;    Pennsylvania 

Railroad  Company;  Lake  Shore  and  Michigan  Southern 
Railroad  Company ;  New  York  Central  and  Hudson  River 
Railroad  Company  ;  Baltimore  and  Ohio  Railroad  Company; 
Grand  Trunk  Railway  Company" ;  Cleveland,  Columbus, 
Cincinnati  and  Indianapolis  Railway  Company;  Valley  Rail- 
way Company  ;  New  York,  Lake  Erie  and  Western  Railroad 
Company ;  Boston  and  Albany  Railroad  Company  ;  New 
York  and  New  England  Railroad  Company;  New  York, 
New  Haven  and  Hartford  Railroad  Company. 
Complaint  alleges  that  surgical  chairs  uianufactured  by  it  are 
unjustly  charged  by  defendants  at  double  first-class  rates, 
and  that  a  reasonable  classification  of  such  chairs  would  be 
at  second-class  rates. 

Oct.  12,  18S9.  Complaint  filed. 

Oct.  29-Nov.  21,  1889.  Answers  filed. 

245.  James  &  Mayer  Buggy  Company  v.  Cincinnati,  New  Orleans  and 

Texas  Pacific  Railway  Company;  Western  and  Atlantic 
Railroad  Company ;  Georgia  Railroad  Company. 
Complaint  alleges  that  defendants  violate  the  act  by  charging 
the  same  rate  per  100  pounds  on  vehicles  from  Cincinnati  to 
Atlanta,  Ga.,  as  they  charge  from  the  same  place  over  the 
same  line  to  Augusta,  Ga.,  171  miles  farther  distant,  namely, 
$1.01  per  100  pounds ;  and  also  by  charging  more  for  the 
shorter  haul  on  the  same  traific  over  the  same  line  to  Social 
Circle  from  Cincinnati  than  to  Augusta,  Ga.,  the  rate  to 
Social  Circle  being  $1.31  per  100  pounds. 


200     REPORT   OF   THE   INTERSTATE    COMMERCE   COMMISSION. 

Oct.  8,  1889.  Complaint  filed.  ^ 

Nov.  8-29,  1889.  Answers  filed. 

246.  Steamer  R.  T.  Coles  v.  Nashville,  Chattanooga  and  St.  Louis  Rail- 

way Company  ;  Memphis  and  Charleston  Railroad  Company; 
Louisville  and  Nashville  Railroad  Company. 
Complaint  alleges  unjust  discrimination  in  rates  charged  by 
defendants  on  property  delivered  to  or  received  from  com- 
plainant, a  common  carrier  between  points  onjbhe  Tennessee 
Rivc^  in  favor  of  like  property  delivered  to  or  received  from 
the  Tennessee  River  Transportation  Company,  a  common 
carrier  between  the  same  points  on  the  Tennessee  River. 

Oct.  30,  1889.  Complaint  tiled. 

Nov.  18-25,  J  889.  Demurrers  filed. 

247.  George  Rice  v.  Union  Pacific  Railway  Company ;  Atchison,  Topeka 

and  Santa  Fe  Railroad  Company;  Dunkirk,  Allegheny 
Valley  and  Pittsburgh  Railroad  Company;  Wabash  Rail- 
road Company,  and  John  McNulta,  receiver  thereof;  East 
Tennessee,  Virginia  and  Georgia  Railway  Company. 
Complaint  alleges  violations  of  the  act  by  defendants  in  the 
classification  of  petroleum  as  compared  with  cotton-seed  oil, 
linseed-oil,  lard  and  naphtha  ;  in  charging  the  same  rate  for 
the  return  of  empty  tank  cars,  irrespective  of  the  weight  and 
capacity  of  each  car;  in  deducting  and  carrying  free  42  gal- 
lons or  other  quantity  of  the  products  of  petroleum  out  of 
each  tank  car,  without  making  a  similar  proportionate  de- 
duction in  the  amount  of  petroleum  and  its  products  carried 
by  other  methods  than  tank  cars ;  in  deducting  and  carrying 
free  12  per  cent,  or  other  quantity  of  gasoline  or  any  one  or 
more  of  the  other  products  of  petroleum  without  making  a 
similar  proportionate  deduction  of  all  other  products  carried 
under  similar  circumstances  and  conditions;  in  like  rating 
and  classification  of  car- load  lots  and  less  than  car-load  lots 
of  petroleum  and  its  products  irrespective  of  whether  the 
loading  is  in  iron  or  wooden  barrels  or  in  cases. 

Nov.  8,  1889.  Complaint  filed. 

Nov.  8.  1889.  Ordered^  That  the  pendency  of  this  proceeding  be 
made  known  to  the  various  railway  carriers  of  the  country, 
and  that  each  of  them  be  furnished  with  a  copy  of  the  peti- 
tion upon  application  therefor,  and  that  they  have  leave  to 
appear  and  be  heard  therein  if  they  so  desire. 

Nov.  22,  1889.  Notice  of  appearance  tiled  by  the  Western  New 
York  and  Pennsylvania  Railroad  Company. 

Summary  from  December  1,  1888,  to  December  1,  1889. 

Cases  heard  and  decided 33 

Cases  heard  not  decided 21 

Cases  hearing  not  completed 17 

Cases  withdrawn  and  settled  by  parties 14 

Cases  suspended  by  request  of  parties 12 

Cases  assigned  for  hearing 15 

Cases  at  issue  not  assigned  for  hearing 14 

Cases  not  at  issue 3 

Total 129 


STATEMENT  OF   IMPORTANT  POINTS  DECIDED  BY   THE  COMMIS- 
SION SINCE  ITS  ORGANIZATION. 

ABSTRACT  QUESTIONS. 

Opinions  on. — The  Commission  will  not  express  opinions  on  abstract  questions; 
nor  on  questions  presented  by  ex  parte  statements  of  fact;  nor  on  questions 
of  the  construction  of  the  statute  when  no  controversy  is  pending. 

In  re  Order  of  Railway  Conductors. 

In  re  Traders'  and  Travelers'  Union. 

In  re  Iowa  Barb  Steel  Wire  Company. 

In  re  St.  Louis  Millers'  Association. 

In  re  Disabled  Soldiers  and  Sailors. 

Bishop  V.  Duval,  receiver  etc. 

Harris  v.  Duval,  receiver  etc.,  et  al. 

Lincoln  Board  of  Trade  v.  Union  Pacific  Railway  Company,  et  al. 

Pennsylvania  Company  v.  Louisville,  New  Albany  and  Chicago  Rail- 
road Company. 

Chicago,  St.  Louis  and  Pittsburgh  Railroad  Company  v.  Cleveland, 
Cincinnati,  Chicago  and  St.  Louis  Railway  Company. 

BOOKS,  PAPERS  AND  DOCUMENTS. 

Compulsory  production  of.— 

Rice  V.  Cincinnati,  Washington  and  Baltimore  Railroad  Company 
et  al.,  in  re  application  of  petitioner. 

BURDEN  OF  PROOF. 

To  SUSTAIN  COMPLAINT  IS  ON  COMPLAINANT. — 

Fulton  V.  Chicago,  St.  Paul,  Minneapolis  and  Omaha  Railroad  Com- 
pany. 
Hardiug  v.  Same  Company. 
Holbrook  v.  St.  Paul,  Minneapolis  and  Manitoba  Railroad  Company. 

To  JUSTIFY  GREATER  CHARGE  ON  SHORTER  HAUL  IS  ON  RAILROAD  COiMPANY. — 

In  re  Louisville  and  Nashville  Railroad  Company. 
Spartanburg  Board  of  Trade  v.  Richmond  and   Danville  Railroad 
Company  et  al. 
Mileage  rates  on  branch  lines.— A  departure  from  the  rule  of  equal  mileage 
rates  as  applied  to  the  several  branches  of  a  road  is  not  conclusive  that  such 
rates  are  unlawful,  but  the  burden  is  on  the  company  making  such  departure 
to  show  its  rates  to  be  reasonable  when  disputed. 
>«s.  Logan  etal.  v.  Chicago  and  North-Westeru  Railway  Company. 

Is  ON  carrier  to  JUSTIFY  DISPROPORTIONATE   OR   RELATIVELY   UNEQUAL  RATES. — 

McMorran  et  al.  v.  Grand  Trunk  Railway  Company  of  Canada  etal. 
When  grain  and  grain  products  are  classified  alike  the  burden  is  on  carrier  to  jus- 
tify difference  in  rates.     (Ih.) 

See  Proof;  Evidence  ;  Rule  XL    Rules  of  Practice. 
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CAR-LOAD  RATES. 

On  live  cattle. — Prescribed  minimum  rate  for  a  car-load  aud  a  charge  by  the  100 
pounds  in  proportion  to  the  car-lot  race  for  any  excess  over  the  minimum. 
Held  not  to  be  unlawful. 

Leonard  &  Chapelle  v.  Chicago  aud  Altou  Railroad  Company. 

CARRIERS. 

What  are  interstate.— The  fact  that  the  owner  of  merchandise,  which  is  offered  to 
a  carrier  for  transportation  from  one  point  to  another  in  the  same  State,  in- 
tends to  have  it  further  transported  by  a  second  carrier  into  another  State, 
does  not  make  such  first  transportation  interstate  commerce  or  render  the 
carrier  subject  to  the  control  of  the  Commission  in  respect  to  it,  even  though 
such  first  carrier  may  be  informed  of  the  ultimate  destination  of  the  mer- 
chandise. 

Missouri  and  Illinois  Ra  Iroad  Tie  and  Lumber  Company  v.  Cape 
Girardeau  aud  Southwestern  Railway  Company. 
Privileges  granted  by. — Carrier  must  decide  in  the  first  instance  what  privileges 
he  may  or  will  grant  under  the  act  to  regulate  commerce,  and  if  it  is  then 
complained  that  in  doing  so  the  act  is  violated,  the  Commission  will  have 
iurisdiction  on  complaint  being  filed  for  such  violation. 
In  re  Order  of  Railway  Conductors. 
In  re  Traders'  aud  Travelers'  Union. 
In  re  Iowa  Barbed  Steel  Wire  Company. 
In  re  St.  Louis  Millers'  Association. 
In  re  Disabled  Soldiers  and  Sailors. 
Protection  against  unreasonably  low  rates. — The  act  to  regulate  commerce 
assumes  that  the  carriers,  iu  their  power  to  make  rates,  have  ample  remedy 
to  protect  against  rates  which  are  unreasonably  low. 

In  re  Chicago,  St.  Paul  and  Kansas  City  Railway  Company. 
Duty  to  accept  all  ordinary  traffic. — Common  carriers  are  under  obligation 
to  take  all  descriptions  of  ordinary  traffic  from  all  points  aud  it  is  right  that 
the  rates  should  be  known  and  announced  publicly  in  advance  of  the  offering 
of  traffic. 

In  re  Tariffs  of  Transcontinental  Lines. 
Rights  of  shippers. — Under  the  act  to  regulate  commerce  shippers  are  not  to  be 
put  in  a  position  of  subserviency  to  common  carriers,  nor  required  to  ask  for 
rates,  but  are  entitled  to  equal  and  open  rates  at  all  times.  {lb.) 
Immigrant  transportation.— A  railroad  company  which  transports  immigrants  in 
unfit  cars  will  be  required  to  provide  better  accommodations  and  to  ascertain 
their  fitness  the  Commission  will  make  its  own  inspection. 

^.    Savery  &.  Co.  v.  New  York  Central  and  Hudson  River  Railroad  Com- 
pany et  al. 
Prosecution  of. — A  carrier  which  has  conformed  to  the  ruling  of  the  Commission 
should  not  be  prosecuted  for  alleged  violations  of  law  in  that  respect  which 
occurred  before  such  ruling  was  made  and  under  a  construction  of  the  law 
then  approved  by  the  carriers'  counsel. 

Slater  v.  Northern  Pacific  Railroad  Company. 
Excessive  rates. — The  fact  that  a  road  earns  a  little  more  than  operating  expenses 
is  not  to  be  overlooked,  but  it  can  not  be  made  to  justify  grossly  excessive 
rates.  Wherever  there  are  more  roads  than  the  business  at  fair  rates  will 
remunerate,  they  must  rely  upon  future  earnings  for  the  return  of  invest- 
ments and  profits. 

New  Orleans  Cotton  Exchange  v.  Cincinnati,  New  Orleans  and  Texas 
Pacific  Railway  Company  etal. 
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Duty  to  public— A  railroad  company  is uiulor special  obligatioDs to  i];ive  reasonable 
rates  for  its  local  business,  but  there  are  many  inlliiences  which  may  affect 
through  rates  while  not  bearing  upon  local  rates  at  all;  or  if  at  all,  in  less 
degree. 

Lippmau  ifc  Co.  r.  Illinois  Central  Railroad  Company. 
Obligation  of  common  carriers  to  transport  freight  arises  upon  tender  of  same  for 
transportation  in  the  usual  way,  without  any  special  agreements.     Compen- 
sation for  the  service  secured  by  a  lien  upon  the  goods,  except  when  payment 
in  advance  is  made. 

'  Riddle,  Dean  &  Co.  v.  New  York,  Lake  Erie  and  Western  Railroad 
Company. 
Regular  patrons  not  entitled  to  preference  in  the  use  of  equipment  of  common 

carriers.     The  public  must  be  justly  and  equally  served.     (lb.) 
The  duties  of  carriers  in  repect  to  short  branch  roads  used  as  instrumentalities  of 
interstate  commerce  stated. 

Heck  &  Petree  v.  East  Tennessee,"Virgiuia  and  Georgia  Railway  etal. 
A  common  carrier  should  be  sensitive  to  the  least  suspicion  of  unfairness.  The 
purchase  of  his  services  at  a  stated  price,  equal  to  all,  should  be  a  matter  of 
course  with  every  shipper. 
In  re  Underbilling. 
Must  furnish  adequate  car  equipment. — It  is  a  common  law  and  charter  duty 
of  every  railway  carrier'subject  to  the  act  to  regulate  commerce  to  furnish  a 
proper  and  adequate  car  equipment' for  all  the  reasonable  needs  of  the  busi- 
ness it  advertises  and  undertakes  to  do,  and  if  the  carrier  fails  to  do  this  to 
the  wrongful  injury  of  the  shipper  it  is  liable  in  damages  therefor,  but  the 
statute  has  not  clothed  the  Interstate  Commerce  Commission  with  the  juris- 
diction to  order  the  carrier  to  furnish  any  particular  equipment  of  cars,  or  in 
fact  any  cars  at  all.  It  is  the  duty  of  such  carrier  to  select  and  furnish  its 
own  equipment  of  cars,  under  all  the  responsibility  which  the  law  requires 
of  it  in  so  vital  and  important  a  matter,  for  the  public  has  not  undertaken 
to  divide  responsibility  with  the  carrier  in  this  respect. 

Scofield  et  al.  v.  Lake  Shore  and  Michigan  Southern  Railway  Com- 
pany. 
Inspection  of  freight  cars. — After  a  freight  tank-car  has  just  returned  from  one 
long  journey,  it  is  the  duty  of  the  carrier  before  permitting  it  to  start  out 
loaded  on  another  distant  run,  in  which  the  lives  and  safety  of  brakemeu, 
trainmen,  and  the  property  of  the  shipper  will  be  involved,  to  have  such  car 
carefully  inspected  by  a  competent  inspector,  in  order  to  ascertain  whether 
it  is  in  a  safe  condition  for  such  service. 

Michigan  Congress  Water  Company  v.  Chicago  and  Grand  Trunk 
Railway  Company. 
Declaration  of  agents.  —Unauthorized  declarations  of  a  depot  agent,  implying 
tl»at  a  tank  car  which  has  just  returned  from  a  long  journey  is  in  a  safe  con- 
idtion  to  be  loaded  and  started  on  another  long  run,  are  not  binding  upon  the 
railroad  company.     (/&.) 
Framing  of  tariffs.— The  carriers  themselves  should  devise  the  methods  by  which 
their  tariffs  should  be  framed  in  conformity  to  the  law. 

Inre  Tariffs  of  the  Columbus  and  Western  Railway  Company. 
Production  of  books,  papers,  and  i^ocuments  by.— 

Rice  V.  Cincinnati,  Washington  and  Baltimore  Railroad  Company 
et  al.,  in  re  Application  of  Petitioner. 
When  overcharge  made  through  misapprehension  may  be  returned. — 

Sanger  v.  Southern  Pacific  Company  et  al. 
When  foreign  carriers  are  subject  to  the  act.— 

In  re  Acts  and  Doings  of  the  Grand  Trunk  Railway  Company  of  Can- 
ada. 
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See  Act  to  Regulate  Commerce;  Export  Tariffs;  Facilities  of  Traffic ; 
Joint  Rates  ;  Joint  Tariffs ;  Live  Stock  ;  Preference  and  Advan- 
tage; Reasonable  Rates;  Relative  Rates;  Tariffs;  Unjust  Dis- 
crimination ;  UnderbiUing  ;  Water  and  Rail  Lines. 

CIRCUMSTANCES  AND  CONDITIONS. 

What  may  be  dissimilar  in  tkansportation. — 

III  re  Louisville  and  Nashville  Railroad  Company. 

Business  Men's  Association  of  the  State  of  Minnesota  v.  Chicago,  St. 

Paul,  Minneapolis  and  Omaha  Railway  Company. 
Rice,  Robinson  &  Witherop  v.  Western  New  York  and  Pennsylvania 

Railroad  Company. 
Rend  v.  Chicago  and  North-Western  Railway  Company. 
Logan  et  ah  v.  Chicago  and  North-Western  Railway  Company. 
Business  Men's  Association  of  the  State  of  Minnesota  v.  Chicago  and 

North-Western  Railway  Company. 
What  do  not  constitute  dissimilar.— 

Vermont  State  Grange  v.  Boston  and  Lowell  Railroad  et  al. 

Harwell  v.  Columbus  and  Western  Railroad  Company. 

Business  Men's  Association  of  the  State  of  Minnesota  v.  Chicago,  St. 

Paul,  Minneapolis  and  Omaha  Railway  Company. 
In  re  Chicago,  St.  Paul  and  Kansasf  City  Railway  Company. 

CLASSIFICATION. 
Principles  controlling.— 

Fiist  Annual  Report  of  Interstate  Commerce  Commission. 
Differences  in  classification  may  violate  the  fourth  section.  —  Violation 
of  the  fourth  section  of  the  act  can  be  accomplished  by  diff"erences  in  classi- 
fication as  well  as  by  differences  in  tariff  rates. 

Martin  v.  Southern  Pacific  Company  et  al. 
Mixed  car-load  lots. — Mixed  car-load  lots  should  be  uniformily  classified,  and  im- 
mediate adoption  of  a  reasonable  rule  recommended.     (lb.) 
Analogous  articles  entitled  to  same.— Classification  of  dried  fruits  and  raisins 
in  different  classes  works  injustice  to  shippers.     (I&.) 
Under  a  classification  which  puts  lumber  in  car-load  lots  in  the  sixth  class,  and 
unfinished  wagon  materials  in  the  fifth  class,  it  is  held  that  hub-blocks  which 
are  prepared  as  such  to  be  sold  to  the  manufacturers  of  hubs  and  of  wheeled 
vehicles,  but  upon  which  only  so  much  labor  has  been  expended  as  is  need- 
ful  to  put  them  in  condition  for  seasoning,  are  to  be  regarded  as  the  raw  ma- 
terial upon  which  the  process  of  manufacture  of  hubs  is  not  yet  begun,  just 
as  boards  are  the  raw  material  from  which  wagon   boxes  are  made.     The 
blocks  belong,  therefore,  when  not  otherwise  specified  in  the  classification 
sheet,  with  lumber  instead  of  with  unfinished  wagon  materials. 

Hurlburt  v.  Lake  Shore  and  Michigan  Southern  Railroad tDompany. 
Hurlburt  v.  Pennsylvania  Railroad  Company. 
Classification  of  railroad  ties  should  correspond  with  that  of  other  rough  lumber. 
Comparisons  stated,  and  held  that  the  raising  of  same  from  sixth  to  fifth 
class  in  the  official  classification  was  unjustifiable. 

Reynolds  v.  Western  New  York  and  Pennsylvania  Railway  Company. 
Distinctions  in. — A  statement  of  the  grounds  of  differences  in  classifications  of 
articles  of  freight  of  railroad  companies,  and  a  discussion  of  those  which  are 
involved  with  reference  to  pearline  and  common  soap  by  which  the  con- 
clusion of  the  Commission  was  reached  that  the  classification  of  pearline 
should  be  reduced. 

Pyle  &  Sons  v.  East  Tennessee,  Virginia  and  Georgia  Railroad  Com  • 
pany. 
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Frauds  in. — FraiuUilent  classificatiou  as  a  mothod  of  obtaiuiii*^  reduced  rates,  con- 
sidered. 

In  1  e  Underbilling. 
Construction. — A  classification  sheet  is  put  before  the  public  for  general  informa- 
tion; it  is  supposed  to, be  expressed  in  plain  terms  so  that  the  ordinary  busi- 
ness man  can  understand  it,  and,  in  connection  with  the  rate  sheets,  deter- 
mine for  himself  what  he  can  be  lawfully  charged  for  transportation.  The 
persons  who  prepare  the  classification  have  no  more  authority  to  construe  it 
than  anybody  else,  and  they  must  leave  it  to  speak  for  itself. 

Hnrlburt  v.  Lake  Shore  and  Michigan  Southern  Railway  Company. 
Hurlburt  v.  Pennsylvania  Railroad  Company. 
Articles  classified  alike  are  presumptively  entitled  to  equal  rates. — 

McMorran  et  al.  v.  Grand  Trunk  Railway  Company  of  Canada  et  al. 
Form  of. — Form  of  tarifi's  and  classifications  in  use  criticised  and  requirements  of 
statute  stated  in  respect  thereto. 

In  re  Tariffs  and  Classifications  of  Atlanta  and  West  Point  Railroad 
Company  et  al. 
See  Uniform  Classifier  tion. 

COMMISSIONS  ON  SALE  OF  TICKETS. 

Regulation  against  paying. — The  defendants  adopted  a  regulation  that  they 
would  not  sell  tickets  for  and  over  the  line  of  a  connecting  road  unless  such 
connecting  road  would  abstain  from  paying  commissions  to  their  agents  on 
the  sales  made,  and  would  make  promise  to  that  eflfect.  Such  a  regulation  is 
reasonable,  and  therefore  legal. 

Chicago  and  Alton  Railroad  Company  v.  Pennsylvania  Railroad  Com- 
pany. 
Chicago,  Rock  Island  and  Pacific  Railroad  Company  v  New  York 
Central  and  Hudson  River  Railroad  Company. 
A  railroad  company  has  a  right  to  insist  that  its  agents  shall  be  its  employes  ex- 
clusively, and  it  is  not  obliged  to  permit  any  other  company  to  make  them 
its  employes  also.     (lb.) 
The  requirement  in  the  act  to  regulate  commerce  that  common  carriers  shall 
''afford  all  reasonable,  proper  and  <qual  facilities  for  the  interchange  of 
traffic  between  their  respective  lines,   and    for  the  receiving,   forwarding 
and  delivering  of  passengers  and  property  to  and  from  their  several  lines, 
and  those  connecting  therewith,"  will  not  require  a  railroad  company  to  sell 
through  tickets  ov^er  the  line  of  a  road  whose  managers  persist  in  offering 
commissions  to  the  agents  who  sell  such  tickets.     The  practice  of  paying 
commissions  to  the  agents  of  other  roads  on  tickets  sold  over  the  road  of  the 
company  paying  the  same,  condemned  as  demoralizing  and  as  an  improper 
drain  on  corporate  resources.     (lb.) 
If  a  passage  ticket  over  several  roads  is  a  reasonable  facility  of  travel,  the  privi- 
lege of  paying  a  commission  to  the  agent  who  sells  it,  and  who  would  be 
required  by  duty  to  his  employer  to  sell  it  when  called  for,  without  any  com- 
mission therefor,  can  not  be  regarded  as  an  incident  to  the  facility,  and  there- 
fore can  not  be  insisted  on.     (lb.) 

Second  Annual  Report  Interstate  Commission.     In  re  Passenger  Tar- 
iffs and  Rate  Wars. 

COMPETITION. 

M^Y    MAKE    OUT    DISSIMILAR    CIRCUMSTANCES    AND  CONDITIONS  IN  RAILWAY  UlAf^ 

Jn  re  Louisville  dud  Nashville  Bailjoad  Compaoy, 
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When  not  sufficient  to  constitute  exception.— 

Vermont  State  Grange  v.  Boston  and  Lowell  Railroad  et  al. 
Harwell  v.  Columbns  and  Western  Railway  Company 
When  not  an  excuse  for  unjust  relative  rates. — 

Raymond  v.  Chicago,  Milwaukee  and  St.  Paul  Railway  Company. 
Boards  of  Trades  Union,  etc.,  v.  Chicago,  Milwankee  and  St.  Paul 
Railway  Company. 
Effect  of  excessive. —  • 

First  Annual  Report  of  Interstate  Commerce  Commission. 
Effect  of  act  upon. — 

First  Annual  Report  of  Interstate  Commerce  Commission. 
Between  localities.— 

Second  Annual  Report  of  Interstate  Commerce  Commission. 
When  dissimilar  circumstances  and  conditions  may  be  made  out  by  rail- 
road COMPETITION.— 

Business  Men's  Association  of  the  State  of  Minnesota  v.  Chicago,  St. 

Paul,  Minneapolis  and  Omaha  Railway  Company. 
Business  Men's  Association  of  the  State  of  Minnesota  v.  Chicago  and 
North-Western  Railway  Company. 
When  dissimilar  circumstances  and  conditions  are  not  made  out  by  rail- 
road COMPETITION. — 

Martin  v.  Southern  Pacific  Company  et  al. 

Second  Annual  Report  of  Interstate  Commerce  Commission. 

Business  Men's  Association  of  the  State  of  Minnesota  v.  Chicago,  St. 

Paul,  Minneapolis  and  Omaha  Railway  Company. 
In  re  Chicago,  St.  Paul  and  Kansas  City  Railway  Company. 
Equal  mileage  rates  often  prevent.— 

New  Orleans  Cotton  Exchange  v.  Cincinnati,  New  Orleans  and  Texas 
Pacific  Railway  Company  et  al. 
When  not  an  excuse  for  unjust  relative  rates.— 

Logan  et  al.  v.  Chicago  and  North-Western  Railway  Company. 

COMPLAINT. 
Must  be  supported  by  proof. — 

Holbrook  v.  St.  Paul,  Minneapolis  and  Manitoba  Railroad  Company. 
Fulton  V.  Chicago,  St.  Paul,  Minneapolis  and  Omaha  Railroad  Com- 
pany. 
Harding  v.  Same  company. 
Form  of.— 

>S'ee  Petition ;  Parties;  Amendment;  Rules  of  Practice. 
Investigation  when  no  personal  grievance  proved. — 

Smith  V.  Northern  Pacific  Railroad  Company. 
When  not  adjudicated. — When  after  trial,  but  before  decision,  the  defendant  con- 
cedes the  relief  sought  and  reduces  its  tariff  to  the  rates  claimed  by  the  peti- 
tioner, no  order  is  required  to  be  made  hy  the  Commission. 

Manufacturers'  and  Jobbers'  Un:on  of  Mankato  v.  Minneapolis  and 
St.  Louis  Railroad  Company  et  al. 
When  not  entertained  by  Commission. — No  reasonable  ground  appearing. 

La  Crosse  Manufacturers  and  Jobbers'  Union  v.  Chicago,  Milwaukee 

and  St.  Paul  Railway  Company. 
Ottinger  v.  Southern  Pacific  Company. 
Amendments  of. — The  Commission  is  liberal  in  allowing  an  amendment  to  com- 
plaints, but  will  not  allow  one  that  would  be  in  effect  making  a  new  case. 

Delaware  State  Grange,  etc.,  v.  New  York,  Philadelphia  and  Norfolk 
Railroad  Company  et  al. 
Amendment  is  not  necessary  to  bring  in  matters  that  would  have  been  tlie  sub- 
ject of  proof  under  the  complaiat  as  originally  filed.    Jb, 
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When  not  favored. — A  complaiut  nuidc  for  tho  imrposo  of  rotulijition  for  a  fancied 
wroug,  as  to  get  oven  with  a  carrier  for  revocation  of  coniplainant'ti  pass, 
does  not  comniend  itself  to  the  Commission. 

Shiter  V.  Northern  Pacific  Railroad  Company. 
Informal. — 

Second  Annual  Report  of  Interstate  Commerce  Commission. 
Parties. — Where  a  complaint  is  made  against  the  reasonableness  of  through  rates 
agreed  upon  by  several  connecting  lines,  it  is  necessary  to  make  all  of  such 
connecting  lines  parties  defendant. 

Michigan  Congress  Water  Company  v.  Chicago  and  Grand  Trunk 
Railway  Company. 
See  Act  to  Regulate  Commerce  ;  Parties. 
When  insufficient.— When  a  complaint  charged  that  the  respondent  railroad  com- 
panies, which  were  common  carriers,  subject  to  the  act  to  regulate  commerce, 
were  accustomed  to  make  deductions  of  from  5  to  10  pounds  of  wheat  per 
load  from  the  true  weight  when  delivered  by  the  farmer  to  the  buyer  at  the 
elevators  of  the  respondents,  and  gave  receipt  to  the  farmer  for  the  amount 
as  thus  diminished,  upon  which  the  latter  was  paid  by  the  buyer,  thereby 
suflferiug  a  loss  to  the  extent  of  such  reduction,  but  failed  to  charge  that  the 
wheat  was  delivered  for  interstate  transportation,  or,  indeed,  for  transporta- 
tion anywhere,  it  was  held  that  the  complaint  was  insufficient  in  substance  to 
show  violation  of  the  act  to  regulate  commerce,  and  that  the  respondents 
were  entitled  to  have  it  dismissed  on  their  motions  to  that  effect,  but  that  the 
dismissal  should  be  without  prejudice. 

White  V.  The  Michigan  Central  Raihoad  Company  and  the  Lake 
Shore  and  Michigan  Southern  Railway  Company. 

COST  OF  CARRIAGE. 

Is  AN  IMPORTANT  FACT  IN  TRANSPORTATION  CHARGES. — 

In  re  Louisville  and  Nashville  Railroad  Company ;  Boston  Chamber 
of  Commerce  v.    Lake  Shore  and  Michigan  Southern  Railway 
Company;  Evans  v.  Oregon  Railway  and  Navigation  Company. 
Of  long-haul  traffic  not  to  be  imposed  on  local  traffic— (76.) 
Difficulty  of  determining. — (lb.) 
Elements  entering  into. — 

First  Annual  Report  of  Interstate  Commerce  Commission. 
Difference  between,  on  through  and  local  traffic. — 

Business  Men's  Association  of  tho  State  of  Minnesota  v.  Chicago  and 
North-Western  Railway  Company. 
Milk  transportation. — The  elements  of  extra  expense  are  substantially  the  same 
upon  milk  transported  from  every  part  of  the  line  of  road  over  which  the 
special  milk  trains  run. 

Howell  ct  al.  v.  New  York,  Lake  Erie  and  Western  Railroad  Com- 
I)any  et  al. 
Exceptional  circumstances  and  conditions  caused  by. — 

Rice,  Robinson  &  Witherop  v.  Western  New  York  and  Pennsylvania 
Railroad  Company. 
Local  and  through  traffic. — Through  rates  should  not  be  made  so  low  as  to  bur- 
den other  business  with 'a  i:)art  of  the  cost  of  the  business  upon  which  it  is 
imposed. 

Lippman  &  Co.  v.  Illinois  Central  Railroad  Company. 
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CONCESSION  OF  RELIEF. 

Terminates  the  controversy. — 

Mauufacturers  and  Jobbers'  Union  of  Mankato  v.  Minneapolis  and 

St.  Louis  Railroad  Company  et  al. 
Second  Annual  Report  of  Interstate  Commerce  Commission. 
Bishop  V.  Duval,  receiver,  etc. 
Harris  v.  Duval,  receiver,  etc.,  et  al. 

CONSTRUCTION. 

Lincoln  Board  of  Trade  v.  Union  Pacific  Railway  Company  et  al. 
Pennsylvania  Company  v.   Louisville,   New  Albany   and    Chicago 

Railroad  Company. 
Chicago,  St.  Louis  and  Pittsburgh  Railroad  Company  v.  Cleveland, 
Cincinnati,  Chicago  and  St.  Louis  Railway  Company. 
See  Jurisdiction;    Long  and  Short  Haul  clause;  Act  to  Regulate  Com- 
merce; Practice;  Interstate  Commerce  Commission  ;  Classification. 

COMMERCE. 

Destined  to  an  adjacent  foreign  country. — Under  the  provisions  of  the  act 
the  Grand  Trunk  Railway  Company  of  Canada  is  required  to  print,  post 
and  file  its  schedule  of  rates  and  charges  for  the  transportation  of  property 
from  points  in  the  United  States  to  points  in  Canada,  and  can  not  lawfully 
charge,  demand  or  receive  from  any  person  or  persons  a  less  compensation 
therefor,  or  for  any  services  in  connection  therewith,  than  is  specified  in  such 
published  schedule  as  may  at  the  time  be  in  force. 

In  re  Acts  and  Doings  of  the  Grand  Trunk  Railway  Company  of 
Canada. 

CONTINUOUS  CARRIAGE  OF  FREIGHTS. 

Interruptions. — Continuous  carriage  of  freights  can  not  be  prevented  from  being 
treated  as  one  continuous  carriage  from  the  place  of  shipment  to  the  place 
of  destination  by  any  means  or  devices  intended  to  evade  any  of  the  pro- 
visions of  the  act. 

In  re  Acts  and  Doings  of   the  Grand  Trunk  Railway  Company  of 
Canada; 

EVIDENCE. 

Proof  required. — When  no  evidence  whatever  is  i>resented  to  sustain  the  allega- 
tions of  a  complaint  which  are  denied  by  the  answer,  the  case  must  be  dis- 
missed without  prejudice. 

Leonard  v.  Union  Pacific  Railway  Company. 
To  REBUT  interference  OF  UNJUST  DISCRIMINATION. — Coursc  of  dealing  between 
parties  may  be  shown,  and  circumstances  showing  good  faith  and  absence  of 
unfriendly  spirit. 

Riddle,  Dean  &  Company  v.  Baltimore  and  Ohio  Railroad  Company. 

Presumption. — If  a  railroad  company  avows  a  purpose  to  comply  with  the  law,  it 

must  be  assumed  that  it  will  do  so  and  is  doing  so,  until  there  is  evidence 

that  the  purpose  is  not  lived  up  to. 

Holbrook  v.  St.  Paul,  Minneapolis  and  Manitoba  Railroad  Company. 
Construction  of  classification. — Railway  officials  who  have  made  a  classification 
pau  not  testify  to  their  understanding  of  its  construction. 

Hurlburt  v.  Lake  Shore  and  Michigan  Southern  IJ^^Uway  Qompany, 
Hurlljiiyti  V,  Peuusylyania  Railroad  Company, 
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Construction  of  classification. — Contiiiuctl. 

It  is  competent  to  prove  by  the  testimouy  of  witnesses  in  what  sense  terras  of  art 
or  terms  peculiar  to  any  occupation  or  business  are  used  by  those  engaged  in 
such  occup  ition  or  business.  But  when  such  terms  are  made  use  of  in  a 
classification  sheet  to  designate  the  product  of  a  particular  employment, 
they  are  supposed  to  be  used  as  understood  in  tbjit  employment,  and  it  is  not 
competent  for  railroad  experts,  wlien  the  meaning  of  the  classification  is  in 
question,  to  testify  in  what  sense  they  are  understood  in  transportation 
circle.  {lb.) 
Preference  and  advantage. — Without  some  proof  of  damage  resulting  to  com- 
plainants, the  .idvantage  in  rates  as  related  to  distance  is  not  necessarily 
undue  or  unreasonable,  no  substantial  difference  in  expense  appearing  to 
exist. 

Howell  et  al.  v.  New  York,  Lake  Erie  and  Western  Railroad  Company 
et  al. 
Additional. — The  Commission  is  not  willing  to  determine  the  relative  reasonable- 
ness of  rates  at  any  stations,  and  in  a  large  extent  of  territory,  upon  the 
mere  face  of  tariffs  and  without  further  proof. 

Spartanburg  Board  of  Trade  v.  Richmond  and  Danville  Railroad 
Company  et  al. 
Where  it  is  obvious  that  there  are  many  parties  interested  as  directly  as  is  the 
complainant  in  the  question  before  the  Commission,   opportunity   will  be 
given  them  to  appear  at  the  taking  of  evidence.     (lb.) 
A  case  fully  submitted  without  evidence  ordered  adjourned  to  a  future  day  for 
the  purpose  of  taking  evidence  on  the  principle  above  stated.     (lb.) 

aScc  Proof;  Burden  of  Proof;  Preference  and  Advantage  ;  Depositions. 

EXPORT  RATES. 

Through. — It  is  essential  that  any  method  for  making  rates  should  be  practicable, 
and  not  afford  a  cover  for  discrimination  and  injustice.  The  only  practica- 
ble mode  yet  devised  for  making  through  export  rates,  as  appears  by  past 
experience,  is  to  add  to  the  established  inland  rates  from  the  interior  to  the 
sea-board  the  current  ocean  rates. 

New  York  Produce  Exchange  v.  New  York  Central  and  Hudson  River 
Railroad  Company  et  al. 

Under  the  amendments  of  March  2, 1889,  to  the  statute  requiring  ten  days'  previous 
notice  of  advance  and  three  days'  previous  notice  of  reductions  in  rates, 
they  can  not  be  varied  from  day  to  day  or  oftener  to  meet  fluctuations  in 
ocean  rates.     (lb.) 

Whenever  a  tariff  is  established  for  merchandise  billed  or  intended  for  export  by 
sea,  and  ocean  rates  are  not  specified,  either  because  of  fluctuations  or  for  any 
other  reason,  so  that  only  the  charge  for  inland  transportation  is  definitely 
fixed,  the  tariff  as  filed  and  made  public  should  show  the  rate  charged  by  the 
inland  carrier  or  carriers  to  the  point  of  export,  including  all  terminal 
charges  and  expenses,  and  should  also  show  in  what  manner  the  through  rate 
to  the  ultimate  point  of  destination  is  to  be  determined,  whether  by  addi- 
tion of  the  ocean  rate  from  time  to  time  prevailing  or  how  otherwise.     (lb.) 

H.  Mis.  50 14: 
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EXPRESS  COMPANIES. 

Status  of,  under  act  to  hegulate  commerce; 

First  Auuiial  Report  of  Interstate  Commerce  Commission. 
How  related  to  the  act.— The  mere  fact  that  a  common  carrier  does  other  busi- 
ness besides  the  transportation  of  passengers  and  property,  or  performs  a 
further  service  than  that  of  transportation  in  respect  to  the  articles  carried, 
Held,  not  sufficient  to  exclude  the  carrier  from  the  operation  of  the  act  so  far 
as  applicable  to  its  business. 

In  re  Express  Companies. 
The  relation  of  express  companies  to  interstate  commerce  considered,  together 
with  the  extent  and  measure  of  their  participation  therein.     The  bringing 
them  within  the  provisions  of  the  act  found  j)racticable,  and  on  some  ac- 
counts desirable.     (16.) 
Express  business  conducted  as  a  branch  of  the  business  of  a  railroad  company, 

Held  to  be  subject  to  the  act.     (i&.) 
Express  business  conducted  by  an  independent  organization  acquiring  transpor- 
tation rights  by  contract,  Held,  not  to  be  described  in  the  act  with  sufficient 
precision  to  warraut  the  Commission  in  taking  jurisdiction  thereof.     {Ih.) 
See  Second  Annual  Report  of  Interstate  Commerce  Commissou. 

FACILITIES  FOR  TRAFFIC. 
Equality  in. 

CJiicago  and  Alton  Railroad  Company  v.  Pennsylvania  Railroad 
Company;  Heck  &  Petree  v.  East  Tennesee,  Virginia  and  Georgia 
Railroad  Company. 

The  Kentucky  and  Indiana  Bridge  Company  has  the  chartered  powers  of  a  common 
carrier  and  is  such  de  facto.  It  is  therefore,  uuder  the  act  to  regulate  com- 
merce, entitfed  to  demand  of  railroad  companies,  whose  lines  are  intersected 
by  its  tracks,  the  same  reasonable,  i)rop6r  and  equal  facilities  for  the  inter- 
change of  traffic,  and  for  the  receiving,  forwarding  and  delivering  of  property 
that  may  be  lawfully  demanded  by  other  carriers  uuder  that  act. 

Kentucky  and  Indiana  Bridge  Company  v.  Louisville  and  Nashville 
Railroad  Company. 

The  Louisville  and  Nashville  Railroad  Company  united  with  other  companies 
having  lines  terminating  on  the  Ohio  River  at  or  opposite  Louisville  in  a  con- 
tract, whereby  it  was  agreed  that  all  their  business  across  the  river  at  that 
point  should  be  taken  over  the  Louisville  bridge.  Anew  bridge  being  con- 
stucted  over  the  river  at  this  point,  one  of  the  railroad  companies  which  had 
contracted  to  take  all  its  business  over  the  old  bridge,  transferrer!  the  busi- 
ness to  the  new  bridge.  The  Louisville  and  Nashville  Railroad  Company, 
thereupon  refused  to  receive  for  transportation  over  its  line  any  freights  which 
had  been  brought  over  the  new  bridge  in  violation  of  the  contract  made  with 
•  it.  Held,  that  this  refusal  was  unlawful.     (Ih.) 

A  common  carrier  by  rail  to  which  property  is  offered  for  transportation  can  not 
in  this  indirect  manner,  and  by  refusal  to  perform  obligations  imposed  by 
law  upon  it,  enforce  its  contracts,  but  must  for  that  purpose  resort  to  the 
customary  remedies.     (lb.) 

Nor  can  a  common  carrier,  as  a  reason  for  refusal  to  afford  to  another  common 
carrier  the  customary,  reasonable  and  equal  facilities  for  the  interchange  of 
traffic,  assign  the  fact  that  such  other  common  carrier  supplies  no  public  ne- 
cessities, the  public  having  been  fully  accommodated  without  it.  All  rail- 
roads created  by  competent  public  authority  must  be  conclusively  presumed 
to  be  public  convenienc(>s,  and  other  common  carriers  can  not  refuse  to  ex- 
change traffic  with  them  on  any  suggestion  or  showing  to  the  contrary.  {lb.) 


POINTS    DECIDED    SINCE    ORGANIZATION.  211 

Through  routks  and  through  rates. — Euglish  let^islation  and  the  procedure 
thereunder  in  respect  to  applications  by  carriers  to  be  admitted  to  throu<;h 
routes  and  to  participate  in  through  rates  stated  ;  and  principles  there  ap- 
plied explained. 

Little    Rock  and  Memphis  Railroad  Company  v.  East  Tennessee, 

Virginia  and  Georgia  Railway  Company  ei  al. 

The  act  to  regulate  commerce  was  probably  intended  to  effect  similar  results, 

but  in  its  present  form  and  in  the  absence  of  the  necessary  machinery  it  is 

not  adequate  to  afford  the  relief  prayed  in  the  petition.     (lb.) 

Recommendations  of  second  annual  report  for  amendment  of  section  3  renewed. 

(Ih.) 
Kentucky  and  Indiana  Bridge  Company  v.  Louisville  and  Nashville  Railroad 
Company  (2  I.  C.  C.  Rep.,  162),  referred  to  and  explained.     (16.) 
See  Carriers. 

INTERSTATE  COMMERCE. 

What  is  not. — Where  the  transportation  is  from  one  point  to  another  in  the  same 
State  it  is  not  interstate  traffic,  even  though  it  be  intended  to  be  taken  up 
by  another  carrier  and  delivered  in  another  State. 

In  re  Missouri  and  Illinois  Railroad  Tie  and  Lumber  Company  v.  The 
Cape  Girardeau  and  Southwestern  Railway  Company. 
Traffic  originating  in  the  State  of  New  Jersey  and  destined  to  the  city  of  New 
York,  but  delivered  by  the  defendant  to  the  consignees  at  Jersey  City  in  New 
Jersey,  upon  which  the  rates  of  defendant  are  made  not  to  New  York,  but  to 
Jersey  City,  is  not  interstate  so  far  as  defendants  conduct  it,  and  the  Com- 
mission has  no  jurisdiction  over  their  rates. 

New  Jersey  Fruit  Exchange  v.  Central  Railroad  Company  of  New 
Jersey  et  al. 
What  constitutes. — Commerce  between  points  in  the  same  State,  but  which  in 
being  carried  from  one  place  to  another  passes  through  another  State,  is  in- 
terstate commerce,  and  subject  to  regulation  bj  the  provisions  of  the  act  to 
regulate  commerce. 

New  Orleans  Cotton  Exchange  v.  Cincinnati,  New  Orleans,  and 
Texas  Pacific  Railway  Company  et  al. 
A  railroad  company  chartered  by  the  State  of  Tennessee  owns  a  short  road  wholly 
within  that  State,  but  has  never  owhed  any  rolling  stock  or  operated  its 
roads;  tbe  road  was  used  and  operated  as  a  means  of  conducting  interstate 
traffic  in  coal  by  other  companies  owning  connecting  interstate  roads.  Held, 
that  the  shorter  road  thus  used  is  one  of  the  facilities  and  instrumentalities 
of  interstate  commerce,  and  the  carriers  using  it  are  subject  to  the  provisions 
of  the  act  to  regulate  commerce. 

Heck  &  Petree  v.  East  Tennessee,  Virginia  and  Georgia  Railroad. 
In  respect  to  such  traffic  the  duties  of  such  carriers  to  the  public  are  the  same 
without  regard  to  the  ownership  or  corporate  control — the  authority  or  means 
of  its  construction.     {lb.) 
As  one  of  the  instrumentalities  of  shipment  or  carriage  it  must  be  accessible  to 
all  interstate  shippers  on  equal  and  reasonable  terras.     The  public  can  not 
be  deprived  of  this  right  by  the  separate  or  joint  action  of  the  carriers,  and 
they  can  not  be  permitted  to  use  them  for  the  purposes  of  discrimination  be- 
tween mine  owners  on  its  line.     (lb.) 
An  averment  that  the  respondents  were  interstate  common  carriers  subject  to  the 
act  to  regulate  commerce  was  not  of  itself  sufficient  to  warrant  an  inference 
under  a  motion  to  dismiss  a  complaint  for  insufficiency,  that  wheat  delivered 
at  an  elevator  of  the  respondents  was  for  interstate  commerce. 
White  V.  The  Michigan  Central  Railroad  Company  e^aZ. 
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Regulation  of,  by  federal  government. — The  grant  to  the  Federal  Governmeut 
of  the  power  to  regulate  iuterstate  commerce  is  full  and  complete,  and  can 
not  be  narrowed  or  encroached  upon  by  State  authority,  either  directly  or 
indirectly. 

Leonard  &  Chapelle  v.  Chicago  and  Alton  Railroad  Company. 

INTERSTATE  COMMERCE  COMMISSION. 

Abstract  questions  will  not  be  answered. — The  Commission  will  not  in  gen- 
eral give  decisions  or  undertake  to  construe  the  statute  on  ex  parte  applica- 
tions. 

See  Abstract  Questions. 
Power  under  fourth  section  of  act  limited. — The  Commission  has  no  power 
under  the  statute  to  grant  special  privileges  or  to  suspend  the  fourth  section 
of  the  act  for  the  benefit  of  particular  industries. 
In  re  Iowa  Barbed  Steel  Wire  Company. 
In  re  St.  Louis  Millers'  Association. 
While  authorized  to  permit  exceptions  under  certain  circumstances  indicated,  the 
Commission  is  not  empowered  in  any  case  to  require  exceptions. 
Thacher  v.  Delaware  and  Hudson  Canal  Company  et  al. 
Relief  under  fourth  section.— The  Commission  will  not  make  an  order  for  relief 
under  the  fourth  section  of  the  act,  except  upon  verified  petition,  and  after 
an  investigation  into  the  facts. 

In  re  Southern  Pacific  Company. 
In  re  Iowa  Barbed  Steel  Wire  Company. 
Tariffs  under  fourth  section. — The  Commission  does  not  consider  it  necessary 
or  expedient  to  make  formal  suggestions  in  respect  to  the  framing  of  tariffs. 
In  re  of  Traitfs  of  the  Columbus  and  Western  Railway  Company. 
Petition  not  necessarily  entertained. — A  petition  will  not  be  entertained  when 
the  result  will  obviously  be  its  dismissal,  in  conformity  with  principles  an- 
nounced in  a  case  already  decided. 

La  Crosse  Manufacturers  and  Jobbers'  Union  v.  Chicago,  Milwaukee 
and  St.  Paul  Railway  Company. 
Petition  not  entertained  when  presented  by  a  party  having  no  apparent  interest 
in  the  transaction,  the  affidavit  of  the  real  party  being  annexed. 
Ottinger  v.  The  Southern  Pacific  Company. 
Investigation  by. — Where  one  makes  complaint  under  the  act  to  regulate  commerce 
and  sets  up  a  personal  grievance  which  he  fails  to  prove  the  Commission 
may,  nevertheless,  if  a  violation  of  law  by  the  defendant  appears,  retain  the 
case  and  take  the  necessary  steps  to  bring  such  violation  of  law  to  an  end. 
Smith  V.  Northern  Pacific  Railroad  Company. 
Boston  and  Albany  Railroad  Company  v.  Boston  and  Lowell  Railroad 

Company  et  al. 
In  re  Uuderbilling. 
When  it  will  not  award  damages,  or  counsel  or  attorneys'  fees. — 

Councill  V.  Western  and  Atlantic  Railroad  Company, 
Jurisdiction  strictly  statutory. — 

In  re  Express  Companies. 
Order  not  retroactive. — 

Farrar  &  Co.  v.  East  Tennessee,  Virginia  and  Georgia  Railway  Com- 
pany. 
I»JRISDICTI0N. — The  Commission  has  no  jurisdiction  over  the  rates  of  traffic  originat- 
ing in  New  Jersey  and  destined  to  the  city  of  New  York,  when  the  rates  are 
only  made  to  Jersey  City  and  delivery  to  consignee  is  made  at  that  point. 

New  Jersey  Fruit  Exchange  v.  Central  Railroad  Company  of  New 
Jersey  etal. 
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Increase  of  unreasonably  low  rates. — The  Coininission  haw  no  power  to  order 
P  rates  to  bo  increased  upon  the  ground  that  they  are  so  low  that  persistence  in 

makin«5  them  would  be  ruinous. 

In  re  Chicago,  St.  Paul  and  Kansas  City  Railway  Company. 
The  act  to  regulate  counuorco  assumes  that  the  carriers,  in  their  ])owerto  make 
rates,  have  ample  remedy  to  protect  against  rates  which  are  unreasonably 
low.     {Ih.) 
Immigrant  transportation.— The  matter  of  the  reception  of  inmiigrants  at  the  port 

P  of  New  York  having  been  put  by  the  laws  of  tho  State  under  the  control  of  a 

Board  of  Commissioners  of  Emigration,  and  that  Board  having  made  such 
regulations  as  it  has  deemed  desirable  for  tho  protection  of  the  emigrants  un- 
til they  are  ticketed  and  put  on  board  railroad  trains  for  their  respective  ul- 
timate destination,  and  the  Federal  Government,  through  its  Legislative  and 
Executive  Departments,  having  sanctioned  the  control  by  the  Commission- 
ers of  Emigration,  the  Interstate  Commerce  Commission  has  no  authority  to 
interfere  with  their  regulations. 

Savery  &  Co.  v.  New  York  Central  and  Hudson  River  Railroad  Com- 
pany et  al. 
Not  having  the  authority  to  interfere  directly  and  control  the  Commissioners  of 
Emigration,  it  can  not  do  so  indirectly  by  inhibiting  the  railroad  companies 
from  carrying  out  the  arrangement  made  by  the  Commissioners  with  them. 
{Ih.) 
Complaint,  when  not  FAVORED.— A  complaint  made  for  the  purpose  of  retaliation 
for  a  fancied  wrong,  as  to  get  even  with  a  carrier  for  the  revocation  of  com- 
plainant's pass,  does  not  commend  itself  to  the  Commission. 
Slater  v.  Northern  Pacific  Railroad  Company. 
When  rehearing  will  not  be  granted  b^. — 

In  re  Petition  of  Produce  Exchange  of  Toledo. 

No  POWER  TO  compel  JOINT  ARRANGEMENT  BETWEEN  WATER  AND  RAIL   LINES.— 

In  re  Joint  Water  and  Rail  Lines. 
Notice  of  changes  i^  joint  rates  must  be  given  to. — 

In  re  Joint  Tariffs,  Circular. 
Investigations  by. — Investigation  by  the  Commission  on  its  own  motion  concern- 
ing course  pursued  by  certain  carriers  in  respect  to  compliance  with  the  pro- 
visions of  the  act  to  regulate  commerce. 

In  re  Tariffs  and  Classifications  of  Atlanta  and  West  Point  Railroad 
Company  et  al. 
The  Interstate  Commerce  Commission  has  authority  to  institute  investigations 
and  to  deal  with  violations  of  the  law  independent  of  a  former  complaint  or 
of  direct  damage  to  a  complainant. 

In  re  Acts  and  Doings  of  the  Grand  Trunk  Railway  Company  of 
Canada. 
A  case  was  heard  solely  upon  the  respondents'  motions  to  dismiss  the  complaint 
for  insufficiency  of  its  allegations  to  show  violations  of  the  act  to  regulate 
commerce,  hut  the  complainant  having  filed  some  depositions  taken  before 
the  hearing  of  said  motions,  the  Commission  looked  into  this  evidence  with 
a  view  of  seeing  what  light  it  shed  upon  the  general  claim  of  unlawful  prac- 
tice by  the  respondents,  and  upon  the  duty  of  the  Commission  to  proceed 
against  them  on  its  own  motion. 

White  V.  The  Michigan  Central  Railroad  Company  etal. 
See  Act  to  Regulate  Commerce  ;  Practice  ;  Report  of  Interstate  Commerce 
Commission  ;  Jurisdiction. 

JOINT  TARIFFS. 
Publication  of — 

In  re  Tariffs  of  Transcontinental  Lines  order  fo*-  publication  of  Joint  Tariffs. 
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Need  not  be  duplicated.— Ou  receipt  of  h  written  statement  from  eacli  corpora- 
tioD  acknowledging  the  authority  of  any  association,  committee  or  other 
traffic  combination  to  issue  tariffs  in  its  behalf,  schedules  filed  by  such  asso- 
ciation, etc.,  will  be  credited  to  each  road  in  the  organization  which  so  re- 
quests. 

In  re  Joint  Tariffs  audi  Schedules. 

Filing  of,  avith  Commission. — 

First  Annual  Report  of  Interstate  Commerce  Commission. 
Export. — 

Order  for  publication  of. 
Circular  concerning  filing.— 

By  roads  located  wholly  in  one  State. 
Filing  and  publication  of.— 

In  re  Joint  Tariffs. 
Notices  of  changes  in.    (/6.) 
See  Tariffs, 

LIVE  STOCK. 

Logan  et  dl.  v.  Chicago  and  North -Western  Railway  Company. 
Duty  of  carriers. — The  duty  of  carriers  in  respect  to  the   transportation  of  live 
stock  is  not  fully  discharged  by  receiving  and  delivering  the  same  at  a  depot 
access  to  which  mast  be  purchased. 

Keith  v.  Kentucky  Central  Railroad  Company  e^  a/. 
Use  of  yards. — When  a  carrier  of  live  stock  has  undertaken  to  give  to  a  stock- 
yard company  an  exclusive  right,  with  the  privilege  of  charging  lottage  for 
the  use  of  its  yards,  and  complainants  have  established  chutes  of  their  own, 
adjacent  to  the  track,  through  which  they  demaud  the  right  to  receive  and 
deliver  stock  for  themselves  and  their  customers.  Held,  that  the  conven- 
iences so  furnished  being  suitable,  their  demands  must  be  complied  with.  (/6.) 
Patent  stock-cars. — Transportation  of  live  stock  in,  considered. 

Barton  Stock   Car  Company    v.   Chicago,  Burlington   and    Quincy 
Railroad  Company  et  al.  » 

Car-lot  rates  ox  live  cattle. — 

Leonard  &  Chapelle  v.  Chicago  and  Alton  Railroad  Company. 

LONG  AND  SHORT  HAUL  CLAUSE. 
Construction  OF. — On  questions  of  statutory  construction,  in  such  cases  the  Com- 
mission holds : 

First.  That  the  prohibition  in  the  fourth  section  of  the  act  to  regulate  commerce 
against  a  greater  charge  for  a  shorter  than  for  a  longer  distance  over  the 
same  line  in  the  same  direction,  the  shorter  being  included  in  the  longer 
distance,  as  qualified  therein,  is  limited  to  cases  in  which  the  circumstances 
and  conditions  are  substantially  similar. 

Second.  That  the  phrase,  "under  substantially  similar  circumstances  and  condi- 
tions," in  the  fourth  section,  is  used  in  the  same  sense  as  in  the  second  sec- 
tion ;  and  under  the  qualified  form  of  the  prohibition  in  the  fourth  section 
carriers  are  required  to  judge  in  the  first  instance  with  regard  to  the  sim- 
ilarity of  dissimilarity  of  the  circumstances  and  conditions  that  forbid  or  per- 
mit a  greater  charge  for  a  shorter  distance. 

Third.  That  the  judgment  of  carriers  in  respect  to  the  circumstances  and  condi- 
tions is  not  final,  but  is  subject  to  the  authority  of  the  Commission  and  of 
the  courts  to  decide  whether  error  has  been  committed,  or  whether  the 
statute  has  been  violated.  And  in  case  of  complaint  for  violating  the  fourth 
section  of  the  act  the  burden  of  proof  is  on  the  carrier  to  justify  any  depart- 
ure from  the  general  rule  prescribed  by  the  statute,  by  showing  that  the 
circumstances  and  conditions  are  substantially  dissimilar. 

Fourth.  That  the  provisions  of  section   1,   requiring  charges  to  be  reasonable 
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CoxsruucTiox  of — Continued. 

and  just,   and  of  section  2,  forbidding  unjust  discrimin.ition,  apply  when 
exceptional  charges  are  made  under  section  4,  as  they  do  in  other  cases. 

Fifth.  Tiiat  the  existence  of  actual  competition,  which  is  of  controlling  force,  in 
respect  to  traftic  important  in  amount,  may  make  out  the  dissitnilar  cir- 
cumstances and  conditions  entitling  the  carrier  to  charge  less  for  the  longer 
than  for  the  shorter  haul  over  the  same  line  in  the  same  direction,  the 
shorter  being  included  in  the  longer  in  the  follovA^ng  cases: 

When  competition  is  with  carriers  by  water  which  are  not  subject  to  the  pro- 
visions of  the  statute. 

When  competition  is  with  foreign  or  other  railroads  which  are  not  subject  to  the 
provisions  of  the  statute. 

In  rare  and  peculiar  cases  of  competition  between  railroads  which  are  subject  to 
the  statute,  when  a  strict  application  of  the  general  rule  of  the  statute  would 
be  destructive  of  legitimate  competition. 

Sixth.  The  Commission  further  decides  that  when  a  greater  charge  in  the  aggre- 
gate is  made  for  the  transportation  of  passengers,  or  the  like  kind  of  prop- 
erty, for  a  shorter  than  for  a  longer  distance  over  the  same  line  in  the  same 
direction,  the  shorter  being  included  in  the  longer  distance,  it  is  not  sufh- 
cient  justification  therefor  that  the  traffic  which  is  subjected  to  such  greater 
charge  is  way  or  local  traffic  and  that  which  is  given  the  more  favorable 
rates  is  not. 

Nor  is  it  sufficient  j-ustification  for  such  greater  charge  that  the  short-haul 
traffic  is  more  expensive  to  the  carrier,  unless  when  the  circumstances  are 
such  as  to  make  it  exceptionally  expensive,  or  the  long-haul  traffic  excep- 
tionally inexpensive,  the  difference  being  extraordinary  and  susceptible  of 
definite  proof. 

Nor  that  the  lesser  charge  on  the  longer  haul  has  for  its  motive  the  encourage- 
ment of  manufactures  or  some  other  branch  of  industry. 

Nor  that  it  is  designed  to  build  up  business  or  trade  centers. 

Nor  that  the  lesser  charge  on  the  longer  haul  is  merely  a  continuation  of  the 
favorable  rates  under  which  trade  centers  or  industrial  establishments  have 
been  built  up.  The  faot  that  long-haul  traffic  will  bear  certain  rates  is  no 
reason  for  carrying  it  for  less  than  cost  at  the  expense  of  other  traffic. 
In  re  Louisville  and  Nashville  Railroad  Company. 
Circumstances  and  conditions. — The  words  ^'substantially  similar  circumstances 
and  conditions"  as  found  in  the  second  and  fourth  sections  of  the  act  to 
regulate  commerce,  in  certain  important  .particulars  define  the  rights  and 
duties  of  carriers  and  the  rights  of  shii)per8  as  well.  For  example:  If  the 
carrier  claims  to  act  under  the  compulsion  of  circumstances  and  conditions 
of  his  own  creation  or  connivance  in  the  making  of  an  exceptional  rate,  then 
these  will  not  avail  him  ;  or  if  the  carrier  claims  to  act  under  a  compulsion 
of  circumstances  and  conditions  in  the  making  of  an  exceptional  rate  which 
he  could  obviate  by  reasonably  fair  and  just  exertion  on  his  part,  then  they 
will  not  avail  him;  but  ifthe  carrier  is  in  good  faith  acting  under  a  com- 
pulsion of  circumstances  and  conditions  beyond  his  control,  not  of  his  own 
connivance,  and  which  he  could  not  obviate  by  any  reasonably  fair  and  just 
effort  on  his  part,  and  to  avoid  large  loss  adopts  exceptional  rates  on  a  por- 
tion of  his  line, not  unreasonable  in  themselves,  and  forced  upon  him  by  the 
action  of  an  independent  State  railroad  which  is  not  subject  to  the  act  to 
regulate  commerce,  and  which  is  operating  a  slightly  shorter  and  competing 
line  with  his  own,  these  are  circumstances  and  conditions  under  the  opera- 
tion of  the  statute  which  justify  him  in  adopting  such  exceptional  rates  thus. 
forced  upon  him  on  this  iiortion  of  his  line. 

Business  Men's  Association  of  the  State  of  Minnesota  v.  Chicago,  St. 
Paul,  Minneapolis  and  Omaha  Railway  Company. 
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Application  of. — The  Commission  will  not  make  an  order  the  effect  of  which  would 
be  to  bring  other  rates  into  conflict  with  the  fourth  section  of  the  act  to 
regulate  coiumerce. 

Thacher  v.  Delaware  and  Hudson  Canal  Company  et  al. 
Exceptions  under.— When  a  railroad  claims  that  the  circumstances  and  conditions 
of  long  and  short  hauls  on  its  lines  are  so  dissimilar  as  to  justify  its  makino- 
the  greater  charge  on  the  shorter  haul,  the  Commission  will  not  on  its  peti- 
tion decide  on  the  justice  of  its  claim;  but  will  leave  it  to  take  the  initiative 
in  fixing  rates,  and  will  decide  upon  thtir  justice  and  propriety  when  com- 
plaint is  made  by  persons  or  localities  who  consider  themselves  injured. 
In  re  Louisville  and  Nashville  Railroad  Company. 
Facts  and  considerations  stated  which  are  not  regarded  as  sufficient  to  warrant 
the  deviation  from  the  rule  of  the  fourth  section  found  in  certain  tariffs. 

In  re  the  Tariffs  of  the  Columbus  and  Western  Railway  Company. 
Exceptions  under,  may  cause  violations  of  second  and  third  section's.— 
Discriminations  are  made  and  undue  advantages  are  given  by  the  special 
tariffs  in  question,  in  giving  different  rates  to  places  named  and  those  not 
named;  to  manufactured  articles  named  and  those  not  named  ;  to  jobbers  at 
places  named  and  those  not  named ;  to  manufacturers,  jobbers  and  other 
dealers. 

In  re  Tariffs  of  Transccntinental  Lines. 
Parties  to  long-haul  rates.— All  companies  forming  a  line  for  long-haul  traffic 
are  properly  made  defendants  in  petition  charging  violation  of  fourth  section. 
Boston  and  Albany  Railroad  Company  v.  Boston  and  Lowell  Railroad 
Company  et  al. 
Over  the  same  line. — By  the  words  ''same  line"  a  physical  line  is  meant,  not  a 
mere  business  arrangement;  and  one  piece  of  road  may  be  part  of  several 
lines.     (/6.) 
Fast  freight  line. — The  fact  that  the  tariff  for  the  long-haul  traffic  is  made  by  a 

fast  freight  line  does  not  justify  a  violatipn  of  the  section.     (/&.) 
Competition. — The  real  and  actual,  not  the  possible  competition  are  the  circum- 
stances which  should  be  considered  when  such  greater  charges  are  in  ques- 
tion.    (/&.) 
Circuitous  route. — Under  the  circumstances  stated,  the  fact  that  a  line  is  long  and 
circuitous  and  is  obliged  to  make  concessions  in  its  charges  in  order  to  share 
in  traffic,  will  not  make  out  the  dissimilar  circumstances  and  conditions  in- 
dicated by  the  fourth  section.     (I/a) 
What  does  not  violate.— Rates  named  by  a  carrier  do  not  violate  the  fourth  sec- 
tion when  it  appears  that  on  its  own  line  the  charges  are  greater  for  the 
longer  distance,  and  the  through  charges  by  the  shorter  line  are  only  made 
greater  by  the  fact  that  the  connecting  road  which  has  the  shorter  line 
makes  higher  rates  than  the  connecting  road  which  has  the  longer  line. 

Allen  V.  Louisville,  New  Albany  and  Chicago  Railway  Company. 
Cases  stated  showing  no  violation  of  the  long  and  short  haul  clause.  {Ih.) 
Several  roads  participating.— Where  the  purpose  of  a  complaint  is  to  compel  a 
reduction  of  through  rates  from  a  western  point  over  several  roads  to  a  sea- 
board city,  all  the  roads  constituting  the  line  should  be  parties.  {Ih.) 
Water  competition.-  Where  the  real  competition  for  long-haul  traffic  is  by  rail- 
road the  fact  that  there  is  also  possible  water  competition  will  not  of  itself 
constitute  the  dissimilar  circumstances  and  conditions  which  will  support 
greater  charges  on  shorter  than  on  longer  hauls. 

Boston  and  Albany  Railroad  Company  v.  Boston  and  Lowell  Railroad 
Company  et  al. 
The  mere  fact  that  a  point  is  situated  upon  a  navigable  stream  held  not  sufficient 
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Water  competition— Continued. 

of  itself  to  justify  the  lesser  charge  for  a  longer  haul  to  such  a  point.  Water 
competition  to  furnish  such  justification  should  be  actual,  of  controlling 
force,  and  iu  respect  to  trallic  important  in  amount. 

Harwell  v.  Columbus  and  Western  Railroad  Company, 

Construction  ci-ause  stated. — 

First  Annual  Report  of  Interstate  Commerce  Commission. 

Differences  in  classification  may  violate.— 

Violation  ot  the  fourth  section  of  the  act  can  be  accomplished  by  differences  in 
classification  as  well  as  by  differences  iu  tariff  rates. 
Martin  v.  Southern  Pacific  Company. 

Railroad  competition. — Canadian  competition  at  the  present  time  does  not  justify 
a  higher  charge  from  San  Francisco  to  Denver  than  to  Kansas  City,  it  having 
been  withdrawn  at  the  latterpoint  and  the  Canadian  road  now  working  upon 
an  agreement  as  to  rates  with  the  roads  in  the  United  States  at  all  points 
where  it  formerly  competed.  (lb.) 
The  great  distance  of  Denver  from  the  Missouri  River,  of  itself,  denotes  an  im- 
propriety in  the  charges  to  that  point,  which  exceed  those  to  Kansas  City. 
{lb.) 
In  re  Louisville  and  Nashvile  Railroad  Company  (L  C.  C.  Rep.,  31),  affirmed 
and  in  accordance  with  the  principles  there  laid  down,  the  conclusion  fol- 
lows that  the  greater  charge  for  the  shorter  haul,  complained  of  in  the  pres- 
ent case,  can  not  now  be  justified.      {Ih.) 

Localities. — The  operation  of  the  fourth  section  of  the  act  controls  the  extent  to 
which  Missouri  River  rates  extend  into  the  interior  of  Nebraska  and  Kan- 
sas ;  Lincoln  and  other  towns  lying  west  of  that  line  must  accept  their  geo- 
graphical situation  and  its  consequences. 

Lincoln  Board  of  Trade  v.  Missouri  Pacific  Railway  Company. 
The  general  plan  upon  which  rates  are  constructed  from  Chicago  to  St.  Louis,  to 
Missouri  River  points  and  Nebraska  points  are  approved,  no  better  system  be- 
ing as  yet  suggested.     Difficulties  which  might  result  from  throwing  this 
system  into  confusion  stated.     {lb.) 

Carrier  called  upon  to  justify  violation  at  public  hearing.— A  railroad 
company  which,  fo^  causes  not  apparently  affected  by  water  competition  or 
by  the  competition  by  carriers  not  subject  to  the  act  to  regulate  commerce, 
had  issued  rate  sheets,  which  in  many  cases  made  for  the  transportation  of 
like  freights  the  greater  charge  for  the  shorter  haul  on  the  same  line  in  the 
same  direction,  the  shorter  being  included  in  the  longer  distance,  was  called 
upon  to  justify  such  rate  sheets  at  a  public  hearing. 

hi  re  Chicago,  St.  Paul  and  Kansas  City  Railway  Company. 

Railroad  competition  between  terminals. — The  showing  by  respondent  that  a 
competitor  for  business  between  the  termini  of  its  line  makes  charges  for 
the  transportation  of  freight  which  are  below  what  are  reasonable  and  just  to 
the  carrier  itself,  does  not  alon*  make  out  the  dissimilar  circumstances  and 
conditions  entitling  the  respondent  to  make  charges  for  the  transportation  of 
freights  from  one  terminus  to  an  intermediate  station,  which  are  greater  than 
those  made  for  the  transportation  of  like  freights  from  the  same  terminus  to 
the  other.  {lb.) 
A  leading  purpose  of  the  act  to  regulate  commerce  is  to  prevent  the  giving  of  un- 
just preferences  and  advantages,  as  between  localities  in  railroad  transporta- 
tion. This  purpose  would  be  defeated  it  any  one  carrier  by  making  an  un- 
reasonably low  rate  to  any  locality,  would  thereby  entitle  all  other  carriers 
competing  with  it  to  make  on  their  lines  greater  charges  upon  the  shorter 
hauls  to  other  stations  than  were  made  over  the  same  line  in  the  same  direc- 
tion to  the  locality  thus  favored.     ( lb.) 
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Milk  kates. — The  existing  arrangement  by  which  the  same  rate  is  charged  for  the 
transportation  of  milk  from  all  points  reached  by  the  regular  dairy  milk 
trains  of  the  defendant  road  found  not  to  be  illegal,  and  on  the  whole  to  be 
the  best  system  that  can  be  devised  for  the  general  good  of  all  interested 
parties. 

Howell  et  al.  v.  New  York,  Lake  Erie  and  Western  Railroad  Company 
et  al. 

Burden  of  proof.  —Where,  on  a  question  of  rates,  it  appears  that  higher  rates  are 
made  upon  the  shorter  hauls  on  the  same  line  and  in  ths  same  direction,  the 
carrier  making  them  must  take  the  burden  of  proof  to  show  their  reasonable- 
ness. 

Spartanburg  Board  of  Trade  v.  Richmond    and  Danville  Railroad 
Company  et  al. 
Proceedings  of  the  commission  under  the  fouiith  section  stati:d. — Second 
Annual  Report  of  the  Interstate  Commerce  Commission. 

Concession  of  rates  before  decision. — In  several  cases  where  a  violation  of  the 
fourth  section  was  complained  of,  the  defendants,  before  decision  was  ren- 
dered, changed  their  tariffs  so  as  to  give  to  Lincoln  the  same  rates  from  the 
Pacific  coast  that  were  given  to  Omaha.  As  this  was  all  that  could  be 
claimed  in  respect  to  rates  for  the  future,  the  Commission  abstained  from 
any  expression  of  opinion  and  gave  leave  to  withdraw  the  petitions. 
Second  Annual  Report  of  Interstate  Commerce  Commission. 

Passenger  rates. — Reductions  in  competitive  passenger  rates  can  not  be  legally 
made  without  at  the  same  time  reducing  intermediate  rates,  as  required  by 
the  fourth  section  of  the  act. 

In  re  Passenger  Tariffs  and  Rate  Wars. 

Group  rates.— Group  rates  may  be  properly  made  from  a  large  number  of  mines 
composing  a  coalmining  district  extending  across  the  State  of  Illinois,  to 
points  in  western  Wisconsin,  Minnesota  and  Dakota,  the  distance  from  each 
part  of  the  group  by  same  route,  being  substantially  a  fair  equivalent  of  the 
distance  of  other  parts,  and  commercial  necessities  being  substantially  the 
same  for  all. 

Rend  v  Chicago  and  North-Western  Railway  Company. 
A  reduction  of  the  rates  on  local  shipments  from  Chicago  to  the  proportion  received 
by  the  Northwestern  lines  upon  the  division  of  the  through  rates  would  in- 
volve either  a  general  reduction  from  the  entire  group  under  the  short-haul 
clause  of  the  law  or  an  abandonment  by  defendant  of  the  through  rates  in 
question,  neither  of  which  would  benefit  complainant,  while  both  would  do 
great  injury  to  all  other  interests.     (Tb.) 
A  group  rate  is  not  unlawful  merely  on  account  of  differences  in  the  geographical 
location  of  different  producers  and  their  respective  distances  from  the  market. 
Imperial  Coal  Company  et  al.  v.  Pittsburgh  and  Lake  Erie  Railroad 
Company  et  al. 
Proportions  of  rates  to   participating  roads. — The  question    of  a  greater 
charge  in  the  aggregate  for  a  shorter  than  for  a  longer  distance  over  the  same 
line  in  the  same  direction  is  not  to  be  determined  by  the  proportion  allotted 
to  different  points  on  the  line,  but  by  the  rate  as  an  entirety.     (/&•) 

Through  rates.— Through  rates  are  not  necessarily  illegal  which,  when  divided  be- 
tween carriers,  give  them  less  than  their  local  rate,  provided  that  the  through 
rate  itself  is  not  less  than  some  one  of  the  local,  or  unjustly  discriminating 
against  individuals  or  localities,  or  so  low  as  to  burden  other  business  with 
part  of  the  cost  of  the  business  upon  which  it  is  imposed. 

Lippman  &  Co.  v.  Illinois  Central  Railroad  Company. 
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Different  lines  of  the  same  carrieu. — Tho  Chicago  and  North-Westerii  Rail  way 
Company  has  two  routes  or  linos  botwoen  Chicago  and  Sioux  City,  formed 
by  its  main  line  and  ditl'creut  branch  lines,  and  a  greater  charge  for  a  shorter 
than  for  a  longer  distance,  in  the  same  direction,  the  shorter  being  included 
in  the  longer  distance,  on  either  of  said  routes  or  lines,  is  unlawful  under 
the  fourth  section  of  the  act  to  regulate  commerce. 

Logan  et  al.  r.  Chicago  and  North-Western  Railway  Company. 
Tariffs  and  classifications.— Investigations  by  the  Commission  on  its  own  mo- 
tion concerning  course  pursued  by  certain  carriers  in  respect  to  compliance 
with  the  provisions  of  the  act  to  regulate  commerce. 

In  re  Tariffs  and  Classifications  of  Atlanta  and  West  Point  Railroad 
Company  etal. 
Results,  as  ascertained,  stated  and  recommendations  made  for  further  advances 

in  the  direction  of  conformity  to  the  law.  (lb.) 
Short-haul  clause,  principles  giving  application  of,  as  heretofore  announced  by 
the  Commission,  again  affirmed  and  applied.  (lb.) 
When  combined  competition  by  rail  and  water  do  not  justify.— The  pres- 
ence of  combined  rail  and  water  competition  at  a  longer  distance  point  does 
not  justify  a  greater  charge  for  a  shorter  distance  while  the  carrier  main- 
tains the  shorter  distance  rate  where  such  competition  is  of  greater  force  and 
more  controlling  than  at  the  longer  distance  point. 

James  &  Abbott  v.  East  Tennessee,  Virginia  and  Georgia  Railway 
Company  et  al. 
Where  freights  have  paid  local  rates. — Nor  does  the  fact  that  the  freight  is 
lumber  which  has  paid  a  local  rate  over  the  roads  of  the  defendants  or  of 
other  railroad  companies  to  the  longer  distance  point  justify  such  greater 
charge  for  a  shorter  distance.     (lb.) 
Empty  cars  and  return  loads. — Nor  is  such  greater  charge  justified  by  the  fact 
that  the  lumber  business  of  the  roads  of  a  connecting  line  or  any  of  them  was 
done  in  cars  which  carried  machinery  to  the  longer  distance  point  when  the 
profitable  return  loads  were  not  always  to  be  had.     (lb.) 
Bulk  and  value  of  the  freight. — Nor  does  a  difference  in  the  bulk  and  value  of 
lumber  justify  such  greater  charge  when  the  carriers  in  their  published  rate 
sheets  put  the  lumber  m  the  same  class  and  at  the  same  rate.     (lb.) 

MILEAGE  TICKETS. 

Issuance  of.— Authorized  by  section  22  of  the  act  to  regulate  commerce. 
Larrison  v.  Chicago  and  Grand  Trunk  Railway  Company. 
Associated  Wholesale  Grocers  of  St.  Louis  v.  Missouri  Pacific  Railway 
Company. 
Authorization  of,  does  not  relieve  carriers  from  requirements  of  reasonableness 
and  impartiality  as  to  rates  charged,  which  are  prescribed  by  other  sections 
of  the  act.     (lb.) 
Special  contract  limiting  liability  of  carrier  in  mileage  tickets  to  commercial 
travelers  will  not  justify  a  lower  rate  than  is  charged  the  public,  when  same 
terms  are  not  offered  to  all  who  will  not  accept  such  special  contracts.     (lb.) 
Must  be  sold  impartially.     (lb.) 
Abuses  in  issuing.— Existing  methods  respecting  excursion  and  mileage  tickets  con- 
sidered, and  found  to  lead  to  various  abuses. 
In  re  Passenger  and  Rate  Wars. 
Must  be  impartially  offered. — 

In  re  Passenger  Tariffs. 
Rates  must  be  published.— (76.) 

Application  of  the  law  to.— The  general  requirements  of  the  act  to  regulate 
commerce,  as  amended,  arc  as  applicable  to  mileage,  excursion  or  commuta- 
tion tickets  as  to  any  others,     (lb.) 
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MILLING  IN  TRANSIT. 

No  AUTHORITY  TO  COMPEL. — Milliug  ill  transit  having  long  been  permitted  by  common 
carriers  to  millers  at  some  points,  and  a  large  quantity  of  the  transits  being 
said  to  be  out  which  can  be  and  are  made  use  of  to  give  the  millers  at  Min- 
neapolis an  advantage  in  rates  over  those  of  St.  Louis,  the  Commission  can 
not  correct  the  wrong  by  giving  or  authorizing  special  rates  to  the  St.  Louis 
millers. 

In  re  St.  Louis  Millers'  Association. 
In  re  Iowa  Barbed  Steel  Wire  Company. 
A  FAVOR  IN  TRANSPORTATION.— Whether  or  not  the  system  known  as  "milling  in 
transit"  be  objectionable  under  the  act  to  regulate  commerce,  it  is  clear  that 
the  Commission  has  no  power  to  compel  the  granting  of  such  a  favor  when 
the  privilege  would  be  in  the  nature  of  a  concession  to  a  particular  locality. 
Crews  V.  Richmond  and  Danville  Railroad  Company. 
La  Crosse  Manufacturers  and  Jobbers'  Union  v.  Chicago,  Milwaukee 
and  St.  Paul  Railway  Company. 
Milling  in  transit  rates  as  a  part  of  a  through  rate  discussed. — 

Chamber  of  Commerce  of  the  City  of  Milwaukee  v.  Flint  and  Pere 
Marquette  Railroad  Company  et  al. 

PARTIES. 

Personal  interest. — One  may  complain  on  public  grounds  of  a  violation  of  the  act 
to  regulate  commerce  which  amounts  to  a  public  grievance,  without  having 
any  personal  interest  to  be  affected  by  the  violation  except  as  one  of  the 
public. 

Vermont  State  Grange  v.  Boston  and  Lowell  Railroad  et  al. 

Voluntary  association. — A  voluntary  State  association  of  persons  engaged  in  an 
industrial  pursuit  may  be  complainant  in  proceedings  charging  a  violation  of 
the  long  and  short  haul  clause  of  the  act.     (lb.) 

Complaint  under  fourth  section.— All  the  roads  constituting  the  line  which 
makes  the  through  rate  complained  of  should  be  parties  to  a  complaint  which 
seeks  to  compel  a  reduction  of  such  through  rates. 

Allen  V.  Louisville,  New  Albany  and  Chicago  Railway  Company. 

All  interested  entitled  to  be  heard.— Parties  affected  are  entitled  to  be  noti- 
fied in  case  a  change  in  rates  is  asked.     No  order  correcting  unjust  discrim- 
ination made  for  want  of  proper  parties  ;  amendments  allowed,  etc. 
Harwell  v.  Columbus  and  Western  Railroad  Company. 

Absence  of  party  interested. — Where  the  relation  of  any  carrier  to  the  matter 
complained  of  is  such  that  it  is  in  whole  or  in  part  materially  responsible  for 
the  alleged  grievance,  and  has  direct  interest  in  any  investigation  of  the 
subject  matter  involved,  that  carrier  should  be  a  party  to  the  proceeding, 
and  if  not  a  party  no  relief  can  be  given  against  it. 

Riddle,  Dean  &  Co.  v.  Pittsburgh  and  Lake  Erie  Railroad. 

When  initial  carrier  may  be  made  sole  defendant. — In  a  proceeding  to  cor- 
rect a  classification  of  freight  made  by  the  initial  carrier,  which  freight,  be- 
fore reaching  its  destination,  must  pass  over  the  roads  of  several  carriers,  it 
is  proper  to  make  all  such  carriers  parties  ;  but  if  the  initial  carrier  alone  is 
made  defendant,  the  proceeding  is  not  for  that  reason  defective.  An  order 
requiring  that  carrier  to  make  the  correction  will  be  effectual  for  the  pur- 
poses of  all  subsequent  consignments,  and  there  is  no  difficulty  in  its  being 
complied  with  without  asking  the  consent  of  others. 

Hurlburt  v.  Lake  Shore  and  Michigan  Southern  Railway  Company. 
Hurlburt  v.  Pennsylvania  Railroad  Company. 
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Persons  intkrkstkd  nkkd  not  hk  madk  kormal. — Pcrson.s  having;  an  interest  in  a 
question  pendinij  before  the  Commission  will  be  allowed  to  appear  and  be 
hoard  when  the  case  is  being  submitted,  without  their  being  made  formal 
parties.  ( lb. ) 
Absence  of  necessary  party. — When  a  question  of  rates  as  between  two  carriers  is 
involved,  the  Commission  will  express  no  opinion  upon  it  in  a  case  to  which 
one  of  the  carriers  is  not  a  party. 

Kentucky  and  Indiana  Bridge  Company  v.  Louisville  and  Nashville 
Railroad  Company, 
Who  are  neckssary. — The  reasonableness  of  rates  can  notbe  fairly  determined  in  ti, 
proceeding  to  which  some  of  the  parties  responsible  for  such  rates  are  nob 
parties. 

New  Orleans  Cotton  Exchange  v.  Cincinnati,  New  Orleans  and  Texas 
Pacific  Railway  Company  et  al. 
When  the  reasojiableness  of  through  rates  agreed  upon  by  several  connecting 
lines  is  complained  of  it  is  necessary  to  make  all  such  lines  parties  defend- 
ant. 

Michigan  Congress  Water  Company  v.  Chicago  and  Grand  Trunk 
Railway  Company. 
The  rule  laid  down  on  this  subject  in  Allen  v.  Louisville,  New  Albany  and  Chi- 
cago Railway  Company  (1  I.  C.  C.  Rep,,  199),  and  in  Harwell e<  al.  v.  Colum- 
bus and  Western  Railroad  Company  etal.  (1  I.  C.  C.  Rep.,  237),  and  in  Riddle, 
Dean  &  Co.  v.  Pittsburgh  and  Lake  Erie  Railroad  Company  (1  I.  C.  C.  Rep. 
490),  cited  and  affirmed.  (Z6.) 
See  Act  to  Regulate  Commerce  ;  Complaint ;  Practice. 

PASSENGERS. 
Discrimination  in  sale  of  tickets. — 

Larrison  v.  Chicago  and  Grand  Trunk  Railway  Company. 
Michigan  Central  Railroad  Company  v,  Chicago  and  Grand  Trunk 

Railway  Company. 
Associated  Wholesale  Grocers  of  St.  Louis  v.  Missouri  Pacific  Rail- 
road Company, 
Smith  V.  Northern  Pacific  Railroad  Company. 
Colored  people. — May  be  properly  assigned  separate  cars  on  equal  terms.     Such  a 
separation  of  the  races  does  not  create  undue  prejudice  or  unjust   prefer- 
ence. 

Councill  V.  Western  and  Atlantic  Railroad  Company. 
Heard  v.  Georgia  Railroad  Company. 
Complainant,  a  colored  man,  paid  the  same  faro  as  other  first-class  passengers, 
and  it  was  only  fair  dealing  and  common  honesty  that  he  should  have  the 
security  and  convenience  of  travel  for  which  his   money  had  been  taken. 
The  fact  being  found  that  he  did  not,  the  defendant  was  held  guilty  of  viola- 
tion of  the  act  to  regulate  commerce.     {Ih.) 
Immigrants.— 

Savery  &  Co.  v.  New  York  Central  and  Hudson  River  Railroad  Com- 
pany et  al. 
See  Party  Rates ;  Passenger  Car-load  Rates ;  Rate  Wars. 
Unjust  Discrimination. 

PENDING  PROCEEDINGS. 

The  amendment  of  March  2,  1889,  expressly  provides  that  it  shall  have  no  appli- 
cation to  pending  proceedings,  and  as  this  proceeding  was  pending  at  that 
time,  no  reparation  can  be  awarded,  and  the  remedy  of  the  petitioner  is  in 
the  courts. 

Rawson  v.  Newport  News  and  Mississippi  Valley  Company  et  al. 
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PRACTICE. 

Evidence  required. — When  issues  of  fact  are  presented  a  decision  can  not  be  made 
without  some  evidence  upon  which  to  base  it. 

Leonard  v.  Union  Pacific  Railway  Company. 
Abandonment  of  proceeding. — Petitioner  not  appearing  or  being  heard  from  after 
receiving  copy  of  defendant's  answer  to  his  complaint,  the  Commission  as- 
sumes that  he  is  satisfied  and  dismisses  the  case. 

Jackson  v.  St.  Louis,  Arkansas  and  Texas  Railway  Company. 
After  relief  CONCEDED.—When  after  trial,  but  before  decision,  the  defendant  con- 
cedes the  relief  sought  and  reduces  its  tariff"  to  the  rates  claimed  by  the  pe- 
titioner, no  order  is  made  or  opinion  announced  by  the  Commission;  a  report 
of  the  facts  is  made  to  complete  the  record  of  the  case. 

Manufacturers  and  Jobbers'  Union  of  Mankato  v.  Minneapolis  and 
St.  Louis  Railroad  Company  et  al. 
Cases  at  issue. — Proceeding  to  be  in  the  simplest  form  consistent  with  reasonable 
certainty ;    no  replication  required.     When  facts  are  not  agreed  upon  depo- 
sitions may  be  taken  on  notice,  and  the  work  should  be  entered  upon  imme- 
diately after  answer.     Assignment  for  hearing  made  on  request  of  either 
party.     Parties  will  be  heard  orally  or  upon  briefs,  as  they  prefer. 
In  re  Procedure  in  Cases  at  Issue. 
Questions    of    law. — Dilatory   pleadings    considered    objectionable  and  a  single 
speedy  hearing  desired  in  every  case  ;  all  proper  questions  will  then  be  en- 
tertained, whether  jurisdictional  or  relating  to  the  merits  of  the  controvers3^ 
In  re  Procedure  Concerning  Questions  of  Law. 
Complaint  to,  and  adjudication  by,  commission. — 

First  Annual  Report  of  Interstate  Connnerce  Commission. 
Order  changing  rates  not  retroactive. — After  decision  petitioners  raised  the 
question  whether  they  were  not  entitled  to  have  payments  refunded  which 
had  been  made  in  excess  of  the  rate  now  fixed,  Held,  that  an  order  chang- 
ing the  rate  was  not  retroactive,  but  would  reduce  tlie  rate  from  the  time  of 
promulgation  only. 

Farrar  &  Co.  v.  East  Tennessee,  Virginia  and  Georgia  Railway  Com- 
pany. 
Theory.— A  case  can  not  be  decided  on  a  theory  which  is  neither  presented  by  the 
complaint  nor  advanced  at  the  taking  of  the  testimony. 

Martin  et  al.  v.  Chicago,  Burlington  and  Quincy  Railroad  Com- 
pany et  al. 
Separate  proceedings. —When  the  evidence  presented  in  the  case  is  insufficient  to 
determine  the  reasonableness  of  rates  complained  of,  the  Commission  will 
investigate  the  question  in  a  separate  proceeding  under  the  statute  by  which 
all  the  parties  will  have  opportunity  to  bring  forward  all  the  evidence  and 
be  fully  heard. 

Business  Men's  Association  of  the  State  of  Minnesota  v.  Chicago  and 
North-Wcstern  Railway  Company. 
Collateral  inquiry.— When  the  evidence  is  introduced  for  the  single  purpose  of 
the  bearing  it  mayhave  upon  the  reasonableness  of  a  rate  which  would  be  in- 
admissible for  any  other  purpose  and  presents  a  collateral  inquiry,  the  car- 
rier not  being  allowed  to  controvert  it  except  as  to  the  reasonableness  jf 
rates,  the  Commission  will  not  determine  the  collateral  inquiry  until  an  op- 
portunity has  been  furnished  the  parties  to  be  heard  in  a  proceeding  such  as 
is  provided  for  by  the  statute.     {Ih. ) 
Public  hearings. — In  cases  of  the  violation  of  the  fourth  section  not  apparently 
nilfocted  by  water  competition  or  by  competition  of  carriers  not  subject  to 
the  act,  notice  of  the  hearing  was  ordered  published,  that  competing  carriers 
and  the  public  generally  might  have  opportunity  to  attend  and  be  heard. 
Jn  re  Chicago,  St.  Paul  and  Kansas  City  Railway  Company. 
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Cask  retainkd  fou  a  fuutiikk  .suowiiNG. — On  the  qiu\stioii  oftlio  icaHoiiabloiicss  of 
rates  charged  for  transportation  of  milk  and  croani  from  producinj;  points  to 
Jersey  City,  the  case  was  retained  for  farther  evidence. 

Howell  et  al.  v.  New  York,  Lake  Erie  and  Western  Kailroad  Com- 
pany et  al. 
Amendment  when  not  necessary. — Amendment  is  not  necessary  to  bring  in  mat« 
ters  that  wonhl  have  been  the  snbject  of  proof  under  tlie  complaint  as  origi- 
nally filed. 

Delaware  Stale  Grange,  etc.,i'.  New  York,  Philadelphia  and  Norfolk 

Kailroad  Company  el  al.  ^ 

Place  of  hearing. — A  case  involving  local  rates  ordered  to  be  heard  at  a  central 

point  in  the  territory  immediately  affected  by  the  rates.     (//>.) 
Concession  of  rates  before  decision  terminates  the  controversy.— Second 

Annual  Report  of  Interstate  Commerce  Commission. 
Decision.— In  deciding  a  case  against  one  or  more  carriers  who  are  charged  with 
making  rates  which  are  unjustly  discriminating  in  a  certain  line  of  traffic, 
the  decision  made  upon  the  facts  of  a  particular  case  does  not  necessarily 
govern  rates  in  other  sections  of  the  country  where  the  facts  bearing  upon 
them  may  be  altogether  different. 

In  re  Relative  Tank  and  Barrel  Rates  on  Oil. 
Application  for  rehearing. — The  Commission  will  promptly  and  carefully  exam- 
ine an  application  for  a  rehearing  with  a  view  to  the  immediate  correction 
of  an  error  of  law  or  fact  found  to  exist,  but  will  not  direct  a  rehearing  un- 
less satisfied  that  it  might  have  the  effect  of  changing  the  result  of  what  the 
Commission  has  already  done. 

Riddle,  Dean  &  Co.  v.  Pittsburgh  and  Lake  Erie  Railroad. 
Decision  and  report. — The  Commission  does  not  report  evidence  which  is   only 
cumulative,  or  which  is  immaterial  or  irrelevant,  or  mere  details  of  evidence 
embraced  in  substantial  facts  stated.     (lb.) 
The  statute  is  construed  as  dealing  with  the  substance  of  things  and  as  contem- 
plating speedy  methods  of  procedure  which  come  at  once  to  the  very  right 
of  questions  arising  in   the  transportation  of  persons  and  freight.     (lb.) 
REHEARiNG.^After  a  complaint  has  been  heard  and  determined  by  the  Commission, 
and  no  party  to  the  proceeding  has  applied  for   a  rehearing,  an  application 
for  a  rehearing  made  by  others  who  .are  not  parties  will  not  be  granted. 
In  re  Produce  Exchange  of  Toledo. 
If  upon  a  new  or  different  complaint   it  should  appear  that  any  conclusion  of 
the  Commission  in  the  case  so  decided  has  been  erroneous,  the  Commission 
would  feel  it  to  be  a  duty  to  correct  such  conclusions.     (lb.) 
When  a  question  of  general  public  interest  is  involved,  the  Commission,  in  its 
own  discretion  and  in  furtherance  of  justice,  may  open  a  case  to  give  parties 
the  benefit  of  a  more  extended  investigation  of  the  same  subject-matter  in 
other  pending  cases. 

Rice,  Robinson  &  Witherop  v.  Western  New  York  and  Pennsylvania 
Railroad  Company. 
A  petition  to  re-open  a   case   thut    has  been    decided   and  have    a  rehearing, 
should  show  prima  facie  that  some  material  testimony  has  been  overlooked 
or  misapprehended,  or  some  error  in  the  findingsof  fact  or  conclusions  of  law. 
Myers,  survivor  v.  Pennsylvania  Company  et  al 
When  the  application  is  insufficient  in  these  respects,  and  only  asks  for  a  redis- 
cussion  of  the  facts  and  law  already  considered,  with  no  offer  of  new  evi- 
dence that  can  change  the  result,  the  application  will  be  denied.     (lb.) 

SUBPQiNAS  FOR  PRODUCTION   OF   BOOKS,  PAPERS  AND  DOCUMENTS. — Rules  governing 

application  for. 

Rice  V.  Cincinnati,  Washington  and  Baltimore  Railroad  Company  et 
'  al  in  re  Application  of  Petitioner. 


224     REPORT    OF    THE    INTERSTATE    COMMERCE    COMMISSION. 

Abandonment  of  tariff.— Where  a  tariff  complained  of  is  abandoned  by  the 
carriers  for  a  long  period  of  time  before  the  complaint  was  made  and  shortly 
after  the  tariff  was  put  in  force,  the  Commission  will  not  make  an  order  re- 
quiring the  carriers  to  cease  and  desist  from  enforcing  such  tariff,  because 
such  an  order  would  be  vain  and  useless. 

Rawsou  V.  Newport  News  and  Mississippi  Valley  Company  et  al. 
Replication.— The  rules  of  practice  before  the  Commission  do  not  require  and  pro- 
vide for  the  filing  of  a  replication. 

Oregon  Short  Line  v.  Northern  Pacific  Railroad  Company. 
See  Amendments ;  Parties  ;  Petition  ;  Railroad  Company  ;  Parties ;  Inter- 
state Commerce  Commission;  Complaints;  Rule  XIV,  Rules  of 
Practice. 


PREFERENCE  AND  ADVANTAGE. 

When  undue  and  unreasonable.— Rates  and  charges  not  unreasonably  high  of 
themselves  can  be  so  adjusted  in  their  relations  to  each  other  as  to  produce 
the  undue  preference  and  unreasonable  advantage  which  the  third  section  of 
the  act  to  regulate  commerce  makes  unlawful. 

Boards  of  Trades  Union,  etc.,  v.  Chicago,  Milwaukee  and  St.  Paul 

Railway  Company. 
Raymond  v.  Chicago,  Milwaukee  and  St.  Paul  Railway  Company. 
Preference  and  advantage  become  undue  and  unreasonable  when  the  results  are 
such  as  to  effect  some  tangible  injury  to  the  complaining  parties. 

Howell  et  al.  v.  New  York,  Lake  Erie  and  Western  Railroad  Com- 
pany et  al. 
Measure  of  proof  required  to  justify. — When  water  competition  is  brought  for- 
ward as  a  justification  of  preference  and  advantage,  the  same  measure  of 
j)roof  is  required  to  overcome  the  presumption  that  such  distinctions  are 
undue  and  unreasonable  as  is  required  to  work  an  exception  under  sec- 
tion 4  of  the  act. 

Harwell  v.  Columbus  and  Western  Railroad  Company. 
Colored  people. — Colored  people  who  buy  first-class  tickets  must  be  furnished  with 
accommodations  equally  safe  and  comfortable  with  other  first-class  passen- 
gers. A  car  furnished  complainant  found  to  be  only  second  class  in  comforts 
for  travel,  and  held  that  he  was  thereby  subjected  to  undue  preference  and 
unreasonable  disadvantage,  in  violation  of  section  3  of  the  act  to  regulate 
commerce. 

Councill  V.  Western  and  Atlantic  Railroad  Company. 
Heard  v.  Georgia  Railroad  Company. 
Railroad  material. — A  producer  of  railroad  material  (e.  g.,  ties)  is  entitled  to  sell  it 
when  he  wishes  in  the  best  available  market.     Common  carriers  are  for- 
bidden to  attempt  to  prevent  this  by  applying  disproportionate  or  unreason- 
able rates. 

Reynolds  v.  Western  New  York  and  Pennsylvania  Railway  Com- 
pany. 

In  shipment  of  coal. — The  selection  of  either  goods  or  customers  is  forbidden  to 
common  carriers.  Less  desirable  traffic,  which  is  ordinarily  the  subject  of 
transportation  and  not  dangerous  to  handle,  must  be  accepted  upon  reason- 
able terras,  as  well  as  that  which  is  more  desirable. 

Riddle,  Dean  &  Co.  v.  New  York,  Lake  Erie  and  Western  Railroad 
Company. 

Group  rates  on  coal. — Through  rates  by  way  of  Chicago  to  points  in  western 
Wisconsin,  Minnesota  and  Dakota,  from  mines  in  the  eaStern  part  of  a  coal 
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mining  district  extending  across  the  State  of  Illinois  are  necessarily  made 
the  same  with  the  group  rates  established  on  other  routes  from  the  same 
district,  and  their  discontinuance  would  simply  leave  the  market  open  to 
the  product  of  other  Illinois  mines  at  the  same  transportation  charged. 
Rend,  r.  Chicago  and  North-Western  Railway  Company, 
Under  the  exceptional  circumstances  requiring  such  through  rates,  shippers  lo- 
cally from  Chicago,  of  Ohio  and  Pennsylvania  coal,  cannot  justly  insist  upon 
rates  no  higher  than  the  division  of  such  through  rate  which  appertains  to 
the  lines  running  northwest  from  that  city,  the  circumstances  under  which  the 
through  rate  is  made  being  such  that  it  can  not  be  differently  adjusted.  (lb.) 
Such  a  red  ictiou  of  the  rates  on  local  shipments  from  Chicago  would  involve 
either  a  general  reduction  from  the  entire  group  under  the  short-haul  clause 
of  the  law,  or  abandonment  by  defendant  of  the  through  rates  in  question, 
neither  of  which  would  benefit  complainant,  while  both  would  do  great  injury 
to  all  interested.  Under  such  circumstances  the  preference  is  not  undue  nor 
is  the  advantage  complained  of  unreasonable.  (lo.) 
On  complaint  of  a  group  rate  on  coal  from  a  district  covering  a  radius  of  40  miles 
around  Pittsburgh,  Held,  that  the  rate  in  itself  not  being  unreasonable,  it 
does  not  appear  that  it  subjects  the  complainants  to  undue  prejudice,  al- 
though it  gives  an  unreasonable  preference  to  the  more  distant  mines. 

Imperial  Coal  Company  et  al.  v.  Pittsburgh  and  Lake  Erie  Rail- 
road Company  et  ah 
Actual  undue  preference  or  advantage  of  which  the  rate  was  the  cause  must  re- 
sult to  the  more  favorably-situated  producers  to  render  a  group  rate  unlaw- 
ful.    (Ih.) 
Considerations  which  affect  the  question.— In  determining  the  question  of 
undue  prejudice  from  a  rate,  distance  is  only  one  of  the  factors,  and  other 
material  facts,  such  as  character   and  quality  of  the  commodity,  cost  of  pro- 
duction, extent  and  nature  of  the  competition  in  the  business  itself,  and  by 
other   transportation    lines,  and  the  interest  of  the  public  in  the  use  of  the 
commodity  and  its  market  cost,  are  to  be  considered.     (lb.) 
What  does  not  affect  the  question. — Municipal  subscriptions  or  gratuities  do 
not  affect  the  question  of  undue  preference  under  section   3   of  the   act   to 
regulate  commerce. 

Lincoln  Board  of  Trade  v.  Burlington  and  Missouri  River  Railroad 
Company  in  Nebraska,  et  al. 
Disparity  in  rates.— Disparity  in  existing  rates  to  Lincoln  and  Omaha  found  to 
correspond  closely  with  the  difference  in  distance  that  no  change  is  required 
on  that  ground.     (Tb.) 
Transportation  of  petroleum  oils.— When  for  a  special  traffic,  e.  g.,  the  trans- 
portation of  petroleum  oils,  a  carrier  provides  rolling  stock  for  one  method, 
but  does  not  provide  it  for  another,  for  which  it  publishes  rates,  the  terms 
on  which  such  rolling  stock  is  to  be  provided  should  be  uniform  and  pub- 
lished with  the  rate  sheets,  and  can  not  lawfully  bo  left  to  be  the  subject  of 
bargain  and  different  terms  in  the  case  of  different  shippers. 
Rice  V.  Louisville  and  Nashville  Railroad  Company. 
When  two  methods  for  the  transportation  of  an  article  of  merch  mdise  are  nomi- 
nally offered  by  the  carrier,  for  only  one  of  which  it  offers  rolling  stock,  and 
for  the  other  of  which  the  shipper  must  supply  his  own  rolling  stock,  at  con- 
siderable expense,  it  can  not  be  said  that  the  resorting  to  the  latter  by  the 
shipper  is  so  far  a  matter  of  choice  that  he  has  no  concern  in  charges  for 
transportation  in  the  other  mode;  such  charges  should  be  relatively  just  and 
equal.     (.lb.) 
It  is  properly  the  business  of  a  carrier  by  railroad  to  supply  rolling  stock  for  the 

H.  Mis.  50 15 


226      KEPORT    OF    THE    INTERSTATE    COMMERCE    COMMISSION. 

Transportation  of  petroleum  oils— Continued. 

freight  lie  offers  or  proposes  to  carry;  and  if  the  diversities  and  peculiarities 
of  traliic  are  such  that  thisisnot  always  practical,  and  the  consignor  is  allowed 
to  supply  it  for  himself,  the  carrier  must  not  allow' its  own  deficiencies  in 
this  particular  to  he  made  the  means  of  putting  at  unreasonable  disadvantage 
those  who  may  use  in  the  same  traffic  all  the  facilities  which  it  supplies.     (Ih.) 

What  constitutes  unlawful. — To  render  a  preference  of  one  over  another  un- 
lawful, under  the  act  to  regulate  commerce,  it  is  not  necessary  that  it 
should  be  accomplished  by  any  "  device,''  and  it  is  equally  true  that  the  in- 
genuity of  man  can  not  invent  a  device  for  the  perpetration  of  an  unlawful 
preference  on  the  part  of  a  carrier  engaged  in  interstate  commerce  without 
incurring  the  penalties  prescribed  by  the  statute. 

Scofield  et  al.  v.  Lake  Shore  and  Michigan  Southern  Railway  Com- 
pany et  al. 

Transportation  of  petroleum  oils.— Upon  the  facts  of  this  case  it  is  found  and 
held  that  there  is  an  unlawful  preference  given  by  the  carriers  in  favor  of 
oil  shipments  in  tank-car  lots,  as  against  like  shipments  in  barrels,  car-load 
lots,  which  is  ordered  to  be  corrected,  and  the  mode  prescribed  by  which  this 
must  be  done,  giving  equal  rates  upon  each  per  pound.     {lb.) 

Dried  fruit  and  raisins. — Classification  of  dried  fruit  and  raisins,  both  Califor- 
nia products,  in  different  classes,  taking  different  rate,  works  an  injustice  to 
shippers. 

Martin  v.  Southern  Pacific  Company  etal. 

Between  localities. — The  fact  that  under  rates  which  are  impartially  arranged 
as  between  large  and  small  towns,  one  large  distributing  center  may  have 
an  advantage  over  another  in  competition  for  the  business  of  the  small 
towns,  does  not  make  out  a  case  of  undue  preference  in  favor  of  one  dis- 
tributing center  as  against  the  other.  Impartial  rates  are  not  rendered 
illegal  by  their  effect  upon  the  business  of  localities. 

Martin  et  al.  v.  Chicago,  Burlington  and  Quincy  Railroad  Company 
et  al. 

Unreasonably  low  rates. — A  leading  purpose  of  the  act  to  regulate  co/nmerce  is 
to  prevent  the  giving  of  unjust  preferences  and  advantages,  as  between  local- 
ities, in  railroad  transportation.  This  purpose  would  be  defeated  if  any  one 
carrier,  by  making  unreasonably  low  rates  to  any  locality,  would  thereby 
entitle  all  other  carriers  competing  with  it  to  make  on  their  lines  greater 
charges  upon  the  shorter  hauls  to  other  stations  than  were  made  over  the 
same  line  in  the  same  direction,  to  the  locality  thus  favored. 

In  re  Chicago,  St.  Paul  and  Kansas  City  Railway  Company. 

Proof  of  damage  necessary. — Without  some  proof  of  damage  resulting  to  com- 
plainants, an  advantage  in  rates,  as  related  to  distance,  is  not  necessarily 
undue  or  unreasonable,  no  substantial  difference  in  expense  appearing  to 

exist. 

Howell  et  al.  v.  New  York,  Lake  Erie  and  Western  Railroad  Company 

et  al. 
Free  transportation  of  persons. — When  a  free  pass  is  given  to  a  discharged  em- 
ploy^ of  the  company  on  the  assumption  that  he  might  still  be  regarded  as 
an  employ^,  but  which  was  never  used,  and  expired  by  limitation  in  the 
hands  of  the  party  to  whom  it  was  issued  and  which  was  produced  before 
the  Commission  as  an  unused  instrument  in  a  proceeding  in  which  complaint 
of  its  issue  was  made.  Held,  that  the  facts  did  not  show  that  a  breach  of  the 
third  section  of  the  act  had  been  committed,  no  free  transportation  whatever 
having  been  had,  and  the  party  being  entitled  to  none,  according  to  the 
terms  of  the  instrument  as  it  then  was. 

Griffee  v.   Burlington  and   Missouri  River  Railroad    Company  iu 
Nebraska. 
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KuLATiVK  KATES. — Ratcs  luust  bo  relatively  fair  and  reasonable  as  between  localities 
ill  essential  respects  similarly  sitnated,  not  according;  to  any  rule  of  niatlie- 
metical  precision,  but  in  substance  and  in  fact,  bavinj;  regard  to  the  geo<;rapli- 
ical  and  relative  positions  of  the  localities,  so  that  one  will  not  be  favored  to 
the  unjust  prejudice  of  the  other. 

Detroit  Board  of  Trade  ef  ah  v.  Grand  Trunk  Railway  of  Canada  et  al. 
A  taritf  naming  a  rate  from  one  locality  lower  than  that  enjoyed  by  its  neighbor, 
when  the  circumstances  are  the  same,  tenders  a  preference  or  advantage  to 
the  iirst,  and  when  any  shipper  is  damaged  by  the  exaction  of  an  additional 
burden,  the  preference  becomes  undue  and  unreasonable,  unless  it  can  be 
justified  upon  some  sound  and  substantial  ground. 
/n?'e  Tariffs  ot  Transcontinental  Lines. 
Differences  ix  tiirougui  rates.— The  difference  between  proportions  of  through 
rates  along  the  same  line  should  be  fairly  reasonable  in  amount  and  properly 
guarded  in  their  application,  and  not  such  as  to  injure  or  suppress  business 
in  one  locality  in  order  that  it  may  be  stimulated  and  built  up  in  another. 

Chamber  of  Commerce  of  the  City  of  Milwaukee  v.  Flint  and  Pere 
Marquette  Railroad  Company  et  al. 
Transportation  of  mineral  water. —On  complaint  of  unreasonable  rates,  Held, 
that  neither  the  defendant  nor  any  of  its  officers  or  agents  have  been  engaged 
in  combinations  with  connecting  lines  or  other  parties  to  prevent  complain- 
ant from  obtaining  reasonable  rates  and  facilities  for  the  transportation  of 
its  mineral  water  or  to  give  other  mineral  waters  a  preference  in  rates  and 
facilities  over  those  accorded  to  complainant. 

Michigan  Congress  Water  Company  v.  Chicago  and  Grand  Trunk 
Railway  Company. 
Malevolence. — That  defendant's  officials  and  agents  have  not  acted  in  a  malevolent 
spirit  toward  complainant  in  throwing  obstructions  in  the  way  of  its  trans- 
porting mineral  water  over  defendant's  line  and  its  connecting  lines.  (lb.) 
In  shipments  of  corn. — Defendant's  tariff  sheet  in  force  from  Nebraska  points  to 
Turner,  111.,  directed  corn  destined  to  the  sea-board  to  be  billed  to  Turner 
at  different  rates  when  destined  to  different  sea-board  points.     The  corn  was 
carried  from  Nebraska  to  Chicago,  where  the  rebilling  and  transferring  was 
done.     No  shipments  could  be  made  under  this  tariff*  from   Iowa  points, 
Held,  that  as  billed  the  shipment  was  to  Turner;  that  by  billing  at  different 
rates  to  Turner  an  illegal  preference  was  given,  and  that  Iowa  grain-growers 
were  subjected  to  unreasonable  disadvantages  in  marketing  corn. 

Logan  et  al.  v.  Chicago  and  North-Western  Railway  Company. 
See  Act  to  Regulate  Commerce;  Unjust  Discrimination;  Long  and  Short 
Haul  Clause. 

RATES. 
Grouping  of. — 

First  Annual  Report  of  Interstate  Commerce  Commission. 

Business  Men's  Association  of  the  State  of  Minnesota  v.  Chicago,  St. 

St.  Paul,  Minneapolis  and  Omaha  Railway  Company. 
Howell  et  al.  v.  New  York,  Lake  Erie  and  Western  Railway  Company 

et  al. 
Imperial  Coal  Company  et  al.  v.  Pittsburgh  and  Lake  Erie  Railroad 

Company  et  al. 
Rend  v.  Chicago  and  North- Western  Railway  Company. 
Disparity  in.— 

First  Annual  Report  of  Interstate  Commerce  Commission, 

Unsteadiness  in.    {lb.) 
Wars  of.    (lb.) 
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Information  concerning.— Duty  of  carriers  in  respect  to  furnishing  precise  infor- 
mation to  the  public  concerning  all  matters  affecting  rates  and  charges  in 
transportation,  stated. 

Rice  V.  Louisville  and  Nashville  Railroad  Compan3^ 
-See  Concession  of  Relief;  Preference  and  Advantage ;  Reasonable  Rates; 
Unjust  Discrimination. 
Combination. — 

Martin  v.  Southern  Pacific  Company. 
In  re  Passenger  Tariffs. 
Single. — 

Martin  ctal.  v.  Chicago,  Burlington  and  Quincy  Railroad  Company 
etal. 
Local  and  through,  considered.     (/&.) 

Business  Men's  Association  of  the  State  of  Minnesota  r.  Chicago,  St. 

Paul,  Minneapolis  and  Omaha  Railway  Company. 
Business  Men's  Association  of  the  State  of  Minnesota  v-  Chicago  and 
North-Western  Railway  Company. 
Must  bk  equal  and  open. — 

In  re  Tariffs  of  Transcontinental  Lines. 
Passenger. — 

In  re  Passenger  Tariffs  and  Rate  Wars. 
Through,  defined.— 

Chamber  of  Commerce  of  the  City  of  Milwaukee  i\  Flint  and  Pere 
Marquette  Railroad  Company  et  al. 
Milling  in  transit.     (lb.) 
Special,  prior  to  the  act. — 

Myers'  Survivor  v.  Pennsylvania  Company  etal. 
/See  Concession  of  Relief ;  Joint  Rates;  ReasonablcRates  ;  Relative  Rates; 
Preference   and  Advantage;  Unjust  Discrimination;  Long  and 
SlTort  Haul  Clause. 

RATES  UNREASONABLY  LOW. 

Commission  will  not  prohibit.— The  first  section  of  the  act  does  not  render  rates 
that  are  unreasonably  low  illegal  in  a  sense  that  will  authorize  the  Commis- 
sion to  prohibit  their  being  made. 

In  re  Chicago,  St.  Paul  and  Kansas  City  Railway  Company. 
The  Commission  has  no  power  to  order  rates  increased  upou  the  ground  that  they 
are  so  low  that  persistence  in  making  them  Avould  be  ruinous.     (/&.) 
Considered  and  discussed. — 

Second  Annual  Report  of  Interstate  Commerce  Commission. 
Rate  wars. — A  passenger  rate  war,  in  which  rates  were  repeatedly  reduced  by  sev- 
eral competing  lines  to  an  exceedingly  low  basis  on  a  particular  class  of 
traffic,  without  any  filing  of  tariffs,  was  contrary  to  the  requirements  of  law, 
as  well  as  against  the  true  interest  of  each  party  thereto. 
In  re  Passenger  Tariff's  find  Rate  Wars. 
No  necessity  or  compulsion  is  created  by  war  of  rates  which  justifies  disobedience 
of  the  statutes.     (lb. ) 

See  Unjust  Discrimination. 

REASONABLE  RATES. 
Subject  considered.— 

First  Annual  Report  of  Interstate  Commerce  Commission. 
Evidence. — Rates  will  not  be  declared  unreasouable  and  unlawful  under  the  first 
section  of  the  act  without  other  testimony  than  that  afl'orded  by  comparison. 
Raymond  v.  Chicago,  Milwaukee  and  St.  Paul  Railway  Company, 
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Considerations  which  affect  question.— Iu  aoteiininiug  wliut  is  a  just  and  rea- 
souablo  rate  for  a  particular  comiuodity  (for  example,  wheat),  the  Com- 
missiou  will  take  into  consideration  the  earnings  and  expenses  of  operating, 
rates  charged  upon  the  same  commodity  upon  other  roads  as  nearly  similarly 
situated  as  may  be,  the  diversities  between  the  railroad  in  question  and  such 
other  roads,  the  relative  amount  of  through  and  local  business,  the  proportion 
borne  by  the  commodity  in  question  to  the  remainder  of  the  local  traffic,  the 
market  value  of  the  commodity  and  its  gradual  reduction,  the  reductions 
made  by  the  carrier  upon  other  articles  which  are  consumed  and  necessarily 
required  by  the  producers  of  the  article  in  question,  and  all  other  circum- 
stances affecting  the  traffic  of  itself  and  as  related  to  other  considerations 
entering  into  the  charges  of  the  carrier. 

Evans  v.  Oregon  Railway  and  Navigation  Company. 
Reed  v.  Oregon  Railway  and  Navigation  Company. 

Principles  relating  to. — When  the  reasonableness  of  rates  is  in  question  the 
charges  made  on  long  through  lines  can  not,  for  reasons  stated  in  the  opinion, 
form  a  just  basis  for  comparison  with  local  rates  for  relatively  shorter  dis- 
tances. 

Crews  V.  Richmond  and  Danville  Railroad  Company. 

La  Crosse  M,  and  J.  Union  v.  Chicago,  Milwaukee  and  St.  Paul  Rail- 
way Company. 
A  carrier  is  compellable  by  law  to  give  the  merchants  of  a  town  on  its  line  the 
privilege  of  shipping  their  goods  from   the  point  of  purchase  to  their  own 
locality,  and  again  from  thence  to  the  place  at  which  the  goods  may  be  sold 
by  them  at  the  same  rate  which  would  have  been  charged  had  there  been 
but  one  shii)ment  from  the  jioint  of  purchase  to  the  point  of  ultimate  deliv- 
ery.    (/&.) 
Principle,  thnt  the  ratio  of  rates  should  decrease  with  the  increase  of  distance 
conceded,  but  modifying  conditions  often  exist;  some  of  them  stated  ;  as  ap- 
plied to  the  facts  in  this  case  no  change  in  rates  required. 

Lincoln  Board  of  Trade  v.  Burlington  and  Missouri  Railroad  Com- 
pany in  Nebraska. 
To  SMALL  and  large  TOWNS.— A  distributing  center,  however  great  or  important, 
can  not  demand  as  a  matter  of  right  that  the  rates  from  a  common  source  of 
supply  to  more  distant  and  smaller  towns  shall  be  made  up  of  the  sum  of  the 
rate  to  itself,  and  the  rate  thence  tosuch  smaller  towns;  but  the  carriers  may 
make  rates  from  the  common  source  of  supply  to  the  smaller  towns  directly 
as  single  rates;  and  if  the  single  rate  is  less  than  the  sum  of  the  two  which 
are  made  to  and  from  the  distributing  center,  it  is  not  for  that  reason  neces- 
sarily objectionable. 

Martin  et  aly  v.  Chicago,  Burlington  and  Quincy  Railroad  Company 
et  al. 
Responsibility  of  carriers  owning  through  lines.— When  railroad  companies 
make  a  through  and  continuous  line  and  offer  it  for  the  use  of  the  public, 
they  can  not  rid  themselves  of  responsibility  for  unjust  charges  by  breaking 
the  whole  in  two  and  calling  themselves  carriers  from  the  severed  end  of 
their  through  lines. 

Parkuurst  &  Co.  v.  Pennsylvania  Railroad  Company  et  al. 
Nicolai  v.  Pennsylvania  Railroad  Company. 
The  Pennsylvania  Railroad  Company  operates  a  part  of  a  through  line  which 
it  joins  in  making  and  ow  s  a  controlling  interest  in  the  capital  stock  of 
the  Pittsburgh,  Cincinnati  and  St.  Louis  Railway  Company,  by  which  the 
other  parts  is  operated.  Held,  that  the  Pennsylvania  Railroad  Company 
can  not  free  itself  from  the  responsibility  of  excessive  through  rates  by  get- 
ting behind  the  corporate  existence  of  the  other  company  as  a  separate  car- 
rier,    {lb.) 
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Proportions  of  through  rates.— The  apportionment  of  rates  to  differeut  parts 
of  a  tbrongli  Hue  do  uot  determine  the  charge  to  thepublic,  but  may  be  sig- 
nificant on  the  question  of  reasonable  rates  for  the  whole  distance.     (/&.) 
Distance  by  shortest  route  is  properly  to  be  considered  in  determining  the  propriety 
of  rates  by  a  longer  competing  Ime. 

Lincoln  Board  of  Trade  v.  Missouri  Pacitic  Railway  Company. 
One  feature  of  the  transportation  of  freight  by jailroads  in  long  hauls  on  joint 
rates,  or  what  is  usually  called  through  rates,  unless  there  be  exceptioual 
conditions  which  modify  the  rule,  is  that  the  rate  per  ton  par  mile  grows 
less  in  the  proportion  to  the  greater  distance,  while  the  aggregate  of  the  rate 
increases  in  proportion  to  such  greater  distance;  but  this  is  not  found  to 
exist  in  the  case  of  the  local  rates  of  a  railroad,  where  the  stations  are  occa- 
sionally grouped,  but  more  usually  graded  according  to  distance,  except  as 
an  incident  of  rare  and  highly  exceptional  conditions  of  the  transportation 
service. 

Business  Men's  Association  of  the  State  of  Minnesota  v.  The  Chicago, 
St.  Paul,  Minneapolis  and  Omaha  Railway  Company. 
The  method  of  testing  the  freight  rates  of  a  railroad  by  the  rate  per  ton  per  mile 
does  not  take  into  consideration  the  surrounding  circumstances  and  condi- 
tions that  enter  into  the  making  of  the  rate,  and  for  this  reason  it  can  not  be 
considered  a  controlling  rule  in  determining  the  reasonableness  of  rates. 
(lb.) 
In  determining    the  reasonableness  of  any  freight  rate  all  the  surrounding  cir- 
cumstances and  conditions  must  be  considered  as  well  as  the  rights  of  the 
shipjkers.     (lb.) 
Comparison  with  exceptional  rates  on  other  portions  of   the  line.— Ex- 
ceptional rates  caused  by  competition  and  not  illegal  under  the  act  to  regu- 
late commerce  can  not  be  adopted  as  a  standard  by  which  to  measure  other 
rates  on  the  same  line  where  the  exceptional  conditions  do  not  exist.     (lb.) 
Business  Men's  Association  of  the  State  of  Minnesota  v.  Chicago  and 
North- Western  Railway  Company. 
Comparison  with  rates  of  other   carriers. — Comparison  of  rates  charged  by 
railroad  companies  under   circumstances   and  conditions  substantially  dis- 
similar proves  nothing  and  can  not  be  adopted  as  standard  in  arriving  at 
the  reasonableness  and  justness  of  rates.     (lb.) 
Railroad  material. — Rates  established  by  a  common  carrier  in  order  to  keep  upon 
its  line  material  for  which  the  road  has  use,  or  to  keep  the  price  low  for  its 
own  advantage,  can  not  be  justified. 

Reynolds   v.  Western  New  York  and  Pennsylvania  Railroad  Com- 
pany. 
Not  necessarily  proportionate  to  distance. — As  a  rule  in  the  transportation  of 
freight  by  railroads  while  the  aggregate  charge  is  continually  increasing  the 
further  the  freight  is  carried  the  rate  per  ton  per  mile  is  constantly  growing 
less. 

Farrar  &  Co.  v.  East  Tennessee,  Virginia  and  Georgia  Railway  Com- 
pany. 
In  the  nature  of  things  joint  rates  ori  long  hauls  usually  are  and  as  a  rule  should 
be  lower  in  proportion  to  distance  than  local  rates  on  short  hauls  on  the  same 
commodity.     (lb.) 
The  act  to  regulate  commerce  throws  no  restrictions  or  obstacles  in  the  way  of 
the  operation  of  this  rule,  but  gives  it  the  benefit  and  aid  of  its  sanction  and 
safeguard.     (lb.) 
Joint  rates  on  lumber  from  Dalton  to  Roanoke  and  Lynchburgh  shown  to  be  un- 
reasonable upon  the  grounds  and  for  the  reasons  set  forth  in  the  opinion. 
(lb.) 
Certain  local  rates  held  not  unreasonable.    (Il>.) 
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Not  neoessauily  vkoi'dutionate  to  distance — Continued. 

Ou  freight  hauled  tlirougli  the  cities  of  Detroit  and  Chicago  to  and  from  the 
Northwestern  States  and  Territories  and  the  sea-board  or  Now  Enghmd  points, 
the  rule  invoked  by  the  petitioners  that  an  estimated  portion  of  the  through 
rate  as  between  the  points  of  origin  of  the  freight  and  Detroit  must  not  be 
lower  in  proportion  to  distance  than  the  rate  upon  the  freight  from  such 
points  of  origin  destined  to  Detroit  is  one  that  can  not  be  sustained. 

Detroit  Board  of  Trade  ct  al.  v.  Grand  Trunk  Railway  of  Canada  et  al. 
Upon  complaint  of  alleged  unreasonableness  of  a  rate  on  grain  and  grain  products 
from  Port  Iluron  to  IJuftalo,  as  compared  with  a  through  rate  from  Chicago 
to  Buffalo,  Hdd,  that  though  the  local  rate  from  Port  Huron  to  Buffalo  might 
be  regarded  as  disproportionate  on  basis  of  distance  alone,  other  considera- 
tions are  involved,  but  no  good  reasons  having  been  shown  for  a  liigher  rate 
upon  grain  products  than  upon  grain,  that  portion  of  the  complaint  is  con- 
sistent and  the  products  ordered  to  be  carried  at  the  same  rate  as  grain. 
McMorran  et  al.  ik  Grand  Trunk  Railway  Company  of  Canada. 
Profitable  rates  may  not  be  unjust. — Proofs  that  certain  rates  are  very  profitable 
to  the  road,  and  that  they  are  higher  than  the  rates  charged  on  certain  other 
somewhat  similar  commodities,  is  not  of  itself  of  a  sufficient  ground  for  deter- 
mining either  that  such  rates  are  unjust  or  what  rates  would  be  just  and 
reasonable  for  the  traffic  in  question. 

Howell  et  al.  v.  New  York,  Lake  Erie  and  Western  Railroad  Company 
et  al. 
What  should  be  considered  in  deteRxMINING.— A  question  of  reasonable  rates  can 
not  be  properly  decided  without  full  knowledge  of  all  the  facts  concerning 
the  particular  traffic  in  question  and  its  relations  to  the  other  traffic  of  the 
carrier ;  some  of  the  elements  stated  which  are  necessary  and  proper  to  be 
considered.    (/&.) 
Group  rates  on  milk. — Grouping  of  milk  rates  over  large  extent  of  territory  not 
shown  to  injuriously  affect  the  producers  who  complain ;  their  product  is  not 
reduced  in  value  nor  is  any  part  of  it  left  unsold,  while  the  requirements  of 
consumers  demand  a  steadily  increasing  area  of  supply.     (Ih.) 
When  rates  are  prima  facie  just  and  reasonable. — Rates  that  are  just  and  rea- 
sonable from  selected  manufacturing  points,  through  the  entire  territory  east 
of  the  Missouri  River  and  west  of  the  Atlantic  sea-board,  are  j^nma /a cie  just 
and  reasonable  from  all  other  points  in  the  same  territory. 
In  re  Tariffs  of  Transcontinental  Lines. 
Small  earnings  do  not  justify  excessive. — In  determining  what  are  reasonable 
rates  the  fact  that  a  road  earns  a  little  more  than  operating  expenses  is  not 
to  be  overlooked,  but  it  can  net  be  made  to  justify  grossly  excessive  rates. 

New  Orleans  Cotton  Exchange  v.  Cincinnati,  New  Orleans  and  Texas 
Pacific  Railway  Company  et  al. 
Parties. — The  reasonableness  of  rates  can  not  be  fairly  determined  in  a  proceeding 
to  which  some  of  the  parties  responsible  for  such  rates  are  not  parties.    (lb.) 
Circumstances  and  conditions. — In  arriving  at  what  is  a  just  and  reasonable  rate 
on  freight  transported  by  a  carrier  on  a  short  local  line  having  but  a  small 
volume  of  business,  where  the  cost  of  transportation  is  exceptionally  great, 
arising  from  steep  grades,  sparse  population  and  like  traffic,  these  are  cii- 
cumstances  and  conditions  of  controlling  weight  in  the  making  of  rates  and 
can  not  be  overlooked  when  a  question  of  their  reasonableness  is  involved. 
Rice,  Robinson  &  Witheroj)?'.  Western  New  York  and  Pennsylvania 
Railroad  Company. 
Under  the  exceptional  circumstances  requiring  through  rates,  shippers,  locally 
from  Chicago,  Ohio  and  Pennsylvania  of  coal  can  not  justly  insist  upon  rates 
no  higher  tiian  the  division  of  a  through  rate  from  Illinois  mines,  which  ap- 
pertains to  the  lines  running  nortliwest  from  that  city,  the  circumstances 
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Circumstances  and  conditions— Continued. 

under  wliicli  the  tlirough  rate  is  made  being  such  that  it  can  not  be  differ- 
ently adjusted. 

Rend  v.  Chicago  and  North-Western  Railway  Company. 
On  long  hauls.— Where  a  rate  is  in  itself  a  through  rate  and  made  up  of  percent- 
ages to  an  intermediate  point  on  a  long  haul,  the  circumstances  and  condi- 
tions of  transportation  must  be  rarely  exceptional  indeed  to  be  of  such  con- 
trolling force  as  to  warrant  any  considerable  excess  of  such  a  rate  in  amount 
over  a  percentage  of  a  through  rate  for  an  equal  distance  along  the  same  line 
by  way  of  the  same  point  to  a  more  distant  point. 

Chamber  of  Commerce  of  the  city  of  Milwaukee  v.  Flint  and  Pere 
Marquette  Railroad  Company  et  al. 
Former  preferential  rates  not  a   fair  test.— A  former  special  and  preferred 
rate  is  not  a  fair  test  of  the  reasonableness  of  a  present  rate. 
Myers,  Survivor  r.  Pennsylvania  Company,  et  al. 
Local  and  through  business. — A  railroad  company  is  under  special  obligation  to 
give  reasonable  rates  for  its  local  business,  but  there  are  many  influences 
which  may  affect  through  rates  while  not  bearing  upon  local  rates  at  all,  or 
if  at  all  in  less  degree. 

Lippmau  &  Co.  r.  Illinois  Central  Railroad  Company. 
Rates  at  other  points  will  be  considered.— In  determining  the  reasonableness 
of  rates  at  one  point,  which  are  the  same  at  other  points  not  far  distant  on 
the  same  system  of  railroads,  the  Commission  will  consider  the  bearings  and 
relative  equality  of  rates  at  all  of  the  points  so  situated. 

In  re  petition  of  the  Produce  Exchange  of  Toledo. 
On  different  branches. — Two  of  the  south  branch  lines  of  tlie  Chicago  and  North- 
Western  Railway  Company  are  crossed  by  the  main  line  of  the  Chicago,  Mil- 
waukee and  St.  Paul  Railway  Company.  From  points  on  these  branch  lines 
the  North-Western  Company  comes  in  competition  with  the  St.  Paul  Com- 
pany from  its  main  line  points.  Held,  that  the  charges  on  these  branches  do 
not  establish  a  standard  of  reasonable  rates  for  like  distances  from  points  on 
a  north  branch  of  the  same  company,  where  no  such  competition  exists. 
Logan  et  al.  v.  Chicago  and  North-Western  Railway  Company. 
Live  cattle  in  car  loads. — A  practice  had  existed  on  the  part  of  certain  carriers  of 
live  cattle  to  make  a  car-load  rate  irrespective  of  weight,  leaving  the  shipper 
to  load  into  the  cars  as  many  cattle  as  he  pleased  and  was  able  to  put  into 
it.  The  carriers  substituted  for  this  practice  the  rule  that  while  naming  a 
car-lot  rates  they  prescribed  a  minimum  rate,  then  charged  by  the  hundred 
pounds  in  proportion  to  the  car-lot  rate  for  any  excess  over  the  minimum. 
Held,  that  this  rule  was  not  unlawful. 

Leonard  &  Chapelle  v.  Chicago  and  Alton  Railroad  Company. 
Prima  facie  the  new  rule  is  more  just  and  reasonable  than  the  practice  it  sup- 
planted, since  the  charge  is  more  in  proportion  to  the  service  rendered.  (lb. ) 
Distance  as  a  measure  of  railroad  service. — Distance  is  not  always  a  controll- 
ing element  in  determining  what  is  a  reasonable  rate,  but  there  is  ordi- 
narily no  better  measure  of  railroad  service  in  carrying  goods  than  the  dis- 
tance they  are  carried.  And  where  the  rate  of  freight  charges  over  oneline, 
on  similar  freight  carried  from  neighboring  territory  to  the  same  market,  is 
considerable  greater  than  over  other  lines  for  distances  as  long  or  longer,  such 
greater  rate  is  held  to  be  excessive,  and  should  be  reduced. 

James  &  Abbott  v.  East  Tennessee,  Virginia  and  Georgia  Railway 

Company  et  al. 
Logan  et  alv.  Chicago  and  North-Western  Railway  Company. 
See  Act  to  Regulate  Commerce  ;  Preference  and  Advantage  ;  Rates  Un- 
reasonably Low  ;  Unjust  Discrimination  ;  Classification  ;  Rates  ; 
Long  and  Short  Haul  Clause  ;  Relative  Rates. 
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REHEARINGS. 

Application  FOii,  by  outside  parties.— 

See  Practice.     Riilo  XIV,  Rules  of  Practice. 
Petition  for. — After  a  case  has  been  decided  a  petition  to  open  it  for  further  testi- 
mony and  a  rehearing  should  he  verified,  an  J  should  indicate  the  nature,  of 
the  new  testimony  and  its  purpose. 

Rice,  Robinson  &.  Witherop  v.  Western  New  York  and  Pennsylvania 
Railroad  Company. 

RELATIVE  RATES. 

Under  section  1  of  the  act. — Rates  must  be  reasonable  relatively  as  well  as  ab- 
solutely. 

Boards  of  Trade  Union  of  Farmington,  etc.,  v.  Chicago,  Milwaukee 
and  St.  Paul  Railway  Company. 
Adjustment  of. — Rates  and  charges  not  unreasonably  high  of  themselves  can  be  so 
adjusted  in  their  relation  to  each  other  as  to  give  undne  preference. 

Raymond  v.  Chicago,  Milwaukee  and  St.  Paul  Railway  Company. 
Whether  railroad  companies  combine   or   act  separatelv   in  making  rates  and 
charges  is  not  so  important,  the  essential  requirement  is  that  however  made 
they  shall  be  reasonable  of  themselves  and  so  fairly  adjusted  as  to  be  reason- 
able in  their  relations  to  each  other  and  in  their  results. 

New  Orleans  Cotton  P^xchauge  v.  Cincinnati,  New  Orleans  and  Texas 
Pacific  Railway  Company  et  al. 
Through  rates  admit  of  very  great  variety  in  the  forms  they  assume  ;  and  such 
rates,  when  reasonable  and  fairly  adjusted  in  their  relations  to  local  busi- 
ness, are  greatly  favored  in  the  law,  because  they  furnish  cheapened  rates 
and  greater  facilities  to  the  public,  while  at  the  same  time  they  give  in- 
creased employment  and  earnings  to  a  larger  number  of  carriers. 

Chamber  of  Commerce  of  the  City  of  Milwaukee  v.  Flint  and  Pere 
Marquette  Railroad  Company  etal. 
The  question  of  relative  injustice  must  be  viewed  upon  broader  grounds  than  a 
mere  balancing  of  one  rate  against  another.     A  reduction  which  will  throw 
into  confusion  an  adjustment  of  rates  over  a  large  section  of  country  which 
are  not  claimed  to  be  unreasonable  of  themselves,  should  not  be  required 
without  a  clear  right  thereto  exists  under  some  direct  provision  of  the  law. 
Rend  v.  Chicago  and  North -Western  Railway  Company. 
Circumstances    affecting. — The    relative  reasonableness  of  rates  on  shipments 
from  western  points  to  cities  on  the  Atlantic  sea-board  is  to  be  determined  by 
all  the  circumstances  and  conditions  that  affect  the  traffic  to  the  respective 
points  between  which  the  rates  are  questioned,  and  not  solely  by  one  stand- 
ard of  comparison. 

Boston  Chamber  of  Commerce  v.  Lake  Shore  and  Michigan  Southern 
Railway  Company. 
The  length  and  character  of  the  haul,  the  cost  of  service,  the  volume  of  business, 
the  conditions  of  competition,  the  storage  capacity  and  the  geographical 
situation  at  the  different  terminal  points  are  all  elements  of  importance. 
[Ih.) 
In  view  of  the  longer  haul  to  Boston  than  to  New  York,  the  greater  cost  of  trans- 
portation to  Boston,  the  very  much  greater  volume  of  business  to  and  from 
New  York,  the  competition  by  water  transportation,  and  also  by  several  rail- 
road lines,  and  the  geographical  and  commercial  advantages  of  New  York, 
Held,  that  the  existing  differentials  are  not  unreasonable.     (76.) 
Where  relative  rates  are  the  same  at  points  not  far  distant  from  each  other  on 
the  same  system  of  railroads,  it  is  the  practice  of  the  Commission  in  deterrain- 


234     REPORT    OF    THE    INTERSTATE    COMMERCE    COMMISSION. 

Circumstances  affkcting— Continued. 

ing  the  reasonableness  of  rates  upon  a  complaint  made  at  one  of  these  points 
to  consider  the  bearings  and  relative  equality  of  rates  at  all  of  the  points  so 
situated  before  ordering  a  cliange  at  any  one  of  them,  in  order  to  avoid  pref- 
erence to  one  and  prejudice  to  another. 

In  re  Petition  of  the  Produce  Exchange  of  Toledo. 
Duty  concerning. — The  spirit  and  purpose  of  the  act  to  regulate  commerce  requires 
that  when  the  circumstances  and  conditions  will  fairly  admit  of  it  the  charges 
to  all  points  for  a  like  service  should  be  made  relatively  equal. 
Crews  V.  Richmond  and  Danville  Railroad  Company. 
La  Crosse  Manufacturers  and  Jobbers'  Union  v.  Chicago,  Milwaukee 
and  St.  Paul  Railway  Company. 
It  is  not  a  ground  of  complaint  against  a  railroad  company  that  it  equalizes  its 
rates  as  between  large  and  small  towns,  even  though  the  effect  may  be  prej- 
udicial to  the  large  towns,  which  before  had  been  specially  favored.     {Ih.) 
Proof  required. — The  Commission  is  not  willing  to  determine  the  relative  reason- 
ableness of  rates  at  many  stations,  and,  in  a  large  extent  of  territory,  upon 
the  mere  face  of  tariffs,  and  without  further  proof. 

Spartanburg  Board  of  Trade  v.  Richmond  and  Danville    Railroad 
Company  et  al. 
Between  localities. — Rates  must  be  relatively  fair  and  reasonable  as  between 
localities  in  essential  respects  similarly  situated. 

Detroit  Board  of  Trade  6t  «/.  r.  Grand  Trunk  Railway  Company  of 
Canada  et  al. 
Where  a  system  of  rates  is  made  by  a  number  of  carriers  covering  a  widely  ex- 
tended territory  which  seems  to  be  reasonable  in  thenjselves  and  relatively 
fair  so  far  as  the  evidence  in  this  case  shows,  the  Commission  will  not  order 
them  to  be  changed  at  one  important  point,  thereby  rendering  other  changes 
unavoidable  at  a  large  number  of  other  points,  and  throwing  the  rates  of 
the  entire  system  into  confusion  and  unsettling  values,  unless  a  case  arises 
in  which  it  is  necessary  that  this  should  be  done  in  order  to  enforce  com- 
pliance with  the  law  and  to  reach  the  ends  of  substantial  justice.    (lb.) 
On  competing  lines. — Where  a  change  of  rates,  for  example  those  on  the  defend- 
ant's line  in  this  instance,  would  involve  a  reduction  of  rates  on  the  Dun- 
kirk, Allegheny  Valley  and  Pittsburgh  and  other  competing  lines  not  parties 
to  this  proceeding,  and  unsettled  relative  rates  in  a  large  extent  of  territo- 
ry, such  a  change  ought  not  to  be  made  unless  based  upon  adequate  grounds. 
Rice,  Robinson  &  Witherop  v.  Western  New  York  and  Pennsylvania 
Railroad  Company. 
On  different  branches. — A  dej)arture  from  the  rule  of  equal  mileage  rates  as  ap- 
plied to  the  several  branches  of  the  road  is  not  conclusive  that  such  rates 
are  unlawful,  but  the  burden  is  on  the  company  making  such  departure  to 
show  its  rates  to  be  reasonable  when  disputed. 

Logan  et  al.  v.  Chicago  and  North-Western  Railway  Company, 
See  Preference  and  Advantage  ;  Unjust  Discrimination. 

REPLICATION. 
Not  required. — 

In  re  Procedure  in  Cases  at  Issue. 
Not  necessary  to  be  filed. — 

Oregon  Short  Line  v.  Northern  Pacific  Railroad  Company. 

REPARATION. 

Can  not  be  awarded  in  proceedings  pending  before  the  Commission  on  March  2, 
1889,  the  date  of  the  amendment  of  the  act  to  regulate  commerce. 

Rawson  v,  Newport  News  and  Mississippi  Valley  Company  et  al. 
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STATE  KAILROAD  COMMISSIONS. 

Action  respecting  cattle  in  car-loads. — The  fact  that  by  the  action  of  certain 
State  counnissions  a  car  is  permitted  to  be  loaded  by  the  shipixu-  at  discre- 
tion without  the  car-lot  rate  bein<>  affected  thereby  is  not  a  reason  for  adopt- 
ing the  like  rule  in  interstate  traffic,  if  that  course  is  found  uot  to  bo  most 
just  and  politic. 

Leonard  &  Chappelle  v.  Chicago  and  Alton  Kailroad  Company. 

SUBPOENA  DUCES  TECUM. 

Rice  V.  Cincinnati,  Washington  and  Baltimore  Railroad  Company  et  al.,in  re 
Application  of  Petitioner. 

TARIFFS. 

Modification  or,  by  carriers. — 

First  Annual  Report  of  Interstate-Commerce  Commission. 
Filing  and  tublication  op.     (lb.) 
Circular  concerning  filing  joint  tariffs. — 
Order  for  publication  of  joint  export  tariffs. — 
To  BE  framed  by  carriers. — 

In  re  Tariffs  of  Columbus  and  Western  Railway  Company. 
Preparation  of. — The  Commission  prefers  to  permit  carriers  to  work  out  for  them- 
selves all  tariff  details,  and  accords  a  reasonable  time  for  that  purpose. 
Martin  v.  Southern  Pacific  Company  et  al. 
Special, — 

In  re  Tariffs  Transcontinental  Lines. 
Filing  and  the  publication  of. — Reduction  of  passenger  rates  without  consent  of 
connecting  lines  over  which  tickets  are  sold,  and  without  filing  schedules 
thereof  with  the  Commission.     Held,  to  be  in  violation  of  section  6  of  the  act 
to  regulate  commerce. 

In  re  Passenger  Tariffs  and  Rate  Wars. 
Methods  generally  adopted  by  carriers  in  the  preparation  and  publication  of 
rate  sheets,  if  in  substantial  compliance  with  the  law,  and  sufficient  for  pur- 
poses of  public  information,  while  not  necessarily  to  be  accepted  by  the 
Commission  as  a  standard,  may  be  acquiesced  in  until  a  better  mode  can  be 
substituted. 

In  re  Passenger  Tariffs. 
New  individual  or  joint  passenger  tariffs  must  be  posted  at  stations  to  which  they 
apply,  and  tickets  can  legally  be  sold  on  combinations  of  initial  or  terminal 
locals  therewith.     (/&.) 
Circular  relating  to  changes  in  joint  tariffs.— 

In  re  Joint  Tariffs,  Circular. 
Foreign  carriers. — Foreign  common  carriers  engaged  in  the  transportation  of 
passengers  or  property  for  a  continuous  carriage  or  shipment  from  a  place  in 
the  United  States  to  a  place  in  an  adjacent  foreign  country  are  subject  to  the 
provisions  of  the  act,  in  respect  to  the  printing  of  schedules  of  rates,  fares 
and  charges  for  the  traffic  they  carry,  the  posting  and  filing  with  the  Inter- 
state Commerce  Commission  of  copies  of  such  schedules,  the  notice  of  ad- 
vances and  reductions,  and  the  maintenance  of  the  rates,  fares  and  charges 
established  and  in  force  at  the  time. 

In  re  Acts  and  Doings  of  the  Grand  Trunk  Railway  Company  of  Can- 
ada. 
Such  common  carriers  are  also  subject  to  the  provisions  of  the  act  in  respect  to 
joint  tariffs  of  rates,  fares  and  charges  for  continuous  lines  or  routes.    (i&.) 
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Form  of. — The  form  of  tariffs  and- classifications  in  use  criticised,  and  requiremeuts 
of  statute  stated  in  respect  thereto. 

In  re  Tariffs  and  Chissifications  of  Atlanta  and  West  Point  Railroad 
Company  et  al. 

THROUGH  RATES. 

When  required. — Through  rates  and  through  bills  of  lading  given  on  other  com- 
modities and  to  other  points  similarly  situated  shotild  he  given  on  cotton 
when  no  excuse  is  shown  for  refusing  same. 

Harwell  v.  Columbus  and  Western  Railroad  Company. 
Rate  per  ton  per  mile. — 

Business  Men's  Association  v.  Chicago,  St.  Paul,  Minneapolis  and 

Omaha  Railway  Company. 
Business  Men's  Association  of  the  State  of  Minnesota  v.  Chicago  and 
North-Westeru  Railway  Company. 
Thhough  and  continuous  lines  imply. — 

Parkhurst  and  Company  v.  Pennsylvania  Railroad  Company  et  al. 
Nicolai  v.  Pennsylvania  Railroad  Company  et  al. 
From  grouped  stations. — 

Rend  v.  Chicago  and  North-Western  Railway  Company. 
What  are. — A  rate  is  none  the  less  a  through  rate  when  freight  is  shipped  upon  a 
through  bill  of  lading  becanse  the  initial  carrier  charges  its  local  rate  as  part 
of  the  total  rate,  and  the  remaining  lines  charged  an  agreed  rate  made  by 
percentages. 

Chamber  of  Commerce  of  the  City  of  Milwaukee  v.  Flint  and  P^re 
Marquette  Railroad  Company  et  al. 
When  a  combined  rate,  evidenced  by  a  through  bill  of  lading  has  every  substan- 
tial constituent  of  a  through  rate,  It  is  not  necessary  that  it  should  be  for- 
mally quoted  by  one  of  the  carriers  to  another  who  is  engaged  in  the  making 
of  it  in  order  to  constitute  a  through  rate.     Names  ave  nothing  in  such  a 
transaction  ;  the  law  looks  at  the  elements  and  substance  of  the  transaction 
itself.     (i&.) 
Through  rates  as  such  discussed  and  defined.     {Ih.) 
When  not  illegal. — Throughratesarenotnecessarily  illegal,  which,  when  divided 
between  carriers,  give  them  less  than  their  local  rates,  iirovided  that  the 
through  rate  itself  is  not  less  than  some  one  of  the  locals,  or  unjustly  dis- 
criminating against  individuals  or  localities,  or  so  low  as  to  burden  other 
business  with  part  of  the  cost  of  the  business  upon  which  it  is  imposed. 
Lippman  &  Co.  v.  Illinois  Central  Railroad  Company. 
See  Combination    Rates;    Reasonable    Rates;    Unjust    Discrimination; 
Water  and  Rail  lines;  Long  and  Short  Haul  Clause. 

TICKETS. 
Commission  on  the  sale  of.— 

Second  Annual  Report  of  Interstate  Commerce  Commission. 
In  re  Passenger  Tariffs  and  Rate  Wars. 
Mileage,  excursion  and  commutation. — 
In  re  Passenger  Tariffs. 
See  Mileage  Tickets ;  Tariffs ;  Act  to  Regulate  Commerce. 
Overcharge  on. — A  misai)prehension  under  which  a  party  has  paid  for  one  journey 
in  two  sections,  whereby  the  cost  of  the  transportation  has  been  made  more 
than  it  would  have  been  had  a  through  ticket   been  purchased,  may  be  law- 
fully corrected  by  return  of  excess,  though  the  carriers  were  without  fault 
and  only  charged  for  each  portion  of  the  journey  the  regular  rates. 
Sanger  v.  Southern  Pacific  Company  et  al. 
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UNDERBILLING. 
Chauactkk  of  transaction. — The  shipper  in  such  cases  pays  freiglit  upon  a  less 
quantity  than  is  actually  carried,  the  result  of  which  is  that  upon  the  ^ross 
amount  he  pays  a  reduced  rate  ;  in  other  words,  a  less  sum  than  is  charged 
to  other  shippers  for  a  like  service. 
In  re  Underbilling. 
Violation  of  law. — The  service  known  as  underbilling  explained  and  found  to  bo 

in  contravention  to  the  act  to  regulate  commerce.     (/&.) 
Extent  of. — Facts  stated  showing  extent  to  which  this  device  has  been  employed 

during  win ter  of  1887-'88.     {lb.) 
Remedies  for. — Various  suggestions  made  in  respect  to  duties  of  common  carrier, 
inspection  of  goods  tendered  for  shipment,  ascertaining  correct  'weights  in 
all  cases,  etc.     (lb.) 

Second  Annual  Report  of  Interstate  Commerce  Commission. 

UNJUST  DISCRIMINATION. 

Discount  for  quantity. — An  offer  by  a  railroad  company  to  give  a  discount  to  any 
consignee  who  within  a  year  shall  receive  at  any  one  station  a  specified 
amount  of  freight,  which  offer  purports  to  be  made  to  secure  speedy  dispatch, 
but  is  not  conditioned  on  speedy  dilspatch  being  made,  is  void,  and  if  a  dis- 
count is  made  to  one  dealer  in  pursuance  of  it,  all  others  Avill  be  entitled  to 
a  like  discount. 

Providence  Coal  Company  v.  Providence  and  Worcester  Railroad 
Company. 
If  the  real  consideration  of  the  offer  were  to  secure  speedy  dispatch,  it  should 

have  been  open  to  all  who  could  accept  it,  regardless  of  quantity.  (/&.) 
An  offer  of  a  special  discount  made  professedly  on  one  ground  in  the  published 
tariff,  can  not,  when  that  ground  fails,  be  supported  by  referring  it  to  some 
other  and  different  ground.  (lb.) 
A  railroad  company  can  not  support  a  discount  based  on  quantity  of  freight  re- 
ceived by  any  one  shijiper,  on  the  principles  which  are  applied  among  mer- 
chants, whereby  they  give  better  prices  in  wholesale  than  in  retail  dealings. 
The  cases  are  not  analogous,  since  the  naming  of  the  quantity  of  freight  that 
shall  be  compared  to  wholesale  purchases  must  necessarily  be  altogether  ar- 
bitrary, and  the  duty  of  impartial  service  which  the  company  owes  to  the 
public  will  preclude  special  discriminations  being  determined  by  arbitrary- 
tests,     (lb.) 

Two  terminal  stations  at  one  end  of  road.— The  Providence  and  Worcester 
Railroad  Company  has  one  terminus  on  the  riverin  Providence  ;  and  another 
across  the  river  in  East  Providence;  the  one  in  Providence  having  been  first 
constructed,  and  the  other  later,  and  for  the  convenience  of  the  company. 
From  the  Providence  terminus  to  points  reached  from  both  the  distance  is 
slightly  the  less.  The  company  is  not  at  liberty  to  make  from  Providence, 
to  such  common  points  higher  charges  than  from  East  Providence,  in  order 
to  force  the  business  to  the  latter  terminus,  and  would  be  chargeable  with 
unjust  discrimination  if  it  should  do  so.     (lb.) 

Estoppel. — The  fact  that  a  railroad  company  for  many  years  has  paid  the  charge 
for  hauling  freight  from  wharves  to  its  stations,  does  not  bind  it  to  continue 
that  practice,  and  if  not  bound  by  contract  it  may  stop  doing  so  at  any 
time.     (lb.) 

Mileage. — As  the  Burton  Stock  Car  Company  does  not  use  cars  of  railroad  compa- 
nies, or  exchange  cars  in  any  manner,  but  rents  them  to  the  public  for  hire 
the  refusal  of  the  defendants  to  pay  the  same  mileage  allowed  on  exchanges 
of  cars  between  each  other  does  not  constitute  unjust  discrimination. 

Burton  Stock  Car  Company  «.  Chicago,  Burlington  and  Quincy  Rail- 
road Company  et  al. 
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Date  of  tkaxsaction. — The  act  to  regulate  commerce  does  not  afford  a  remedy 
loruujnst  discrimination  which  occurred  before  the  act  was  passed. 
Ottinger  v.  The  Southern  Pacific  Company. 

Mileage  tickets. — A  railroad  company  that  sells  mileage  tickets  must  sell  them 
impartially  to  all  the  public  who  apply  for  them ;  their  sale  to  a  particu- 
lar class  of  persons  at  lower  rates  thau  are  charged  to  others  is  unjust  dis- 
crimination 

Larrison  v.  Chicago  and  Grand  Trunk  Railway  Company. 
Associated  Wholesale  Grocers  of  St.  Louis  v.  Missouri  Pacific  Rail- 
way Company. 

Stock  Yards. — It  is  the  duty  of  common  carriers  of  live  stock  to  provide  reasonable 
and  proper  facilities  for  loading  and  unloading  live  stock  free  of  charges 
other  than  the  usual  transportation  charges. 

Keith  V.  Kentucky  Central  Railroad  et  al. 

Passenger  transportation. — Discrimination  in  rates  charged  passengers  who  enjoy 
the  same  accommodations  is  not  justified  by  proof  that  the  carrier's  present 
or  future  business  will  be  thereby  stimulated,  or  that  the  settlement  of  the 
country  will  be  promoted,  or  that  those  receiving  the  more  favorable  rates 
are  persons  of  small  means  who  are  about  to  locate  permanently  in  the 
northwest. 

Smith  V.  Northern  Pacific  Railroad  Company. 
The  rule  under  which  passenger  transportation  should  be  conducted  requires 
absolute  equality  of  payment  from  all  persons  enjoying  the  same  accommo- 
dations. (/&.) 
Colored  passengers  may  properly  be  assigned  separate  cars  on  equal  terms;  but 
the  accommodations  provided  must  be  the  same  as  those  provided  for  white 
passengers  holding  the  same  class  of  tickets. 

Councill  V.  Western  and  Atlantic  Railroad  Company. 

Heard  v.  Georgia  Railroad  Company. 

Relative  rates.— Rates  must  not  only  be  reasonable  in  themselves,  but  they  should 
be  so  relatively  reasonable  as  to  protect  communities  and  business  against 
unjust  discrimination. 

Boards  of  Trade  Union  of  Farmington,  etc.  v.  Chicago,  Milwaukee 
and  St.  Paul  Railway  Company. 
When  the  same  carrier  operates  parallel  lines,  and  for  any  cause  accepts  lower 
rates  on  one  of  them,  it  should  provide  sufficient  corresponding  advantages 
to  the  patrons  of  the  other  line  to  preserve  the  substantial  equality  contem- 
plated by  the  statute.     (Ih.) 
Low  charges  upon  one  of  two  routes  operated  by  the  same  carrier  should  not  be 
made  up  by  relatively  high  charges  upon  the  other,  when  the  result  disas- 
trously affects  the  business  of  communities  situated  uponthe  latter  line.  (lb.) 
If  a  railway  company  in  establishing  charges  on  different  divisions  and  branches 
of  its  road  so  adjusts  them  as  to  divert  trade  and  business  to  one  locality, 
which  naturally,  under  an  equitable  adjustment  of  charges,  would  go  to 
another,  such  preference  is  not  excused  by  the  fact  that  some  of  such  charges 
are  not  entirely  voluntary  but  result  from  competition  between  carriers. 
Raymond  v.  Chicago,  Milwaukee  and  St.  Paul  Railway  Company. 

Water  competition. — When  water  competition  is  alleged  as  a  justification  for  dis- 
crimination between  localities,  the  same  measure  of  proof  is  required  to  over- 
come the  presumption  that  it  is  unjust  which  is  necessary  to  work  an  excep- 
tion under  section  4. 

Harwell  v.  Columbus  and  Western  Railroad  Company. 
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Distribution  of  cars. — Where,  according  to  its  usual  exporiciico,  a  railroad  company- 
has  sufficient  equipment  to  meet  the  demands  upon  it,  or  by  reason  of  un- 
usual circumstances  frtM«;lits  have  accumulated  to  an  excei)lional  extent,  it 
is  not  chargeable  with  violation  of  law  because  unable  to  respond  at  once  to 
all  demands  for  cars. 

Kiddle,  Dean   (fc   Company  v.   Pittsburgh  and  Lake  Erie  Railroad 
Company. 
Nor  in  such  case  does  it  violate  any  law  by  refusing  to  allow  itscars  tobesentoff 
its  line  to  distant  points,  when  the  business  offered  upon  its  own  line  keeps 
them  fully  occupied,     (lb.) 
Where  by  reason  of  extraordinary  circumstances  a  railroad  company  can  not 
promptly  meet  all  calls  for  cars,  it  should  furnish  them  ratably  and  fairly  to 
all  shippers  in  proportion  to  the  freights  offered  by  them  respectively,     (lb.) 
It  is  not  a  valid  excuse  for  refusal  to  furnish  a  fair  allotment  of  a  certain  class  of 
cars  that  they  can  be  more  profitably  employed,  and  can  supply  the  wants 
of  a  larger  number  of  shippers  upon  another  portion  of  the  line. 

Riddle,  Dean  &  Company  v.  New  York,  Lake  Erie  and  Western  Rail- 
road Company. 
Regular  patrons  are  not  entitled  to  preference  in  the  use  of  equipment  of  com- 
mon carriers.     The  public  must  be  justly  and  equally  served.     (lb.) 
Upon  the  facts  stated,  from  which  it  appears  that  it  was  the  duty  of  the  owners 
of  a  mine  to  have  inquired  of  the  agent  of  the  railroad  company  in  respect 
to  cars,  which  they  failed  to  do  :  Held,  That  a  complaint  of  unjust  discrimi- 
nation can  not  be  sustained. 

Riddle,  Dean  &  Company  v.  Baltimore  and  Ohio  Railroad  Company. 

Between  localities. — The  fact  that  a  refusal  to  give  a  through  rate  as  for  one  ship- 
ment fo  shippers  who  purchase  goods  to  sell  again  operates  prejudically  to 
the  town  desiring  the  privilege,  and  favoraby  to  another  town,  does  not 
make  the  refusal  an  unjust  discrimination  when  the  same  rule  is  applied  to 
all  towns,  and  the  privilege  accorded  to  none. 

Crows  V.  Richmond  and  Danville  Railroad  Company. 
La  Crosse  Manufacturers  and  Jobbers'  Union  v.  Chicago,  Milwaukee 
and  St.  Paul  Railway  Company. 
Unjust  discrimination  must  consist  in  the  doing  for  or  allowing  to  one  party  or 
place  what  is  denied  to  another;  it  can  not  be  predicated  of  action  which  in 
itself  is  impartial.     (lb.) 
Affecting  boston  rates. — No  unjust  discrimination  shown  to  exist  in   respect  to 
the  present  differential  charges  on  business  from    western   points  to   Boston 
as  compared  with  New  York. 

Boston  Chamber  of  Commerce  v.  Lake  Shore  and  Michigan  Southern 
Railway  Company. 

Rates  on  oil. — When  oil  is  transported  in  tanks  permanently  afiSxed  to  car  bodies 
the  tank  is  to  be  considered  as  part  of  the  car,  and  for  oil  transported  therein 
the  charge  for  transportation  should  be  the  same  by  the  hundred  pounds 
that  the  carrier  charges  for  transportation  between  the  same  points  of  bar- 
rels filled  with  like  oil  and  taken  in  car-load  lots;  the  carrier  is  guilty  of  un- 
just discrimination  if  the  shipper  in  barrels  is  charged  ahigherrate. 
Rice  V.  Louisville  and  Nashville  Railroad  Company. 

Evidence. — Upon  a  complaint  of  unjust  discrinnnation,  to  rebut  the  inference  aris- 
ing upon  circumstances  appearing  in  the  proofs,  evidence  is  admissible  to 
show  that  during  a  long  course  of  business  the  carrier  has  never  exhibited 
any  unfriendly  spirit  toward  the  shipper,  and  that,  on  the  contrary,  its 
agents  made  extra  exertions  in  good  faith  to  accommodate  the  shipper  in  the 
matter  complained  of.     (/&. ) 
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Thaxsportation  of  petroA;um  oil. — In  cases  agaiust  carriers  who  were  charged 
with  discriminating  unjustly  in  their  rates  as  against  those  shipping  petro- 
leum and  its  products  in  barrels  in  favor  of  those  who  shipped  in  tank  cars,  the 
evidence,  among  other  things,  showed  that  in  the  territory  served  by  tho  de- 
fendants the  shipment  in  barrels  was  most  dangerous,  and  also  that  when  ship- 
ment was  in  tanks  there  is  greater  likelihood  of  retnrn  loads.  Difference  in 
rates  made  by  the  carriers  was  considerable;  the  Commission  equalized  this, 
but  still  permitted  a  charge  for  the  weight  of  the  barrel.  In  tho  same  cases 
it  was  incidentally  made  to  appear  that  on  the  Pennsylvania  system  of  roads 
some  of  the  conditions  affecting  rates  on  this  traffic  were  the  reverse  of  those 
above  stated,  and  the  rates  had  theretofore  been  made  the  same  by  quantity 
whether  the  shipments  were  in  tanks  or  in  barrels.  On  the  decision  above 
referred  to  being  made,  the  rates  on  barrel  oil  were  raised  by  the  managers  of 
the  Pennsylvania  system  so  as  to  include  a  charge  for  the  weight  of  ihe  bar- 
rel. This  was  claimed  to  be  done  in  order  to  come  into  conformity  with  the 
action  of  the  Commission:  Held,  That  the  action  was  unwarranted.  A  de- 
cision on  facts  does  not  establish  a  principle  to  govern  where  the  facts  are 
different,  and  no  facts  which  had  been  laid  before  the  Commission  would 
have  authorized  a  ruling  raising  the  rates  on  the  Pennsylvania  roads  on 
barrel  oil  either  absolutely  or  relatively. 

In  re  Relative  Tank  and  Barrel  Rates  on  Oil. 
In  arriving  at  what  is  a  just  and  reasonable  rate  on  oil  transported  by  a  carrier 
on  a  short  local  line  having  but  a  small  volume  of  business,  where  the  cost 
of  transportation  is  exceptionally  great,  the  fact  that  an  independent  pipe 
line  from  Titusville  to  Buffalo  transports  oil  between  these  points  at  lower 
rates  than  the  railroad  company  constitutes  no  just  reason  why  the  railroad 
company  should  be  required  to  reduce  its  rates  to  those  of  the  pipe  line. 

Rice,  Robinson  &  Witherop  v.  Western  New  York  and  Pennsylvania 
Railroad  Company. 
The  charge  of  unjust  discrimination  is  not  sustained  by  the  evidence  in  this 
case.     {Ih.) 
Short  branch  roads. — 

Heck  &  Petree  v.  East  Tennessee,  Virginia  and  Georgia  Railway  tt  al. 
Combination  rates. — Rates  obtained  by  combination  which  are  lower  than  tariff 
rates  for  the  same  point  are  unjust  and  illegal. 

Martin  v.  Southern  Pacific  Company  et  al. 
Between  small  and  large  towns. — Trade  centers  or  large  commercial  towns  are 
not,  as  a  matter  of  right,  entitled  to  have  more  favorable  rates  than  the 
smaller  towns  for  which  they  form  distributing  centers;  and  if  carriers  shall 
give  to  such  smaller  towns  rates  as  favorable  as  to  the  larger,  the  Commission 
will  not  interfere. 

Martin  e*  oZ.  V.  Chicago,  Burlington  and  Quiucy  Railroad  Company 
et  al. 
The  principles  laid  down  in  the  case  of  Crews  v.  Richmond  and  Danville  Rail- 
road Company  (1,  I.  C.  C.  Rep.,  401)  re-stated  and  re-affirmed.     (i&.) 
Transportation  in  cars  of  other  companies. — The  law  does  not  forbid  a  carrier 
from  obtaining  cars  for  the  transportation  of  freight  over  its  line  from  other 
carriers  or  car-furnishing  companies,  but  iu  every  such  instance  the  rates  of 
freight  must  be  exactly  the  same,  and  none  other,  as  they  would  be  if  such 
cars  were  owned  by  the  carrier  so  using  them. 

Scofield  et  al.  v.  Lake  Shore  and  Michigan  Southern  Railway  Com- 
pany. 
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Transpoktation  in  cars  belonging  to  the  wiiiPPKit,— T1i(3  law  does  not  forbid 
ii  carrier  from  obtaining  cars  from  a  shipper  for  the  triinspoi  tation  of  such 
shipper's  freight  over  its  line,  but  in  every  such  instance,  after  deducting  a 
reasonable  rent,  published  in  the  tarift's  as  i)art  of  the  rate  and  niado  by  the 
carrier  to  the  shippers  for  the  use  of  such  cars,  the  rates  must  be  exactly  the 
same,  and  none  other,  as  upon  freight  transported  in  the  same  service  in  the 
carrier's  ovrn  cars.  (7&.) 
Milk  transportation. — The  existing  arrangement  by  which  the  same  rate  is 
charged  for  the  transportation  of  millc  from  all  points  reached  by  the  regu- 
lar daily  milk  trains  of  the  defendant  roads  found  to  be  not  illegal,  and  on 
the  whole  to  be  the  best  system  that  can  be  provided  for  the  general  good  of 
all  interested  parties. 

Howell  ct  al.  v.  New  York,  Lake  Erie  and  Western  Railway  Com- 
pany et  ah 
By  i^PECiAL  TARIFFS. — Discriminations  are  made  and  undue  advantages  are  given 
by  the  special  tariffs  in  question  in  giving  different  rates  to  places  named 
and  those  not  named;  to  the  manufactured  articles  named  and  to  those  not 
named  ;  to  jobbers  at  places  named  and  those  not  named  ;  to  manufacturers 
and  to  jobbers  and  other  dealers. 

In  re  Tariffs  of  Transcontinental  Lines. 
Passenger  classes. — There  is  nothing  illegal  or  wrongful  in  a  railroad  company 
making  a  rate  for  emigrants  as  a  class  and  decliaing  to  give  the  same  rate 
to  others  for  whom  different  accommodations  are  furnished. 

Savery  &  Co.  v.  New  York  Central  and  Hudson  River  Railroad  Com- 
pany et  al. 
Free  transportation. — The  offense  under  section  2  of  tho  act  to  regulate  com- 
merce of  giving  free  transportation  to  an  individual  consists  in  the  charging, 
demanding,  collecting  or  receiving  by  the  carrier  from  some  other  person  or 
persons  a  compensation  for  a  like  service  when  none  is  contemporaneously 
charged  or  received  from  the  persons  thus  transported  free. 

Gritfee  v.  Burlington  and  Missouri  River  Railroad  Company  in  Ne- 
braska. 
Free  transportation  issued  in  the  form  of  an  annual  pass  to  a  person  not  in  the 
regular  and  stated  service  of  the  carrier  nor  receiving  any  wages  or  salary 
under  a  contract  of  employment  but  requested  by  him  as  compensation  for 
throwng  in  his  way  what  business  he  conveniently  could,  Held,  to  be  illegal. 
Slater  v.  Northern  Pacific  Railroad  Company. 
Ticket  brokers. — The  employment  of  ticket  brokers  and  scalpers  for  the  sale  of 
railroad  tickets  placed  in  their  hands  to  be  disposed  of  at  reduced  rates  under 
the  pretense  of  paying  commissions  thereon,  Held,  illegal. 
In  re  Passenger  Tariffs  and  Rate  Wars. 
Rates  obtained  from  ticket  brokers  lower  than  those  offered  at  the  regular  offices 
of  the  company  effect  unjust  discrimination.     (lb.) 
Local  and  through:  rates. — Through  rates  are  not  necessarily  illegal  which,  when 
divided  between  carriers,  give  them  less  than   their  local  rates,  provided 
that  the  through  rate  itself  is  not  less  than  some  one  of  the  locals,  or  un- 
justly discriminating  against  individuals  or  localities,  or  so  low  as  to  burden 
other  business  with  part  of  the  cost  of  the  business  upon  which  it  is  imposed. 
Lippman  &  Co.  v.  Illinois  Central  Railroad  Company. 
Rates  on  branch  lines. — The  service  may  be  rendered  under  such  dissimilar  cir- 
cumstances as  to  make  it  lawful  to  charge  more  for  the  same  distance  on  one 
line  or  branch  line  than  on  another  line  or  branch  of  the  same  road. 

Logan  etal.  v.  Chicago  and  North-Western  Railway  Company. 

H.  Mis.  50 IG 
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Rates  on  branch  lines— Coutinued. 

A  railway  compauy  while  loug  maiutaiuing  a  rate  without  the  presence  of  com- 
petition on  other  than  equal  terms  is  making  evidence  that  such  rate  is  not 
too  low.  (1  /&.) 
Joint  water  and  rail  lines. — The  fact  that  a  railroad  company  makes  joint  ar- 
•  rangemeuts  with  carriers  by  water  for  through  carriage  at  through  rates  for 
one  of  its  branch  roads  will  not  charge  it  with  unjust  discrimination  for  re- 
fusing to  make  identical  arrangements  on  other  parts  of  its  system,  Avhen  it 
appears  that  from  such  other  parts  of  its  system  it  actually  makes  through 
arrangements  by  more  direct  route  and  at  the  same  rate,  which  arc  presump- 
tively of  equal  convenience  to  shippers. 

In  re  Joint  Rail  and  Water  Lines. 
Party  and  passenger  car-load  rate. — Party  rates  and  passenger  car-load  rates 
lower  than  coctemporaneous  rates  for  single  passengers  constitute  unjust 
discrimination  between  persons  entitled  to  transportation  at  equal  rates,  and 
are  therefore  illegal. 

In  re  Passenger  Tariffs, 
Inland  rates  on  export  traffic— From  November  4,  1887,  to  February  20,  1888, 
the  trunk  lines  made  through  export  rates,  of  v  hich  the  inland  j)roportion 
accepted  by  them  was  at  the  port  of  New  York  often  10  cents  or  more  per 
hundred  pounds  less  on  light  traffic  than  the  published  tariff  rates  charged 
at  the  same  time  to  the  same  port.  Held,  that  the  discrepancy  between  the 
proportion  of  the  through  rate  accepted  and  the  established  tariffs  for  sea- 
board consignments  for  the  same  inland  carriage  is  not  shown  to  have  been 
justified  by  any  circumstances  tending  to  show  that  it  was  just  orproper,  and 
that  it  must  therefore  be  deemed  an  unjust  and  unlawful  discrimination  as 
between  the  transportation  terminated  at  that  point. 

New  York  Produce  Exchange  v.  New  York  Central  and  Hudson  River 
Railroad  Company  et  al. 
In  rates  on  coal  to  points  in  Canada. — Upon  an  investigation  by  the  Commis- 
sion it  appeared  that  the  Grand  Trunk  Railway  Company  of  Canada  trans- 
ports coal  and  coke  under  a  schedule  specifying  a  total  from  Buffalo,  Black 
Rock  and  Suspension  Bridge  in  the  United  States  to  Hamilton,  Dundas  and 
several  other  points  in  Canada,  and  that  the  published  tariff  rate  for  trans- 
portation from  the  points  named  to  Hamilton  and  Dundas  is  |1  a  ton,  but 
that  it  accepts  a  reduced  charge  or  allows  a  rebate  of  25  cents  a  ton  in  favor 
of  certain  consignees  at  Hamilton,  Dundas  and  other  points  in  Canada.  Held, 
that  the  reduced  charge  accepted  or  rebate  allowed  is  in  violation  of  the  act 
to  regulate  commerce  and  unlawful. 

In  re  Acts  and  Doings  of  the  Grand  Trunk   Railway  Company  of 
Canada. 
See  Act  to  Regulate  Commerce ;  Interstate  Commerce  ;  Classification  j 
Preference  and  Advantage ;  Underbilling  Passengers. 

WATER  AND  RAIL  LINES. 

Joint  arrangements. — The  act  to  regulate  commerce  does  not  empower  the  Com- 
mission to  compel  railroad  companies  to  enter  into  joint  arrangements  with 
carrier  by  water  for  through  carriage  at  through  rates. 
In  re  Joint  Water  and  Rail  Lines. 
Competition  by. — Does  not  justify  greater  charge  for  shorter  distance  while  the 
carrier  maintains  the  shorter  distance  rate  where  such  competition  is  of 
greater  force  and  more  controlling  than  at  the  longer  distance  point. 

James  &  Abbott  v.  East  Tennessee,  Virginia  and  Georgia  Railway 
Company  et  al. 


POINTS    DECIDED    SINCE    ORGANIZATION.  243 

WATER  COMPETITION. 

Whkn  not  sufficient  to  constitute  exception  under  section  4. — 

Harwell  v.  Columbus  and  Western  Railroad  Company. 
Importance  of.— 

First  Annual  Report  of  Interstate  Commerce  Commission. 
Effect  of  under  fourth  section.    (lb.) 
Exceptional  conditions. 

Business  Men's  Association  of  the  State  of  Minnesota  v.  Chicago,  St. 
Paul,  Minneapolis  and  Omaha  Railway  Company. 

In  re  Tariffs  of  Transcontinental  Lines. 

Second  Annual  Report  of  Interstate  Commerce  Commission, 
See  Long  and  Short  Haul  Clause, 


Appendix  5. 


REPORT  OF  INVESTIGATION  OF  METHODS  OP  KEEPING  FREIGHT 

ACCOUNTS. 

Proceeding  under  the  order  of  the  Commission  a  visit  was  made  to  the  general 
offices,  and  the  billing  and  loading  stations  of  the  larger  roads  at  New  York,  Phila- 
delphia, Baltimore,  Chicago,  and  Buffalo.  At  these  points  an  examination  was  made 
of  the  various  records  kept  in  the  accounting  offices  at  the  billing  and  receiving  sta- 
tions and  at  junction  points,  pertaining  to  the  movement  of  freight  traffic,  the  collec- 
tion of  ;freight  earnings,  and  the  payment  of  claims  and  vouchers ;  also  as  to  the 
manner  of  recording  and  settlement  of  earnings  from  car  mileage. 

In  respect  to  all  these  matters  it  was  found  that  the  methods  of  the  companies  ex- 
amined were  practically  the  same  ;  that  is,  the  same  general  system  of  accounting  is 
followed  by  all.  It  was  found  that  formerly  many  companies  worked  independently 
of  others,  under  a  system  which  was  considered  most  convenient  for  themselves; 
latterly,  iowever,  there  has  been  considerable  change  in  this  respect,  pertaining  to 
traffic  which  is  interchanged  between  roads  and  an  effort  made  to  place  upon  a  uni- 
form basis  all  records  and  accounting.  The  Association  of  Railway  Accountants,  hav- 
ing a  large  membership  of  railways,  is  now  dealing  with  plans  for  simplifying  the  ac- 
counting between  roads,  and  will  do  much  to  bring  about  uniformity  in  this  respect. 

For  the  information  of  the  Commission  and  the  purposes  of  this  report,  it  seems 
only  necessary  to  describe  in  general  terms  the  records  and  methods  of  all.  When 
making  an  examination  of  the  records  a  copy  was  obtained  of  all  forms  and  books 
which  came^lnder  my  notice,  and  their  use  learned.  Many  of  them,  however,  are 
used  for  office  purposes  only,  but  were  retained  with  the  others.  Such  of  these  forms 
and  books  which  it  is  thought  coald  in  any  way  be  of  service  to  the  Commission  in 
making  an  examination  of  the  freight  records  of  any  company,  are  here  referred  to 
with  a  brief  explanation  of  their  use. 

SHIPPER'S    RECEIPT. 

The  title  of  this  blank  differs,  it  being  variously  called  ''  shipper's  receipt,"  "  ship- 
ping ticket,"  and  ''dray  ticket."  They  are  forms  usually  furnished  by  railroads  to 
Shippers,  upon  which  a  receipt  is  given  by  the  representative  of  the  railroad  for 
freight  received  for  shipment.  These  forms  are  usually  filled  in  by  the  shipper,  and 
show  the  shipping  marks  of  the  goods,  description,  consignee,  and  destination.  In 
the  larger  cities  where  business  firms  are  shipping  daily,  the  shipping  ticket,  or  dray 
ticket  is  used  by  carmen  and  others  to  obtain  a  receipt  for  the  delivery  of  the  goods 
at  the  railroad  station.  For  local  traffic  passing  between  points  on  the  same  road 
the  shipping  receipt  is  frequently  a  combined  receipt  and  bill  of  lading,  and  upon 
the  receipts  so  used  there  appear  what  are  termed  ''conditions  and  rules,"  or  "con- 
tract," showing  the  conditions  under  which  the  traffic  will  be  received  and  carried 
by  the  company.  These  conditions  contain,  for  example,  a  release  for  certain  goods 
liable  to  leakage,  or  damage  to  perishable  proprrty,  damage  on  account  of  storms, 
etc.;  they  state  what  goods  will  not  be  received  fur  shipment,  and  give  various  rules 
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j»B  to  the  mainHU'  in  which  jjjoods  sliouhl  bo  paijkcd,  etc.  Where  arecoipt  iHsuod  con- 
tains all  the  rules  and  conditions  which  are  usnally  fonnd  in  a  bill  of  lading,  it  is 
understood  that  it  is  given  as  a  bill  of  lading,  and  some  roads  call  a  shipping  receipt 
so  constructed  a  *'  bill  of  lading." 

The  shipping  tickets,  or  dray  tickets,  do  not  usually  contain  the  rules  and  con- 
ditions, and  are  need  principally  by  regular  shii)pers  for  obtaining  simply  a  receipt 
for  the  delivery  of  the  goods  at  the  depots.  This  is  especially  the  custom  with 
through  traffic  from  the  larger  cities  forwarded  by  the  fast  freight  lines. 

The  authority  to  issue  bills  of  lading  is  not  usually  given  to  the  agents  at  the  depots 
where  freight  is  received  for  shipment.  For  all  through  traffic  bills  of  lading  are 
generally  procured  by  the  shipj>er.  and  this  may  be  done  by  presenting  the  receipt 
obtained  at  the  depots  at  the  office  of  the  company  where  bills  of  lading  are  issued. 
When  the  shipping  receipt  is  surrendered  and  a  bill  of  lading  issued  in  its  place  the 
bill  of  lading  is  the  paper  upon  which  the  shipper  depends  for  the  fulfillment  of  the 
obligation  of  the  railroad  with  respect  to  his  shipment. 

At  the  large  receiving  stations  in  New  York  when  freight  is  delivered  the  receipts, 
are  usually  presented  in  duplicate ;  one  is  signed  and  returned  to  the  shipper  and  the 
duplicate  is  retained  at  the  station  by  the  receiving  clerks.  When  the  freight  is 
weighed  and  loaded  into  the  car  the  weight  of  the  freight,  number  and  initial  of 
car  is  noted  on  the  duplicate  receipt,  which  is  then  passed  to  the  billing  office  where 
the  way-bill  is  made. 

At  the  large  stations,  where  a  great  quantity  of  freight  is  received  daily,  the  receiv- 
ing clerks  accept  the  freight  at  the  shipper's  description  ;  that  is,  if  several  pack- 
ages of  freight  are  brought  for  shipment,  and  described  upon  the  receipt  as  containing 
certain  articles,  and  the  general  appearance  of  the  packages  indicates  that  they  do 
contain  the  articles  described,  the  receipt  is  promptly  given.  Later,  however,  when 
the  freight  is  weighed  and  loaded,  it  may  be  noticed  that  the  goods  have  been  wrongly 
described  by  the  shipper  for  the  purpose  of  evading  the  classification  and  securing  a 
lower  rate.  When  this  is  discovered  by  receiving  clerks,  inspectors,  or  others,  the 
duplicate  receipt  which  is  retained  at  the  loading  station  is  changed,  and  upon  it  the 
goods  are  described  as  they  are  actually  found  to  be.  It  therefore  frequently  occurs 
that  the  description  of  the  articles  upon  the  receipt  retained  by  the  shipper  is  en- 
tirely different  from  the  articles  as  actually  shipped  and  way-billed ;  in  such  cases 
when  a  bill  of  lading  is  procured  on  the  receipt  held  by  the  shipper  the  bill  of  lading 
is  incorrect. 

At  stations  where  considerable  business  is  done,  and  the  receiving  of  freight  is  re- 
stricted to  certain  hours,  it  is  impossible  for  receiving  clerks  or  agents  to  assure 
themselves  that  the  contents  of  the  packages  are  actually  as  the  receipt  made  out  by 
the  shipper  calls  for.  The  weighing  and  loading  of  freight  continues  long  after  the 
prescribed  time  for  receiving  the  freight,  and  when  the  weighing  and  loading  is  being 
done,  agents,  inspectors,  and  othersexamineand  verify  the  description  of  the  contents 
of  the  packages.  There  is  a  rule  by  which  all  roads  using  the  official  classification 
are  governed,  which  is  as  follows : 

Agents  at  point  of  shipment  will  take  care  to  assure  themselves  that  contents  of 
packages  are  actually  what  they  purport  to  be.  If  they  have  reason  to  suspect  that 
an  attempt  is  being  made  to  deceive  the  carrier,  or  avoid  proper  classification,  they 
will  require  an  examination  of  the  contents,  or  other  sufficient  evidence  that  they 
are  correctly  described  before  receipting  for  same.  Should  freight  be  incorrectly  de- 
scribed and  escape  detection  at  shi[)piug  point,  if  the  real  character  of  the  goods  is 
discovered  before  delivery  to  consignee,  or  to  connecting  road,  charges  will  be  col- 
lected according  to  the  proper  classification.  In  case  of  loss  or  damage  owner  will 
be  paid  for  articles  as  called  for  by  receipt  or  bill  of  lading  given  at  the  time  of  ship- 
ment. 

Owing  to  the  large  amount  of  traffic  at  many  of  the  important  stations,  as  stated 
above,  it  is  impossible  for  the  agent  to  make  the  necessary  examination  of  packages 
before  receipting  for  same,  as  the  foregoing  rule  requires;  but  the  carriers  claim  the 
right  to  satisfy  themselves  as  to  the  contents  of  the  packages  and  to  way-bill,  aid  col- 
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lect  freight  charges  accordingly ;  and  in  cases  where  the  description  of  the  article  is 
changed  by  the  railroad  after  the  receipt  and  hill  of  lading  have  been  issued,  these 
papers  become  valueless  in  any  subsequent  dispute  if  the  railroad  can  show  delivery 
to  the  consignee  of  the  goods  as  described  and  shipped  by  the  railroad.  The  receipt  is 
of  value  to  the  shipper  to  prove  his  delivery  of  the  goods  to  the  railroad;  the 
bill  of  lading  is  generally  used  for  this  purpose  when  it  has  been  procured.  The 
subject  of  uniform  receipt  and  dray  ticket  is  receiving  attention  from  the  various 
freight  associations. 

BILLS   OF   LADING. 

The  object  of  the  ''bill  of  lading"  is  so  well  known  that  special  comment  upon 
its  use  does  not  appear  necessary.  A  shipper  after  delivering  his  goods  at  a  depot  may 
there  receive  a  bill  of  lading,  or  if  not  issued  at  the  freight  depot,  may  procure  one 
at  a  designated  office  of  the  road  or  liue  on  presentation  of  his  shipping  receipt.  On 
all  the  lines  leading  from  the  sea-board  to  the  Western  cities  the  bills  of  lading  are 
generally  alike  ;  on  the  business  going  west  there  is  one  style  used,  on  business  com- 
ing east  another,  and  for  the  foreign  or  export  business  still  another.  The  form  of 
each  does  not  vary  materially  ;  the  difference,  if  any,  is  to.be  found  in  the  rules  show- 
ing the  conditions  under  which  the  bill  of  lading  is  issued.  A  bill  of  lading  issued 
by  the  Erie  Dispatch  (a  fast-freight  line  operating  over  the  New  York,  Lake  Erie  and 
Western  Railway)  for  general  merchandise  from  the  east  may  be  taken  as  an  illus- 
tration of  the  bill  of  lading  issued  generally  by  the  larger  roads,  and  has  the  follow- 
ing conditions: 

(1)  In  consideration  of  a  through  rate  being  given  the  right  is  reserved  to  forward 
the  goods  by  any  railroad  line  between  points  of  shipment  and  destination. 

(2)  The  Erie  Dispatch  is  responsible  only  as  warehousemen  when  goods  are  at  any 
of  their  stations  waiting  delivery  to  consignee. 

(3)  They  will  not  be  liable  for  injury  to  goods  occasioned  by  weather,  accidental 
delays,  or  natural  decay,  or  for  loss  from  leakage,  improper  packing,  or  for  loss  or 
damage  by  fire  while  in  transit,  or  while  in  depots  or  places  of  transshipment,  or  for 
loss  or  damage  by  fire,  collision,  or  dangers  from  navigation  while  on  sea,  river,  etc. 

(4)  No  responsibility  is  assumed  for  damage  arising  from  chafing  of  goods  packed 
in  bales. 

(5)  No  guaranty  of  special  time  for  delivery  of  goods. 

(6)  Contains  a  list  of  perishable  goods  and  other  articles  which  will  only  bo  taken 
at  owner's  risk  unless  specially  agreed  in  writing  to  the  contrary. 

(7)  Gnnpowder,  friction  matches,  and  combustibles  will  not  be  received  except  by 
special  agreement. 

(8)  When  the  merchandise  covered  by  the  hill  of  lading  is  lost,  the  value  of  same 
at  point  of  shipment  is  to  govern  the  settlement,  except  where  the  value  is  specially 
agreed  upon  and  the  rates  made  accordingly.  Carriers  shall  have  the  benefit  of  any 
insurance  effected  by  the  owner. 

(d)  It  is  stipulated  that  in  case  of  loss  or  damage  sustained  by  property  covered  hy 
the  bill  of  lading  during  transportation,  whereby  any  legal  liability  shall  he  incurred, 
the  company  in  whose  custody  the  goods  were  at  such  time  shall  be  held  answerable 
therefor. 

(10)  No  claim  allowed  for  deficiency  or  damage  to  package  if  receipted  for  in  good 
order  at  the  point  to  which  it  is  contracted  by  the  hill  of  lading. 

(11)  No  claim  allowed  arising  from  insufficient  packing  or  incorrect  marking. 

The  foregoing  are  in  substance  the  conditions  found  upon  all  bills  of  lading  apply- 
ing from  the  east  to  the  west.  For  business  going  in  the  opposite  direction  the  bills 
of  lading  are  somewhat  different;  many  of  the  conditions  are  identical,  while  others 
are  inserted  to  meet  the  requirements  of  bulk  traffic  and  other  traffic  which  is  trans- 
ported from  the  west  to  the  east  only. 

Another  bill  of  lading,  known  as  a  ''foreign  bill  of  lading,"  or,  as  called  by  some 
roads,  a  "  through  bill  of  lading,"  is  used  in  connection  with  traffic  from  the  west  in- 
tended for  export,  and  shows  what  line  of  steam-ships  it  is  made  in  connection  with. 
This  differs  somewhat  from  the  other  forms,  to  meet  the  requirements  of  this  class  of 
business  more  conditions  appear,  among  them  being  the  rule  regarding  the  exchange 
of  the  rate  to  the  equivalent  foreign  rate,  and  other  rules  regarding  the  transfers  to 
the  steam-ship  line,  and  what  release  is  made  against  accidents  to  the  steam-ship 
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line,  etc.  So  far  as  oxainiiied  it  is  found  that  most  of  tho  larger  lines  issue  through 
bills  of  lading  jointly  with  the  steam-ship  companies,  and  that  the  conditions  are 
practically  the  isanie. 

Another  style  of  bill  of  lading  is  sometimes  issued  for  the  special  traffic  of  spirits  to 
be  exported  when  such  traffic  is  shipped  in  bond.  The  form  of  this  is  somewhat  dif- 
ferent from  the  other  bills  of  lading,  but  the  conditions  are  very  much  the  same  as 
govern  tho  bill  of  lading  covering  business  passing  from  the  west  to  the  east. 

No  detail  examination,  has  been  made  for  the  purpose  of  ascertaining  to  what  ex- 
tent the  bills  of  lading  of  the  various  roads  and  the  various  fast-freight  lines  differ. 
The  question  of  a  uniform  bill  of  lading  is  one  that  has  been  for  sometime  under 
consideration  by  the  freight  associations.  At  a  recent  meeting  of  the  Central  Traffic 
Association  a  special  committee  appointed  in  connection  with  this  subject  reported, 
that  they  would  soon  be  in  position  to  submit  a  uniform  bill  of  lading  for  adoption 
by  the  joint  committee,  which  represents  ail  of  the  roads  east  of  the  Mississippi  and 
north  of  the  Ohio  River.  The  committee  is  at  this  time  considering  the  manner  of 
stating  upon  the  bill  of  lading  what  is  known  as  the  '* non-negotiable  clause."  If 
the  action  of  this  committee  is  accepted,  and  uniformity  in  the  construction°of  bills 
of  lading  secured  for  the  large  territory  of  the  joint  committee,  it  is  thought  that 
similar  action  will  follow  from  other  associations. 

The  bill  of  lading  is  of  value  to  the  shipper  to  insure  proper  delivery  of  goods  at 
destination;  it  is  an  important  paper  in  connection  with  all  claims  that  may  sub- 
sequently arise  from  loss  or  damage,  or  other  failure  to  properly  transport  the  goods 
it  covers.  It  is  the  custom  in  connection  with  claims  for  loss  or  damage  to  have  the 
bill  of  lading  accompany  such  papers,  in  order  to  prove  the  character  and  condition 
of  the  goods  at  time  of  shipment. 

Railroads  are  now  in  the  habit  of  issuing  a  through  bill  of  lading  to  any  point  in 
the  country  to  which  a  through  rate  may  be  made,  guarantying  the  delivery  of  the 
goods  at  destination,  collecting  the  charges  from  each  other,  etc.,  so  that  the  shipper 
has  nothing  to  do  but  to  ship  his  goods  to  the  consignee  at  point  of  destination,  who 
on  receiving  the  freight  pays  the  full  charge.  This  saves  a  great  deal  of  labor  to  the 
shipper,  who  instead  of  having  to  deal  with  every  road  in  the  route  over  which  his 
freight  passes,  need  only  transact  his  business  with  the  initial  road.  It  is  one  of  the 
objects  of  the  freight  associations  to  extend  the  system  of  through  billing  and  in- 
crease the  number  of  points  to  which  through  bills  of  lading  may  be  issued.  There 
arc  now  few  points  in  the  United  States  between  which  through  rates  and  through 
bills  of  lading  may  not  be  obtained. 

Copies  of  the  bills  of  lading  of  all  the  important  fast-freight  lines  and  railroads 
have  been  obtained  and  may  at  any  time  be  produced  for  examination. 

It  is  proper  here  to  call  attention  to  the  consideration  given  by  the  Commission  to 
the  subject  of  ''conclusive  bills  of  lading;"  this  may  be  found  at  page  484  of  the 
Second  Annual  Report  of  the  Commission. 

TALLY- BOOK. 

It  frequently  occurs  that  when  freight  is  received  at  the  larger  stations  it  is  tem- 
porarily stored  before  loading  it  into  the  cars.  Certain  portions  of  the  depot  are 
allotted  for  freight  for  certain  destinations,  and  all  freight  for  the  same  or  common 
destination  is  assorted  and  placed  together.  Vfhen  this  freight  is  afterward  loaded 
into  the  cars  it  is  "  tallied  in  "  ;  that  is,  record  is  made  by  the  checker  or  tallyman  upon 
the  tally-book.  This  record  shows  the  marks,  name,  destination,  consignee,  descrip- 
tion, and  weight  of  goods.  The  tally-book  is  afterwards  passed  to  the  billing  office 
and  the  way-bills  are  made. 

The  tally-book  is  also  used  for  checking  large  shipments  of  sugar,  flour,  and  other 
articles  requiring  a  check  on  the  count  before  receipting  and  billing.  A  shipment  of 
sugar  of  a  thousand  barrels  is  often  made  by  one  shipper  to  several  consignees,  and 
for  such  shipments  it  is  not  always  the  custom  to  mark  each  barrel.     The  shipment 
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may  be  received  at  the  railroad  station  or  pier  from  boats  or  lighters.  A  memoran- 
dum accompanies  the  cargo,  showing  that  a  certain  number  of  barrels  are  to  be  for- 
warded to  certain  consignees.  When  this  is  unloaded  the  tally-book  is  used  by  the 
tallyman,  or  checker,  to  get  a  record  of  the  name  of  each  consignee  and  the  number 
of  barrels  for  each,  and  from  the  tally-book  check  the  loading  into  the  car.  When 
the  loading  is  finished  the  way-bills  are  made  from  the  taliy-book.  The  tally-book 
is  also  used  to  check  freight  received,  to  ascertain  that  the  contents  of  the  car  check 
out  as  billed.  It  is  the  custom  at  some  stations,  when  way-bills  are  received  by  mail 
of  car-loads  of  mixed  freight,  to  have  a  rough  copy  of  the  way-bill  made  into  the  tally- 
book  showing  simply  the  names  of  the  consignees  and  the  articles.  This  tally-book 
is  then  passed  to  the  checkers,  who  are  at  the  car  when  it  is  unloaded  and  check 
upon  the  tally-book  the  items  for  each  consignee  as  unloaded;  any  discrepancy 
in  the  billing  or  loading  is  then  discovered. 

The  books  or  blanks  used  for  tallying  purposes  are  variously  called  ''tally-book," 
''  checker's  book,"  "checker's  tally-list."  The  book  is  a  sort  of  a  blotter,  no  special 
form  being  followed.  Where  they  are  used  they  form  a  rough  record  of  traffic  re- 
ceived and  forwarded,  and  are  frequently  of  use  as  reference  in  settlements  of  claims 
arising  for  loss  or  damage  to  shipments,  and  would  be  further  useful  for  proving  the 
actual  loading  or  unloading  of  freight. 

WAY  EILLS   OR   MANIFESTS. 

The  ''way-bill "  is  a  bill  made  at  the  office  of  a  station  of  a  road  from  which  freight 
is  forwarded.  It  describes  the  shipment,  and  usually  accompanies  the  freight  to  its 
destination,  being  placed  in  the  charge  of  the  various  conductors  of  trains  upon  which 
the  freight  is  carried.  The  form  of  way-bills  differs  to  meet  the  requirements  of  par- 
ticular freight.  For  freight  which  is  purely  local,  passing  between  points  on  the  same 
road,  there  is  used  a  way-bill  for  general  merchandise,  which,  with  most  roads,  Is 
alike  in  its  form.  With  some  roads  a  special  form  of  way-bill  is  used  for  other 
freight,  such  as  live  stock,  coal,  perishable  freight,  and  for  company's  freight.  On 
nearly  all  of  the  business  passing  from  Eastern  cities  to  Western  cities,  such  as  Chi- 
cago, St.  Louis,  etc.,  way-bills  are  made  "through,"  such  freight  usually  being  carried 
by  the  fast  freight  lines.  These  way-bills  are  called  "through"  or  "line  way-bills." 
The  railroads  keep  separate  the  traffic  of  each  fast  freight  line,  and  for  this  purpose 
each  line  has  its  own  form  of  way-bill.  The  forms  of  the  line  bills,  however,  are  not 
materially  different  from  those  the  railroads  use  for  their  own  business.  Freight  upon 
which  the  charges  are  prepaid  is  way-billed  on  a  separate  form  of  bill.  Freight  in 
bond  received  at  the  port  of  New  York  for  immediate  shipment  is  forwarded  under  a 
special  way-bill.  Merchandise  in  bond  destined  to  points  in  Canada  is  consigned  to 
the  collector  of  customs  at  ports  of  transshipment.  A  special  form  of  way-bill  is  used 
for  such  freight. 

All  way-bills  show  date  of  shipment,  number  of  way-bill,  car  initial  and  number, 
points  from  and  to  which  the  shipment  passes,  name  of  consignor,  name  of  consignee, 
description  of  articles,  the  weight,  the  rate,  freight  charges,  advance  charges,  the 
amount  of  prepaid  charges,  or  the  total  charges  to  be  collected. 

As  stated,  way-bills  usually  accompany  the  freight  when  the  shipment  passes  be- 
tween points  on  the  same  line,  and  also  when  the  freight  is  billed  by  the  car-load, 
such  as  coal,  oil,  lumber,  etc.  If  the  shipment  is  for  a  mixed  car-load  of  freight  pass- 
ing over  the  entire  length  of  a  road,  or  between  stations  a  considerable  distance 
apart,  it  is  the  custom  to  send  with  the  car  what  is  termed  a  "running  card"  or 
"memorandum  way-bill, "  or  "loaded  car  ticket."  These  show  only  the  number 
and  initial  of  the  car  and  its  destination,  and  are  for  the  guidance  of  conductors. 
These  cards  are  also  used  for  solid  car-loads  of  freight  going  long  distances,  or  when 
it  is  impossible  to  make  the  regular  way-bill  without  delaying  the  movement  of  the 
freight,  and  whenever  they  are  used  the  regular  way-bill,  giving  a  full  discription 
of  the  shipment,  is  usually  sent  by  the  agent  at  the  forwarding  station  to  the  agent 
at  destination  by  mail.     The  through  freight  between  the  sea-board  and  western  cities 
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is  all  forwarded  on  the  through  or  liuo  way-bills.  The  various  fast-freight  linos  have 
their  own  bills,  bearing  the  name  of  the  line.  All  freight  solicited  for  shipment  by  a 
fast  freight  line  is  way-billed  on  a  bill  of  that  line.  No  separate  office  organization, 
however,  is  maintained  by  the  faat-freight  lines  for  billing  purposes;  this  work  is 
done  by  the  same  force  that  handhss  the  work  of  the  road  over  which  the  line  oper- 
ates. For  example,  the  Commercial  Express  line  operates  over  the  New  York,  Lake 
Erie  and  Western  Railroad  and  connections.  Freight  solicited  and  to  be  shipped 
via  the  Commercial  Express  lino  is  received  at  the  depots  of  the  New^  York,  Lake 
Erie  and  Western,  and  while  the  shipping  receipt  and  bill  of  lading  are  made  on 
Commercial  Express  line  blanks,  the  freight  is  treated  the  same  as  if  it  were  road 
freight  proper,  except  that  it  is  loaded  into  Commercial  Express  line  cars  when  avail- 
able, and  the  way-bills  are  made  on  Commercial  Express  line  blanks. 

The  billing  offices  keep  separate  for  accounting  purposes  the  records  of  the  billing 
of  each  line. 

When  a  through  way-bill  is  made  from  New  York  to  Chicago,  as  if  the  entire  dis- 
tjince  was  covered  by  one  road,  it  is  called  "  through  billing."  Some  years  ago  it  was 
the  custom  to  way-bill  goods  only  to  the  terminus  of  a  road.  If  the  shipment;  was  to 
pass  over  several  roads  to  reach  its  destination,  each  road  would  take  it  up  as  a  new 
shipment  and  way-bill  it  for  its  portion  of  the  haul,  showing  upon  the  way-bill,  un- 
der the  head  of  ''advance  charges,"  the  freight  charges  which  accrued  to  the  line 
delivering  it  to  the  road  making  the  new  billing.  The  custom  of  through  billing 
has  been  in  vogue  with  many  of  the  fast  freight  lines  for  years,  and  in  the  last  few 
years  much  has  been  done  to  improve  and  extend  this  practice  under  the  supervision 
of  the  various  freight  associations.  At  this  time  this  subject  is  receiving  a^^tention 
at  the  hands  of  the  Western  associations  (The  Central  Traffic  Association  and  the 
Western  Freight  Association),  with  a  view  to  organizing  through  billing  arrange- 
ments between  points  in  the  territory  of  each  association.  The  advantages  of  through- 
billing  arrangements  to  the  carriers  and  shippers  are  apparent.  To  the  shipper  much 
time  is  gained  in  the  movement  of  freight  by  avoiding  the  delay  consequent  upon  re- 
billing  and  transfers  at  the  termini,  and  to  the  railroads  a  vast  amount  of  clerical 
work  is  saved. 

Through  billing  is  also  done  jointly  by  many  railroads  which  may  not  have  their 
through  freight  business  handled  by  a  fast-freight  line  organization.  Neighboring 
roads  frequently  so  arrange  that  traffic  originating  on  eitherroad  destined  to  a  point 
on  the  other  road  may  be  way-billed  through  to  destination  without  rebilling  at  the 
termini.  Wherever  this  is  done,  it  is  necessary  for  the  roads  parties  to  the  arrange- 
ment to  agree  upon  a  basis  upon  which  the  division  of  the  rate  shall  be  made  in  a 
final  settlement  as  between  themselves,  and  upon  most  way-bills  covering  through 
business  appear  the  percentages  upon  which  the  division  of  the  earnings  is  made, 
and  the  amount  of  earnings  accruing  to  each  road.  Other  roads  having  joint  billing 
arrangements  do  not  show  the  percentage  division  of  the  rates  upon  the  way-bills  ; 
the  allotment  of  earnings  between  such  roads  is  made  in  the  account:ng  departments 
of  the  roads  monthly  under  the  agreed  percentages. 

The  Star  Union  line  is  the  through-freight  department  of  the  Pennsylvania  Rail- 
road and  Pennsylvania  lines  west  of  Pittsburgh.  All  way-bills  for  the  through  busi- 
ness of  these  roads  east  and  west  of  Pittsburgh  are  analyzed  in  the  office  of  the  audi- 
tor of  the  Star  Union  line,  and  the  revenue  divided  upon  the  established  percentages. 

The  majority  of  the  way-bills  of  the  fast  freight  lines  show  the  proportion  of  the 
earnings  accruing  to  each  road  forming  the  route.  For  example,  on  a  shipment  via 
the  Lackawanna  fast  freight  line  from  New  York  to  Chicago,  the  way-bill  would  show 
the  through  rate  and  the  through  charges.  Such  a  shipment  would  pass  over  the 
Delaware,  Lackawanna  and  Western  Railroad  to  Buffalo,  and  thence  via  the  New" 
York,  Chicago  and  St.  Louis  Railroad  to  Chicago.  The  way-bill  would  show  the  per- 
centage of  the  rate  to  be  allowed  the  Delaware,  Lackawanna,  and  Western  Railroad 
to  Buffalo,  and  the  percentage  of  the  New  York,  Chicago  and  St.  Louis  Railroad  from 
Buffalo  to  Chicago. 
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When  way-bills  are  made,  copies  of  theui  are  always  sent  to  the  accouutiiig  offices 
of  railroads  and  to  the  fast- freight  line  interested.  From  these  way-bills  the  accounts 
ing  of  the  bnsiuess  of  the  line  may  be  made  up.  Therefore,  in  the  particular  ship- 
ment just  referred  to,  when  the  copy  of  the  way-bill  was  received  at  the  auditor's 
office  of  the  Delaware,  Lackawanna  and  Western  Railroad,  it  would  show  that  that 
road  had  carried  certain  freight  to  Buffalo  which  was  destined  to  Chicago,  and  upon 
which  the  Delaware,  Lackawanna  and  Western  Railroad's  earnings  were  so  much — 
a  stated  figure.  The  way-bill  would  also  indicate  that  this  freight  was  forwarded 
via  the  New  York,  Chicago  and  St.  Louis  Railway,  and  as  the  latter  road  would  col- 
lect the  total  freight  charges  at  destination,  the  Delaware,  Lackawanna  and  Western 
in  its  current  account  charges  to  the  New  York,  Chicago  and  St.  Louis  Railway  the 
earnings  due  the  Delaware,  Lackawanna  and  Western  on  that  particular  bill.  The 
agent  of  the  New  York,  Chicago  and  St.  Louis  Railway,  when  that  freight  is  received 
at  destination,  collects  the  total  freight  charges  as  appear  upon  the  way-bill,  and  a 
remittance  of  the  money  and  statement  is  made  to  the  accounting  office  of  the  New 
York,  Chicago  and  St.  Louis  Railway.  That  latter  office  ascertains  that  of  the  total 
amount  collected  for  that  bill  a  certain  portion  of  it  is  due  the  Delaware,  Lacka- 
wanna and  Western  Railroad  for  its  haul  to  Buffalo,  and  accordingly  credits  the  Dela- 
ware, Lackawanna  and  Western  with  that  amount.  At  the  end  of  the  month  a  set- 
tlement is  made,  the  balances  audited,  and  the  money  paid  by  one  to  the  other,  as  the 
case  may  be. 

When  settlements  are  made  in  this  manner  at  the  end  of  the  month  they  are  termed 
"auditor's  settlements."  Where  railroads  are  closely  allied  and  their  interchange 
business  large  this  custom  prevails,  but  with  others  the  charges  accrued  up  to  a 
junction  point  are  at  once  paid  by  the  receiving  road  to  the  delivering  road  when  the 
freight  is  transferred.  Settlements  made  in  this  manner  are  called  "junction  point 
settlements."  For  two  or  three  years  past  there  has  been  an  attempt  to  bring  about 
a  uniformity  of  practice  in  this  respect.  Many  roads  are  in  favor  of  junction  point 
settlements  only,  while  others  prefer  the  auditor's  settlement,  which  is  made  through 
the  accounting  offices  only.  The  volume  and  character  of  the  business  usually  guides 
as  to  which  method  is  preferable.  At  the  large  junction  points,  such  as  Buffalo,  the 
agencies  are  quite  important  offices,  and  there  is  established  with  most  ro:idsthe  cus- 
tom of  exchanging  balances  at  least  once  a  week.  At  the  smaller  junction  points 
many  roads  will  not  place  the  authority  with  their  agents  to  receive  and  collect  these 
interchange  charges,  preferring  to  make  the  settlements  through  the  accounting 
offices  at  the  end  of  the  month. 

The  methods  in  vogue  at  junction  points  governing  the  collection  and  payment  of 
charges  shown  upon  the  way-bill  will  be  further  referred  to  under  the  heading  of 
"  Accounts  at  junction  points." 

When  the  way-bill  is  made  in  the  office  of  the  freight  forwarding  station  it  is  the 
custom  to  make  a  number  of  tissue  impressions  of  the  way-bill ;  these  tissue  impres- 
sions are  sent  to  the  various  offices,  where  any  accounting  may  be  done  with  respect 
to  the  movement  of  the  freight  they  cover,  and  also  to  the  offices  of  agents  and  others 
for  their  guidance  as  to  the  character  and  volume  of  freight  being  shipped  daily.  If 
the  business  is  "line"  freight,  a  copy  of  the  bill  is  sent  to  the  office  of  the  auditor 
of  the  "  line"  organization.  By  this  arrangement  officials  in  charge  of  the  commer- 
cial department  of  a  road  are  informed  what  important  shippers  are  shipping,  and 
the  management  has  general  information  as  to  the  character  of  the  business  moving. 
Daily  copies  are  also  sent  to  the  office  of  the  auditor  of  the  road  and  are  used  there 
for  many  purposes.  They  are  taken  as  the  original  record  of  the  movement  of  all 
freight  and  are  used  to  make  the  necessary  charges  against  the  station  at  which  the 
money  is  collected,  or  against  the  connecting  road  when  freight  is  delivered  to  an- 
other road  at  a  junction  point.  In  the  auditor's  office  all  the  way-bills  are  examined 
and  checked  to  ascertain  whether  the  rates  charged  are  correct  and  also  whether  the 
freight  charges  have  been  correctly  computed ;  if  errors  are  found  the  other  offices 
affected  are  notified  and  the  necessary  corrections  made.     In  an  auditor's  office  way- 
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bills  arc  constantly  needed  for  referonco.  If  claims  forloss  or  datna<;(5  arc  made,  it  is 
customary,  boforo  procetnlinjjf  in  any  way  to  adjust  such  claims,  to  lirst  ascertain  how 
the  <n)od8  were  actually  way-billed.  This  information  is  procured  from  the  copy  of  the 
way-bill  in  the  auditor's  oftice.  The  way-bills  are  also  used  for  the  comi)ilation  of 
statistics  showing;  the  tonnaj^e  moved  and  the  distance  carried,  and  also  for  the  con- 
densation of  the  tonnage  of  traffic  delivered  to  and  received  from  connections.  This 
latter  information  generally  a.pi)ears  upon  the  way-bills,  as  they  show  the  initials  of 
connecting  lines  from  Avhich  the  traftic  is  received  or  to  which  it  is  delivered. 

Copies  of  all  wav-bills  are  kept  at  the  stations  where  made,  and  copies  and  the 
original  are  retained  in  the  auditor's  office.  If  the  methods  of  any  road  were  in 
question,  an  examination  of  the  way-bills  would  show  : 

(1)  What  rates  were  charged. 

(2)  Whether  the  rates  charged  were  in  accordance  with  the  published  tariffs. 

(3)  Whether  the  articles  were  properly  classified. 

(4)  Whether  estimated  weights,  when  used,  were  correctly  stated. 

(5)  Whether  the  weights  were  generally  correct. 

(6)  Whether  any  exception  had  l)een  made  in  the  way-billing  and  handling  of 
particular  shipments. 

On  traffic  passing  over  a  bridge  on  which  toll  is  charged  or  traffic  subject  to  light- 
erage, terminals,  or  special  switching  charges,  it  is  customary  to  deduct  from  the 
through  rate,  before  dividing  the  same  between  the  roads  in  the  route,  the  amount 
charged  for  this  special  service,  and  credit  the  same  to  the  road  or  bridge  company 
performing  such  service.  These  charges  are  separately  shown  npon  the  way-bill. 
For  example,  at  Philadelphia  the  Philadelphia  and  Reading  Railroad  make  a  termi- 
nal charge  of  1|  cents  per  100  ponnds  on  all  freight  passing  into  Philadelphia  over 
its  line,  in  addition  to  the  proportion  which  the  Philadelphia  and  Reading  Railroad 
would  receive  for  its  haul  out  of  the  through  rate.  A  through  rate  from  East  St. 
Louis  to  Philadelphia  of  50  cents  under  the  arrangements  now  in  effect  would  be  di- 
vided as  follows : 


Percent. 


Cents. 


Wabash  Railway 

Lake  Shore  and  Micbi<jan  Suuthera  Railway... 
New  York  Central  and  Hudson  RiA^er  Railroad 

Fall  BrooK  Coal  Company 

Philadelphia  and  Reading  Railroad 

Total 

Philadelphia  and  Reading  terminals 

Total  rate 


35.33 

24.12 

8.91 

14.96 

16.68 


17.1 
11.7 
4.3 
7.3 

8.1 


100.00 


48.5 
1.5 

50.0 


It  will  be  noticed  that  in  the  above  the  division  between  the  roads  is  made  on  the 
basis  of  48.5  cents,  which  is  the  rate  after  deducting  the  Philadelphia  and  Reading 
terminal.  The  Philadelphia  and  Reading  proportion  of  the  48.5  cents  is  8.1,  to  which 
is  added  the  terminal,  making  9.6  cents  of  the  through  rate. 

The  Pennsylvania  Railrqad  also  charges  a  terminal  of  5  cents  on  all  freight  des- 
tined to  Jersey  City  or  New  York.  This  terminal  it  is  understood  is  allowed  owing  to 
their  extensive  facilities  at  Jersey  City  and  on  account  of  the  large  amount  of  money 
invested  in  the  eastern  division  of  the  road.  On  most  of  the  traffic  the  terminal 
charge  is  5  cents  per  100  pounds.  Certain  western  roads  will  not  consent  to  a  ter- 
minal allowance  to  the  Pennsylvania  Railroad  in  the  division  of  rates  of  over  3  cents 
per  100  pounds ;  but  an  arrangement  exists  with  the  Pennsylvania  lines  west  of  Pitts- 
burgh to  the  effect  that  the  division  of  the  rate  east  of  Pittsburgh  will  be  so  adjusted 
as  to  allow  the  Pennsylvania  road  proper  5  cents  as  a  terminal  charge.  In  the  ac- 
counts of  the  Pennsylvania  Railroad  the  earnings  of  the  various  divisions  of  the 


252      REPORT    OF    THE    INTERSTATE    COMMERCE    COMMISSION. 

road  are  kept  separate,  and  the  division  of  rates  is  always  so  made  that  the  New- 
York  division  will  receive  5  cents  terminal  charge  on  all  freight.  In  cases  where  only 
3  cents  is  allowed  by  the  western  roads  the  revenne  accruing  to  the  Pennsylvania  road 
east  of  Pittsbnrgh  is  so  divided  between  its  own  divisions  in  the  ultimate  account- 
ing that  the  New  York  division  will  receive  its  5  cents  terminal. 

The  switching  which  may  be  done  to  place  the  car  at  a  warehouse  door  after 
arrival  at  destination  is  usually  charged  for  according  to  the  location  of  the  switch 
from  the  general  receiving  depot.  Such  charges  do  not  always  appear  upon  the  way- 
bill ;  the  service  may  be  charged  for  independently  of  the  freight  charges. 

It  is  claimed  by  some  companies  that  it  would  be  impossible  to  move  freight  with- 
out a  way-bill  of  some  description  being  made.  By  the  records  of  one  road  it  appeared 
that  freight  could  not  be  forwarded  without  a  way-bill  showing  charges,  except 
freight  for  company's  use ;  the  agent  at  forwarding  station  would  be  required  to  make 
a  regular  way-bill  for  freight  of  any  description,  and  such  way-bill  would  be  num- 
bered in  a  regular  series.  After  the  freight  has  been  forwarded  and  manifested  the 
charges  or  any  portion  of  the  bill  can  not  be  canceled  except  on  an  order  from  the 
the  records  office  of  the  auditor.  It  would  therefore  seem  impossible  to  move  freight 
without  showing  such  movement. 

For  traffic  j)assiug  over  the  lake  lines  the  same  general  plan  for  way-billing  and 
accounting  is  followed  as  in  use  by  the  railroads.  The  Western  Transit  Company,  a 
line  operating  on  the  Erie  Canal  and  lakes,  use  three  kinds  of  manifests;  one  for 
billing  westward  freight  at  Buffalo  re:eived  from  the  railroads  and  local  shippers; 
another  for  billing  freight  received  from  the  canals;  and  a  somewhat  different  form 
for  the  business  coming  eastward  from  Chicago.  The  forms  are  nearly  similar  to 
those  used  by  the  railroads  and  show  consignor,  consignee,  description  of  shipment, 
the  lake  rate,  the  lake  earnings,  and  the  charges  accrued  up  to  the  point  of  delivery 
to  the  lake  line. 

The  "Anchor  Line,"  the  lake  line  connection  of  the  Pennsylvania  Railroad,  follows 
the  methods  of  the  Pennsylvania  Railroad.  By  this  line  the  forms  used  for  business 
interchanged  with  the  Pennsylvania  Railroad  are  slightly  different  from  the  forms 
used  for  business  interchanged  with  other  roads,  and  a  distinction  is  made  in  the 
way-billing  of  business  to  and  from  Lake  Superior  ports;  the  information  shown  upon 
the  bills,  however,  is  practically  the  same. 

With  the  lake  lines,  as  well  as  with  the  railroads,  the  way-bills  are  the  original 
papers  showing  details  of  all  shipments,  which  together  with  the  records  pertaining 
to  the  way-bills,  would  be  the  proper  source  of  reference  for  the  purpose  of  ascer- 
taining the  rates  of  freight  charged  by  such  lines. 

agent's  record  of  freight  forwarded. 

At  every  forwarding  station  or  billing  office  a  record  is  kept  showing  the  details  of 
each  consignment  shipped.  These  records  are  kept  in  what  are  called  "  freight  for- 
warding book,"  ''freight  forwarding  register,"  ''way-bill  record,"  and  "manifest- 
book."  They  contain  practically  a  copy  of  the  way-bills.  At  the  large  stations  these 
books  are  made  of  tissue  copying  paper,  and  when  the  way-bill  is  made  an  impression 
is  made  on  one  of  the  leaves  of  the  book ;  in  such  cases  the  record  book  is  the  same 
as  the  way-bill.  At  stations  where  the  business  is  not  so  large  a  record  book  is  kept 
into  which  is  entered  the  same  particulars  of  a  shipment  as  are  shown  upon  the 
■way-bill.  If  for  any  reason  the  originals  or  copies  of  way-bills  were  not  to  be  ob- 
tained these  records  would  be  of  use  as  giving  the  same  information  for  each  ship- 
ment as  appears  upon  the  way-bill. 

With  the  lake  lines  a  similar  record  is  kept  for  recording  the  west-bound  ship- 
ments from  Buffalo.  The  title  of  a  book  of  this  kind  used  by  the  Western  Transit 
Company  is,  "record  of  west-bound  shipments  from  Buffalo."  This  book  contains 
the  substance  of  the  manifests  ;  it  is  also  arranged  to  show  the  division  of  the  earn- 
ings of  the  lake  line  and  its  immediate  eastern  connections.     For  the  business  coming 
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eastward  from  Chicago,  Milwaukee,  etc.,  a  different  form  is  used  to  accommodate  the 
different  character  of  the  traffic,  but  the  ihformatioa  contained  is  practically  the 
same  as  the  west-bound  bopk. 

All  roads  keep  a  book  of  this  character  at  stations  from  which  freight  is  forwarded, 
and  at  junction  points.  At  stations  where  the  traffic  of  the  fast  freight  lines  is  way- 
billed  similar  books  may  be  found  for  such  traffic. 

agent's  record  of  freight  received. 

At  all  freight  stations  a  record  is  kept  of  freight  received.  These  records  are  dif- 
ferently named,  such  as  "freight  received  book,"  "record  freight  received,"  and 
"freight  received  register."  The  form  is  nearly  the  same  as  the  way-bill.  At  some 
stations  a  space  is  allowed  for  the  consignee  to  receipt  for  the  delivery  of  the  articles; 
at  other  stations  receipt  is  taken  separately  on  a  regular  receipt  form.  At  every  sta- 
tion receiving  freight  there  should  be  found  a  record  of  this  kind,  which  should  con- 
tain complete  description  of  all  freight  received  at  that  station. 

For  the  lake  lines  a  form  similar  to  the  one  used  for  freight  forwarded  is  in  use  for 
recording  the  freight  received. 

Separate  freight  received  records  are  kept  for  the  fast  freight  lines. 

Reference  to  these  records  w^ould  show  whether  the  freight  charges  were  accurately 
stated  at  point  of  delivery  of  the  goods,  and  whether  the  expense  bill  for  payment  of 
freight  charges  by  shipper  or  consignee  was  correctly  made. 

agent's  report  of  freight  forwarded. 

Agents  at  stations  forwarding  freight  are  required  to  make  a  report  daily  to  the 
auditor's  office.  This  report  is  an  abstract  of  the  way-bill,  dealing  particularly  with 
the  money  items,  and  by  many  companies  is  called  "  agent's  abstract  report  of 
freight  forwarded."  Upon  this  blank  each  way-bill  must  be  reported  separately,  and 
a  clear  impression  or  written  copy  of  every  waybill  nmst  accompany  the  report. 
This  report  and  the  way-bills  are  used  in  the  auditor's  office  to  charge  against  the  other 
stations  the  amount  of  freight  consigned  to  each  station,  and  are  otherwise  used  for 
the  purpose  of  compilation  of  the  tonnage  and  earnings. 

Some  roads  make  a  distinction  in  the  abstract  report  made  to  the  auditor  by  using 
separate  blanks  for  their  local  traffic  and  another  form  for  freight  received  from  other 
roads  ;  these  latter  blanks  are  usually  used  at  the  junction  points  and  show  more  de- 
tail as  to  each  shipment.  For  example,  if  a  report  of  passing  freight  was  made  at  a 
junction  point  of  the  New  York  Central  road  it  would  show  all  of  the  freight  passing 
on  to  the  New  York  Central  road  for  each  twenty-four  hours.  This  report  would  show 
where  the  traffic  originated,  to  what  point  it  was  destined,  the  date  of  the  way-bill, 
car  initials  and  number,  the  character  of  freight,  weight,  proportion  of  earnings 
which  would  accrue  to  the  New  York  Central  road,  the  advance  charges,  and  the  total 
charges  to  be  collected.  If  freight  is  way-billed  through  from  Chicago  to  Boston  con- 
signed to  the  New  York  Central,  when  that  freight  reached  Buffalo  and  was  for- 
warded east  the  agent  at  Buffalo  would  make  a  report  upon  the  blank  last  referred 
to,  showing  the  date  it  passed  east  from  Buffalo,  and  other  details  with  respect  to 
charges,  etc. 

This  report,  in  connection  with  copies  of  way-bills  and  agent's  record,  should  show 
that  all  traffic  moved  had  been  correctly  reported  to  the  accounting  office. 

agent's  report  of  freight  received. 

This  form  is  used  by  agents  to  report  to  the  auditor  all  freight  received  at  their 
stations.  The  form  for  local  business  is  the  same  as  "agent's  report  of  freight  for- 
warded." For  the  through  or  line  business  the  agents  at  junction  points  are  required 
to  make  a  report  of  all  traffic  received  at  their  stations  destined  to  points  beyond. 
When  a  shipment  passing  from  Chicago  to  Boston  via  Buffalo  and  Albany  is  made. 
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the  agent  of  the  New  York  Central  and  Hudson  River  Railroad  at  Albany  would  be 
required  to  report  to  the  auditor  of  that  road  the  arrival  of  the  freight  at  his  station 
and  delivery  to  connecting  road.  This  form  shows  point  of  origin  and  destination, 
the  date  it  passed  the  junction  point,  the  weight,  the  earnings  of  the  road  making 
the  report,  as  well  as  the  other  charges  making  up  the  through  charges  to  destina- 
tion. Agents  at  junction  points  are  required  to  make  to  the  auditor  a  full  report  of 
all  freights  received  at  and  forwarded  from  their  station,  as  well  as  to  report  sepa- 
rately freight  passing  through  their  station  received  from  or  delivered  to  connecting 
lines.  This  is  the  custom  of  the  New  York  Central  and  Hudson  River  Railroad.  It 
is  not  understood,  however,  that  many  roads  require  agents  at  junction  points  to 
make  an  abstract  report  of  freight  passing  such  stations.  With  other  companies 
similar  information  is  obtained  from  the  impression  copies  of  the  way-bills  which  it 
is  understood  are  furnished  all  roads  parties  to  a  route  over  which  freight  is  passing 
on  a  through  way-bill. 

A  similar  form  of  report  which  agents  are  required  to  make  to  the  accounting  offi- 
cers is  for  traffic  upon  which  the  charges  are  adjusted  through  the  general  officers  of 
the  company.  For  example,  it  is  the  custom  with  many  of  the  eastern  roads  to  settle 
with  the  large  coal  companies  once  a  month,  or  at  other  stated  periods,  for  the  freight 
charges  upon  traffic  carried.  One  road  receives  coal  from  large  shippers  located  on 
its  line,  and  its  agents  are  instructed  to  way-bill  such  traffic  as  prepaid.  The  freight 
is  so  way-billed  and  forwarded,  and  the  agents  forward  to  the  auditor's  office  on  a 
blank  specially  prepared  a  report  showing  the  weight  and  charges  on  coal  shipped 
from  their  station,  giving  the  date,  the  point  to  which  shipped,  weight,  rate,  and 
amount  of  charges.  It  is  understood  that  with  these  large  shippers  an  open  account 
is  kept  in  the  general  offices  of  the  railroads,  and  settlements  are  made  at  stated 
periods.  The  agent's  account  for  ttie  money  which  would  apparently  be  in  his  pos- 
session by  the  prepayment  of  such  freight  is  adjusted  in  the  accounts  of  the  general 
office.  Another  road  handles  its  ice  traffic  in  the  same  manner.  The  payment  of 
freight  charges  on  both  coal  and  ice  traffic  is  made  by  the  shipper,  as  these  com- 
modities are  sold  ''delivered."  No  special  reports  of  this  freight  are  required  from 
the  agent  after  it  is  received  ;  it  is  simply  reported  with  other  freight  and  the  earnings 
reported  as  prepaid. 

OVER-SHORT-AND-DAMAGE   REPORTS. 

When  freight  is  received  at  a  station,  and  it  appears  that  the  articles  do  not  corre- 
spond with  the  way-bill,  that  is,  if  anything  is  lost  or  damaged,  or  if  there  is  any  more 
of  one  article  than  the  way-bill  calls  for,  it  is  the  custom  to  make  what  is  termed  an 
"  over-shorfc-and-damage  report."  The  form  of  this  report  is  so  constructed  as  to  show 
the  station  at  which  the  freight  is  received,  the  train  bringing  the  freight  to  the  station, 
the  condition  of  the  car  when  received — whether  locked  or  unlocked — and  to  show 
the  difference  in  the  articles  as  manifested  and  as  actually  received.  If  the  shipment 
is  not  received  as  billed  the  agent  is  required  to  fill  out  one  of  these  reports  and  for- 
ward it  to  the  freight  claim  department ;  also  to  the  agent  at  the  forwarding  station. 
The  form  requires  that  he  shall  state  regarding  such  shipments  what  the  condition  of 
the  car  was  when  received  at  his  station,  whether  the  marks  of  the  freight  were 
plain;  if  damaged,  what  was  his  estimate  of  the  amount  of  damage ;  whether  any- 
thing was  loaded  against  or  on  the  freight  damaged  ;  what  he  would  state  as  his  rea- 
son for  the  ''over,"  "short,"  or  "damage,"  and  other  particulars  concerning  the  con- 
dition of  the  freight.  The  copy  of  the  report  sent  to  the  forwarding  agent  requires 
the  answering  of  several  questions  Avhich  will  show  the  condition  of  the  freight  when 
received  at  the  station  to  be  forwarded.  When  these  are  written  in  the  agent  at 
the  forwarding  station  is  required  to  send  the  copy  of  the  report  to  the  freight  claim 
department. 

The  freight  claim  department  therefore  has  full  knowledge  of  the  condition  of  the 
freight  when  received  for  shipment  at  the  forwarding  station  and  when  delivered  at 
destination.    All  agents  being  required  to  report  to  the  claim  department  freight 
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which  may  bo  *'  over  short  or  damaged  "  at  thoir  station,  the  chiim  do[)artment  is  at 
once  able  to  forward  to  proper  destination  any  froi<;ht  wliieh  may  have  been  left  at 
neighboring  stations  through  error,  or  from  other  cansos.  If  the  report  of  "over 
freight"  from  the  varions  stations  will  not  account  for  the  freight  reported  ''short," 
it  is  concluded  that  the  freight  missing  must  have  passed  on  to  the  line  of  some  con- 
nection. By  this  system  of  reporting,  freight  which  has  gone  astray  is  readily  found. 
The  question  of  loss  to  shippers  on  freight  which  is  not  found,  and  the  amount  of 
damages  to  bo  allowed  for  freight  so  reported,  is  a  matter  of  subsequent  investigation 
and  adjustment.  Freight  received  at  a  station  which  does  not  belong  there  is  at 
once  forwarded  to  the  proper  destination  if  known,  but  if  there  is  any  doubt  as  to 
where  it  belongs  the  agent  is  instructed  to  keep  it  until  he  receives  orders  to  forward 
it  to  some  other  station.  Regular  forms  are  provided  for  this  purpose,  and  when 
necessarj'"  a^esent  to  the  station  agent  from  the  general  offices  of  the  company,  order- 
ing the  movement  of  the  freight  to  some  other  station.  This  is  his  authority  for  so 
doing,  and  he  reports  the  movement  to  the  general  office  accordingly.  When  freight 
is  lost  and  not  found  by  an  ''  over"  report,  a  tracer  is  sent  out  as  below  described. 

TRACERS. 

It  is  the  custom,  where  freight  is  reported  bj--  station  agents  as  being  short,  for  the 
general  office — usually  the  claim  department — to  send  out  what  is  called  a  "  tracer." 
The  heading  on  a  tracer  sheet  reads  as  follows : 

Freight  agents  at  stations  named  "below  will  make  careful  search  through  their 
freight  house  and  report  promptly  hereon  whether  they  find  any  freight  unclaimed 
with  or  without  mark,  answering  the  following  description. 

The  blank  then  provides  for  the  description  of  the  shipment.  This  form  is  first 
sent  to  the  station  at  which  the  freight  was  received  for  shipment.  Space  is  pro- 
vided for  the  agent  to  state  whether  the  freight  is  at  his  station  or  not ;  if  in  the  neg- 
ative, it  is  then  passed  to  the  next  station,  and  so  on  until  it  reaches  the  end  of  the 
road.  AVith  the  tracer  is  sent  a  copy  of  the  way-bill  showing  the  initial  and  number  of 
the  car  in  which  the  freight  started.  If  the  tracer  fails  to  locate  the  property  at  any  of 
the  stations  on  the  line  of  the  first  carrier  the  papers  are  referred  to  the  connecting 
road  to  which  the  freight  was  understood  to  have  been  transferred,  and  a  similar 
tracer  is  forwarded  until  the  goods  are  traced  to  their  destination.  A  regular  form  of 
tracer  is  used  between  conuectingroads  to  showthe  date  of  the  transfer  of  goods,  and 
further  particulars  regarding  the  shipment. 

A  book  is  also  kept  in  the  claim  department  containing  a  description  of  the  ship- 
ments f  jr  which  tracers  have  been  made,  the  date  the  tracer  was  started,  and  result 
of  tracing — whether  the  goods  were  found,  if  not,  how  the  matter  was  adjusted. 

CORRECTION   SHEETS. 

When  an  agent  at  a  receiving  station  discovers  an  error  in  the  waybills  of  freight 
received,  a  ''correction  sheet"  is  made  and  forwarded  to  the  agent  at  the  billing 
point,  and  a  copy  is  also  sent  to  the  auditor.  In  the  same  manner  if  the  agent  at  a 
forwarding  station  discovers  after  the  freight  has  been  way-billed  that  there  was  an 
error  in  the  rate  or  computation  of  the  earnings,  he  at  once  makes  a  "correction 
sheet"  and  forwards  the  same  to  the  agent  at  destination,  and  a  copy  to  the  auditor. 

When  the  reports  of  agents  for  freight  forwarded  and  freight  received  reacli  the 
auditor's  office  they  are  examined,  and  if  errors  of  any  kind  are  found  by  the  auditor's 
office,  a  "  correction  sheet"  is  made  and  copy  of  same  is  forwarded  to  the  agent  at 
starting  point  and  to  the  agent  at  destination,  and  their  records  are  adjusted  accord- 
ingly. 

If  corrections  are  made  upon  through  billing  it  is  the  custom  also  to  send  correc- 
tions to  the  agents  of  connecting  roads  to  which  traffic  was  delivered,  so  that  the 
proper  charges  may  bo  collected  at  destination.  If  the  traffic  is  covered  by  a  fast 
freight-line  way-bill  it  is  also  necessary  to  advise  the  counting  office  of  the  fast 
freight  line  of  any  changes  necessary  in  such  billing. 
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UNDER-AND-OVER-CHARGE    REPORT. 

At  many  of  the  large  stations  the  errors  made  in  the  billing  frequently  aggregate 
large  sums.  Where  these  errors  affect  the  amount  of  charges  to  be  collected  they  are 
adjusted  before  the  freight  is  delivered.  This  may  not  always  be  possible,  and  an 
account  is  kept  which  is  termed  an  **  uuder-aud-over-charge  account,"  and  at  the 
end  of  each  month  the  agents  are  required  to  make  a  report  of  such  ^*  under-and- 
over-charges,"  showing  the  difference  which  may  appear  as  a  debit  or  credit  to  their 
accounts.  If  an  agent  from  this  cause  becomes  indebted  to  the  company,  and  such 
indebtedness  can  not  be  otherwise  adjusted,  a  voucher  is  passed  for  the  purpose  of 
balancing  the  account,  such  voucher  being  termed  '' re-imbursement  voucher,"  and 
record  of  the  same  may  be  found  in  the  auditor's  office. 

FREIGHT  EXPENSE   BILL, 

When  freight  is  received  at  a  station  the  agent  makes  what  is  termed  an  "expense 
bill."  This  gives  a  description  of  the  consignment,  and  should  correspond  with 
the  way-bill  and  agent's  record  of  freight  received,  showing  the  weight,  rate,  and 
amount  of  charges  to  be  collected.  When  the  freight  is  delivered  the  charges  shown 
by  the  "expense  bill"  should  be  paid  by  consignee,  who  retains  the  "expense  bill" 
as  a  receipt  for  the  payment  of  the  charges.  The  "  expense  bill"  is  required  by  the 
railroads  to  be  produced  to  show  what  payment  was  made  by  consignee  in  case  of 
any  subsequent  claim  or  controversy  as  to  rates,  or  other  questions  arising  in  connec- 
tion with  a  shipment. 

MEMORANDUM  AGREEMENT. 

It  is  the  custom  to  require  the  prepayment  of  freight  charges  on  all  perishable 
property.  Sometimes  this  practice  is  waived  by  the  railroad  companies,  and  when  it 
is  the  shipper  gives  a  guaranty  that  if  the  freight  charges  are  not  paid  by  the  con- 
signee at  destination  they  will  be  paid  by  the  shipper.  A  regular  form  is  used  by 
the  railroads  for  this  guaranty. 

RELEASE. 

Certain  articles  of  freight,  as  specified  by  the  classification  governing,  will  not  be 
shipped  unless  a  "release"  from  all  damage  in  the  transportation  of  such  articles  is 
given  by  the  shipper.  For  this  purpose  a  regular  form  is  used,  and  when  signed  by 
the  shipper  "  releases  "  the  railroad  from  certain  liabilitiec. 

LIVE-STOCK   CONTRACT. 

For  all  shipments  of  live-stock  most  roads  have  a  form  of  contract  which  states 
certain  conditions  under  which  live-stock  will  be  transported.  The  value  of  the  live- 
stock is  stipulated  in  tlie  case  of  injury  ;  it  also  states  that  the  shipper  is  to  load, 
feed,  and  water  stock,  and  contains  rules  regarding  the  passing  of  men  in  charge  of 
live-stock. 

MISCELLANEOUS    BLANKS. 

At  some  stations  a  form  of  receipt  is  used  to  be  sigued  by  consignee  for  the  delivery 
of  the  goods  ;  there  are  also  books  for  this  purpose. 

At  the  larger  stations  when  freight  is  received  it  is  the  custom  to  notify  the  con- 
sif^nee,  by  postal  card  or  otherwise,  of  the  arrival  of  his  goods.  In  New  York,  where 
the  delivery  of  the  freight  is  to  be  completed  by  lighter,  it  is  the  custom  to  notify 
the  consignee  that  goods  are  ready  for  delivery  and  will  be  transferred  to  the  depots 
of  the  road  receiving  same  unless  the  consignee  notifies  the  road  that  delivery  is  pre- 
ferred at  some  other  point  within  the  lighterage  limits. 

Most  of  the  trunk  roads  at  New  York  have  consigned  to  them  direct  from  foreign 
ports  traffic  for  shipment  to  interior  points  in  the  United  States.  Such  traffic  is 
termed  "Foreign  Freight,"  and  separate  reports  are  made  by  agents  at  forwarding 
stations  of  such  freight.     Forms  are  specially  provided  for  this  purpose. 
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ACCOUNTS   AT  JUNCTION   POINTS. 

Tlio  process  of  passint;  or  transferrin  <jf  freij^ht  from  one  road  to  another  at  junction 
points  is  governed  by  the  character  and  voltiine  of  business  at  such  points.  Buffalo 
is  a  large  junction  point  as  well  as  a  large  local  st  ition.  Freight  is  transferred  at 
that  point  between  several  railroads,  between  the  railroads  and  the  lines  operating 
on  the  lakes,  and  between  the  canal  and  the  lake  lines.  The  methods  for  the  expe- 
ditious movement  of  through  freight  at  Buffalo  are  under  the  general  supervision  of 
what  is  called  the  '^  Buffalo  local  committee,"  composed  of  agents  of  the  different 
roads  connecting  at  Bufi'alo,  under  the  direction  of  the  Central  Traffic  Association. 
Similar  committees  have  supervision  of  the  business  at  other  important  junction 
points. 

Nearly  all  of  the  eastern  roads  delivering  freight  to  western  roads  have  yards  ad- 
joining those  of  their  connections,  so  that  for  solid  car-load  freight  the  actual  transfer 
is  made  simply  by  the  change  of  engine  and  crews.  In  the  vicinity  of  Buffalo  are 
Black  Rock  and  Suspension  Bridge,  both  terminal  points  of  the  eastern  and  western 
roads.  la  order  to  connect  with  the  western  roads  which  have  their  freight  terminus 
at  either  of  these  points,  the  eastern  roads  will  way-bill  their  freight  to  the  point  neces- 
sary to  make  the  direct  connection.  For  example,  if  freight  from  the  east  is  routed 
via  the  Lake  Shore  road  from  Buffalo,  it  would  be  way-billed  by  the  eastern  road  to 
Buffalo  ;  if  the  same  eastern  road  had  freight  for  the  Grand  Trunk  Railway,  it  would 
be  way-billed  to  Suspension  Bridge ;  if  for  delivery  to  the  lake  lines,  it  would  be 
way-billed  to  the  particular  local  station  in  Buffalo  nearest  the  wharves  of  the  con- 
necting lake  line.  Traffic  coming  east  is  way-billed  to  the  point  near  Buffalo  at 
which  direct  connection  is  made  with  the  eastern  road  over  which  the  freight  is 
consigned.  Grain  from  the  lake  lines  passes  into  the  elevators  and  then  to  the 
cars.  The  live-stock  traffic  coming  eastward  is  all  way-billed  to  the  stock-yards  at 
East  Buffalo.  All  of  the  railroads  entering  Buffalo  have  trackage  arrangements  by 
which  they  can  reach  the  stock-yards,  and  if  the  stock  is  unloaded  for  any  reason 
from  the  cars  of  the  western  roads  they  can  be  reloaded  at  the  stock-yards  into 
the  cars  of  the  road  over  which  they  are  consigned. 

For  freight  passing  West  on  a  through  way-bill  no  new  way-bill  would  be  made  at 
Buffalo;  the  original  bill  or  running  card  would  pass  Buffalo  with  the  freight.  For 
such  freight  the  agent  at  Buffalo  would  record  its  arrival  upon  ''Agent's  Record 
of  Freight  Received,"  designating  it  as  passing  through,  and  a  corresponding  report 
would  be  made  to  the  auditor  of  each  day's  business.  A  form  of  receipt,  which  is 
called  by  some  a  "Transfer  Slip,"  or  a  "Transfer  Way-bill,"  would  be  made  by 
the  agent  of  the  eastern  road,  giving  a  description  of  the  goods,  way-bills,  etc.,  and 
signed  by  the  agent  of  the  connecting  road  forwarding  the  freight.  At  some  stations 
a  book  is  kept  for  this  purpose.  At  other  stations  an  order  is  given  to  the  yard  mas- 
ter in  charge  of  switching  that  certain  cars  are  ready  for  delivery  to  a  connecting 
road.  When  the  switching  is  done  a  receipt  is  signed,  which  becomes  the  agent's  re- 
ceipt for  the  delivery  of  the  cars  to  the  connecting  road.  A  record  of  some  sort  may 
be  found  at  junction  points  showing  delivery  of  all  freight  to  or  received  from  con- 
nections. 

When  freight  is  way-billed  through,  and  is  moving  under  a  "running  card"  or 
"loaded  car  ticket,"  such  car-ticket  moves  with  the  freight  to  junction  point.  Upon 
the  backs  of  these  car  tickets  is  a  space  which  is  required  to  be  filled  up  by  the  freight- 
train  conductors,  showing  the  movement  of  the  cars.  It  is  therefore  an  easy,  matter 
to  trace  the  actual  movement  of  all  traffic  which  may  be  covered  by  a  through  way- 
bill, and  to  ascertain  the  exact  time  it  reached  and  left  a  junction  point,  as  the  run- 
ning cards  may  be  found  on  file  in  the  auditor's  office. 

The  manner  of  unloading  package  freight  at  junction  points  depends  entirely  upon 

the  character  of  the  freight  and  the  quantity.     When  loading  mixed  car-loads  at  the 

eastern  cities  for  western  points  an  attempt  is  made  to  keep  together  all  freight  for 

common  destinations,  in  order  to  avoid  the  reloading  at  the  j  unction  point.     West 
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of  Buffalo  there  area  great  many  points  wbich  are  called  "  Through  Billing  Points," 
priucipally  the  cities  and  the  larger  towns,  and  freight  destined  for  smaller  towus 
throughout  the  western  States  is  way-billed  through  and  loaded  in  cars  for  the  larger 
points  to  which  there  is  generally  sufiQcient  freight  to  make  a  car-load.  Package 
freight  destined  for  points  beyond  Buffalo  which  are  not  through  billing  points 
would  be  transferred  to  the  proper  connecting  road  at  Buffalo.  The  manner  in  which 
these  transfers  are  actually  made  varies,  owing  to  the  arrangements  which  may  be 
made  between  the  local  agents  at  Buffalo,  such  arrangements  being  usually  with  a 
view  to  make  the  labor  as  light  as  i)ossible,  and  facilitate  the  quick  movement  of 
freight.  Thus,  if  the  New  York  Central  road  had  package  freight  in  several  cars  ar- 
riving at  Buffalo,  and  that  freight  occupied  the  greater  portion  of  several  cars,  all 
such  cars  might  be  switched  to  the  station  of  the  connecting  road;  or  if  there  was 
sufficient  freight  in  several  cars  of  the  New  York  Central  road  consigned  to  the  Lake 
Shore  road,  such  freight  would  be  concentrated  into  one  car  and  the  car  turned  over 
to  the  Lake  Shore  road. 

The  accounting  in  billing  offices  with  respect  to  package  freight  not  billed  through 
is  the  same  as  if  the  freight  became  a  new  shipment  from  Buffalo  ;  that  is,  the  rec- 
ords in  the  office  of  the  New  York  Central  Railroad  would  show  its  arrival  at  Buffalo, 
and  the  records  of  the  connecting  road  would  show  it  as  having  been  forwarded  from 
Buffalo.  The  agent,  of  the  New  York  Central  and  Hudson  River  Railroad  would  col- 
lect his  freight  from  the  agent  of  the  Lake  Shore  road  the  same  as  from  a  consignee 
at  Buffalo.  At  junction  points,  where  the  interchange  business  is  large,  there  is 
usually  an  open  money  account  between  the  agents.  The  New  York  Central  agent 
becomes  daily  indebted  to  the  agent  of  the  Lake  Shore  Railroad  for  the  charges  on 
freight  delivered  by  the  Lake  Shore  agent,  which  would  be  collected  by  the  New 
York  Central  road  at  destination,  and,  vice  versa,  the  Lake  Shore  agent  is  indebted 
to  the  New  York  Central  agent  for  the  charges  on  freight  delivered  by  the  New  York 
Central  to  the  Lake  Shore.  When  the  freight  is  transferrer!,  each  charges  or  credits 
the  other,  as  the  case  may  be,  and  at  the  end  of  the  day  or  week,  as  may  be  agreed, 
the  balance  is  struck  and  money  exchanged.  Blanks  and  books  are  kept  for  this 
purpose. 

If  any  question  should  arise  with  respect  to  a  shipment  of  freight  from  the  east,  there 
■would  be  no  difficulty  in  tracing  the  actual  movement  and  charges  on  such  freight. 
The  records  to  be  referred  to  at  the  junction  point  are: 
First.  At  the  receiving  station : 

Agent's  Record  of  Freight  Received. 

The  Transfer  Slip,  the  Transfer  Way-bill,  or  the  Receipt-Book,  showing  the  re- 
ceipt by  the  agent  of  connecting  road  for  such  freight. 

The  Agent's  Report  to  Auditor  of  Passing  Freight. 
Second.  At  the  forwarding  station  of  the  connecting  road. 

Agent's  Report  of  Freight  Forwarded. 
And  to  further  prove  the  movemeut  of  a  particular  car  there  should  also  be  found 
the  report  of  the  agent  to  the  car  record  office,  showing  the  departure  of  the  car  by 
number. 

If  the  freight  was  covered  by  a  through  line  bill  of  one  of  the  fast  freight  lines, 
and  this  fact  being  known,  the  same  reports  should  be  referred  to  as  made  by  the 
agents  upon  the  blanks  of  the  particular  fast  freight  line  by  which  the  shipment  was 
made. 

For  freight  received  at  Buffalo  by  the  agent  of  the  New  York  Central  road  intended 
for  delivery  to  the  lake  lines,  the  New  York  Central  agents  keep  the  same  records 
and  make  the  same  reports  as  for  freight  delivered  to  connecting  roads.  Solid  car- 
loads of  freight  may  be  delivered  to  the  wharves  of  the  lake  lines  and  the  freight  is 
then  transferred  to  the  boats  and  new  way-bills  are  made. 

Grain  from  the  lake  lines  destined  east,  passing  into  the  elevators,  is  entered  upon 
the  records  at  the  elevators  and  settlements  made  with  the  vessels ;  these  settlements 
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embrace  the  charges  for  freight,  elevation,  Hhovoliiig   and  shortage,  regular  bhiiiks 
being  used  for  this  purpose. 

The  Association  of  Aniericaa  Railwi\y  Accountants  are  now  considering  the  subject 
of  through  billing,  and  as  this  will  necessitate  changes  of  accounts  at  junction  points, 
an  eifort  will  be  made  to  keep  informed  as  to  the  introductiou  of  new  methods  of 
accounting  at  such  points. 

CLAIMS    AND    VOUCHERS. 

The  general  freight  office  or  the  claim  department,  which  is  under  the  supervision  of 
the  general  freight  agent,  is  constantly  in  receipt  of  claims  presented  by  shippers  for  a 
refund  of  freight  charges  arising  from  loss  or  damage  or  from  over  charges  due  to  errors 
in  rates  or  weights.  It  is  the  duty  of  the  claim  department  to  examine  and  adjust 
such  claims.  When  a  shipper  has  a  claim  against  a  railroad  company  it  is  usually 
j)resented  to  the  agent  of  the  company  where  the  freight  was  delivered,  or  lo  the 
general  freight  agent  of  the  company.  Before  such  claims  will  receive  the  attention 
of  the  claim  department,  it  is  the  custom  to  require  the  claim  to  be  accompanied  by 
a  copy  of  the  bill  of  lading,  the  expense  bill,  and  all  other  papers  fully  explaining  the 
nature  of  the  overcharge.  Record  of  the  claim  is  then  made  in  the  office  of  the  claim 
department,  in  a  book  called  the  ^' claim  register."  The  matter  is  then  investigated 
and  if  it  is  found  that  the  claim  is  one  which  is  entitled  to  a  refund  a  voucher  is  drawn 
for  the  amount  due.  Before  the  voucher  can  be  finally  settled  it  must  be  approved 
by  the  officer  in  charge  of  the  claim  department,  the  general  freight  agent,  the 
general  manager,  or  other  official  assigned  that  duty.  As  the  auditor  of  the  road 
keeps  a  record  of  all  expenditures,  vouchers  or  claims  before  paid  pass  through  his 
office,  where  a  record  is  made  of  them  in  what  is  termed  the  ''  voucher  record  book," 
which  shows  a  synoposis  of  the  claim,  in  whose  favor  the  voucher  is  drawn,  amount, 
etc.;  the  vouchers  are  then  by  him  approved. 

With  some  roads  the  vouchers  for  the  payment  of  claims  are  approved  by  only  one 
or  two  officials,  while  with  others  they  pass  through  the  hands  of  several.  One  road 
has  what  is  termed  an  ''  auditing  committee."  After  vouchers  have  been  approved 
by  the  claim  and  freight  departments  of  this  road  they  are  placed  before  the  audit- 
ing committee,  which  is  composed  of  the  president,  vice-president,  and  general 
manager.  Claims  of  every  nature  requiring  the  payment  of  money  are  approved  by 
this  committee  before  paid.  They  are  then  forwarded  to  the  treasurer's  office,  where 
a  record  is  made  of  them  in  a  book  entitled  "  register  of  paid  vouchers,"  and  a  check 
is  drawn  for  the  amount.  It  is  the  custom  of  the  same  road  to  pay  every  claim  by 
check,  so  that  with  respect  to  all  claims  and  settlements  with  shippers  or  roads  a 
record  is  to  be  found  in  the  check-book. 

With  other  roads  the  vouchers  for  claims  are  made  in  the  general  freight  agent's 
office,  and  sent  to  the  office  of  the  auditor  of  disbursements  for  approval;  a  record 
is  then  made  of  them,  and  the  vouchers  are  sent  to  the  treasurer's  office  for  payment. 
For  advertising  on  account  of  passenger  business  voucher  for  the  expense  would  bo 
made  by  the  general  passenger  agent,  approved  by  him  and  the  auditor,  and  sent 
to  the  treasurer  for  payment.  For  supplies  the  vouchers  are  generally  accompanied 
by  the  bill  and  drawn  by  the  officer  in  charge  of  the  department  making  the  pur- 
chase. 

Another  road  uses  what  is  called  a  *'bill,"  which  is  required  to  be  filled  out  by 
parties  having  any  claims  for  settlement  with  the  company.  These  bills  are  made 
out  and  with  them  also  a  voucher  ;  both  are  filled  in,  giving  in  detail  a  description 
of  the  claim,  and  in  the  case  of  a  purchase  the  description  of  the  articles  and  the 
amount.  When  the  bill  has  been  accepted  and  the  voucher  properly  approved  by 
the  officials  of  the  various  departments,  according  to  the  character  of  the  bill,  the 
voucher  is  forwarded  to  the  party  in  whose  favor  it  is  made.  The  voucher  itself  is 
a  draft  upon  a  National  Bank,  and  when  presented  at  the  bank  properly  signed  will 
be  paid.  In  the  office  of  the  auditor  of  disbursements  is  retained  the  original  copy 
of  all  bills  from  which  the  vouchers  are  made.    These  bills  are  filed  in  a  systematic 
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order.  There  is  also  kept  a  book  called  a  ''  register  of  vouchers,"  which  shows  the 
date  of  the  voucher,  in  whose  favor  it  is  made,  the  amount,  and  a  reference  number 
to  the  original  bill  which  shows  ali  details  connected  with  it.  All  vouchers  pre- 
sented at  the  bank  for  payment  are  retained  by  the  bank  and  at  stated  periods  re- 
turned to  the  treasurer's  office  and  passed  to  the  auditor  of  disbursements,  who  then 
makes  record  upon  the  "voucher  register"  to  the  effect  that  they  have  been  paid; 
so  that  it  is  possible  for  the  auditor  of  disbursements  to  determine  at  any  time  what 
vouchers  remain  outstanding  unpaid,  and  records  of  all  payments  of  whatever  nature 
made  by  this  road  is  to  be  found  in  the  same  office. 

With  all  roads  a  record  of  vouchers  drawn  and  approved  should  be  found  both  in 
the  office  of  the  general  freight  agent  or  claim  department,  and  in  the  office  of  the 
auditor,  and  the  books  containing  these  records  are  usually  called  "  voucher  regis- 
ter," or  •'  voucher  record  book."  There  should  also  be  found  in  the  treasurer's  office 
a  record  of  every  voucher  paid. 

When  a  shipment  is  made  under  a  fast  freight  line  billing,  claims  are  frequently 
made  direct  upon  the  fast  freight  line  offices.  The  methods  of  these  offices  in  hand- 
ling aud  approving  the  claims  are  practically  the  same  as  those  of  the  railroads. 
After  they  have  been  approved  they  are  paid  direct  from  theofficesof  the  fast  freight 
lines.  At  the  end  of  the  month,  when  an  accounting  is  had  between  the  railroads 
and  the  fast  freight  lines  for  the  adjustment  of  earnings,  etc.,  all  claims  paid  by  the 
fast  freight  lines  are  charged  against  the  roads  over  which  the  freight  passed,  upon 
the  same  basis  upon  which  the  earnings  would  be  divided.  The  vouchers  of  all 
clakns  for  overcharge,  loss,  or  damage  are  submitted  to  the  freight  agents  of  the 
different  roads  for  approval,  and  are  then  passed  upon  at  a  monthly  meeting  and  the 
payments  audited  and  approved  by  the  persons  representing  the  different  roads  mem- 
bers of  the  line. 

With  some  roads  the  form  of  voucher  is  alike  for  all  expenditures ;  the  particulars 
in  each  case  are  required  to  be  written  in.  With  other  roads  a  separate  form  is  made 
for  each  class  of  regular  payments  ;  one  road  has  the  following  forms  ; 

General  form  for  miscellaneous  expenditures. 

Form  for  loss  or  damage  to  freight. 

I'orm  for  claims  for  personal  injury,  or  damage  to  property. 

Forms  for  claims  for  overcharge. 

Form  for  payment  of  car  mileage. 
Owing  to  the  long  time  which  is  necessary  for  the  examination  and  approval  of 
claims,  six  months  or  a  year  frequently  elapse  after  the  presentation  of  a  claim  legit- 
imately made  for  an  overcharge  before  payment  is  made.  This  is  suggested  as  a  dif- 
ficulty which  would  be  encountered  in  an  effort  to  ascertain  whether  at  any  subse- 
quent time  a  repayment  had  been  made  in  connection  with  any  particular  shipment. 
The  record  of  the  voucher  for  such  purpose  is  not  necessarily  connected  with  the 
record  of  the  original  payment  of  the  freight  charges.  The  voucher  record,  however, 
would  show  the  date  of  shipment  and  other  particulars  in  connection  with  the  bill- 
ing, and  should  also  fully  explain  what  the  payment  covers.  The  nature  of  the  pay- 
ment being  to  some  extent  known  there  should  be  no  difficulty  in  ascertaining  from 
the  records  of  the  auditor's  and  treasurer's  office  full  particulars  of  all  payments. 

CAR  MILEAGE. 

In  the  transportation  department  of  most  roads  is  a  subdivision  known  as  the  ^'  car 
record  office,  "  w^here  there  is  kept  a  record  of  the  daily  movement  of  all  cars  on  the 
line  of  the  road.  These  records  are  made  up  from  the  reports  furnished  by  conductors 
of  freight  trains,  and  agents  at  freight  stations.  Conductors  of  freight  trains  are 
required  to  report  the  movement  of  all  cars  in  their  train,  showing  from  what  station 
they  were  taken,  and  at  what  station  left.  The  agents  at  stations  are  required  to 
report  daily  the  number  of  cars  received  and  forwarded  from  their  stations.  From 
these  reports  the  car  record  office  has  knowledge  of  the  location  and  movement  of 
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every  car  on  the  line.  The  reports  made  by  contlnctors  of  the  movement  of  cars  are 
used  as  the  basis  for  computing  the  mileage  run  by  each  car.  A  book  is  kept  in  the 
car  record  office  into  which  is  entered  on  the  first  of  the  month  the  name  or  number 
of  the  station  at  which  each  car  is  located.  When  a  car  is  moved  the  conductor  re- 
ports its  movement  and  an  entry  is  made  in  the  book  referred  to  accordingly.  This 
book  being  divided  into  spaces  for  an  e(iual  number  of  days  of  the  month  will  show 
that  on  a  certain  day  a  car  was  at  one  station  and  that  on  a  later  day  it  was  at 
another  station,  and  soon,  showing  it  at  different  stations  as  often  as  so  reported 
nntil  it  had  passed  off"  the  road.  At  the  end  of  the  month  the  mileage  between  the 
various  stations  between  which  it  was  shown  the  car  had  passed  is  computed,  and 
the  total  mileage  run  by  each  car  is  obtained. 

The  records  are  arranged  so  that  the  cars  of  each  road  are  recorded  separately,  and 
at  the  end  of  the  month  the  mileage  of  each  car  is  computed  as  well  as  the  total  mile- 
age run  by  all  cars  of  each  road.  The  report  of  the  mileage  of  cars  is  made  in  the 
name  of  the  owner  of  the  car,  whether  it  be  a  railroad,  private  car  company,  or  an 
individual.  For  cars  in  the  fast  freight  line  service,  which  are  contributed  by  various 
railroads  and  owned  by  such  roads,  the  mileage  and  earnings  are  usually  reported 
direct  to  the  owners  of  the  cars;  It  is  known  that  one  of  the  fast  freight  lines  receives 
earnings  for  cars  in  the  line,  and  in  turn  settles  with  the  owners. 

It  is  the  custom  at  this  time  to  ])ay  mileage  on  cars  on  the  basis  of  a  certain  rate 
per  mile  haul.  For  a  long  time  past  the  Eastern  roads  had  been  considering  the  plan 
of  charging  for  the  use  of  cars  at  &  per  diem  rate  in  addition  to  a  small  charge  for 
mileage,  such  a  plan,  it  is  thought,  would  hasten  the  return  of  cars  to  owners  and  pre- 
vent them  from  being  used  by  railroads  and  shippers  for  storage  purposes,  as  well  as 
to  prevent  roads  with  insufficient  equipments  from  retaining  them  in  their  own  serv- 
ice. This  plan  was  given  a  trial  by  a  number  of  roads  and  for  some  reason  was  dis- 
continued, but  it  is  not  understood  that  it  has  been  permanently  abandoned. 

Settlements  for  the  payment  of  mileage  accounts  are  usually  made  between  rail- 
roads once  a  month.  With  roads  whose  debits  and  credits  show  nearly  an  equal 
amount  it  is  understood  accounts  are  allowed  to  stand  until  the  balance  becomes  im- 
portant in  amount,  when  it  is  then  paid.  At  the  end  of  ( he  month  a  statement  is 
made  up  from  the  records  referred  to  in  the  car  record  office,  and  by  the  official  in 
charge  of  that  office  forwarded  to  the  auditor's  office  for  approval.  With  some  roads 
a  voucher  for  the  amount  due  other  roads  is  made  in  the  car  record  office  and  passed 
with  the  statement  to  the  auditor's  office  ;  with  other  roads  the  vouchers  are  made 
in  the  auditor's  office  from  the  statement  furnished  by  the  car  record  office,  and  the 
vouchers  are  passed  to  the  treasurer's  office  where  check  is  made  and  forwarded  to 
each  company.  Another  form  of  settling  the  accounts  is  to  advise  each  company 
that  certain  money  is  due  it  on  account  of  car  mileage,  and  ask  them  to  make  a  draft 
for  that  amount. 

With  one  road  bills  for  the  payment  of  car  service  are  prepared  in  the  office  of  the 
general  superintendent  of  transportation  and  are  certified  to  as  correct  by  that  official 
individually.  From  these  bills  vouchi^rs  are  made  in  the  office  of  the  auditor  of  dis- 
bursements and  the  same  are  approved  by  the  comptroller.  Each  voucher  is  then 
forwarded  to  the  road  in  whose  favor  it  is  made,  and  that  .voucher  being  the  same  as 
a  bank  check  can  be  used  accordingly.  At  the  time  the  bills  are  prepared,  and  prior 
to  the  issuing  of  the  voucher,  the  office  of  the  general  superintendent  of  transporta- 
tion advises  the  owners  of  the  cars  of  the  amount  of  car  service  which  is  due  them, 
and  the  voucher  which  is  made  up  and  received  from  the  office  of  the  auditor  of  dis- 
bursements should  correspond  with  the  amount  shown  upon  the  advice  received  from 
the  office  of  the  general  superintendent  of  transportation. 

The  mileage  earned  by  private  car  companies,  or  cars  owned  by  individuals,  is  paid 
by  all  roads  in  the  same  manner  as  they  pay  mileage  for  cars  owned  by  other  rail- 
roads. 

At  the  office  of  one  company  it  was  observed  that  it  would  not  be  a  difficult  matter 
to  allot  an  arbitrary  mileage  as  having  been  earned  by  the  private  car  companies. 
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It  appeared  that  the  statemeuts  for  the  mileage  are  made  up  in  the  car  record  office, 
and  that  these  statements  (which  are  forwarded  to  the  auditor)  simply  gave  the  names 
of  the  owners  of  the  cars  and  the  totaliuimher  of  miles  their  cars  had  run  during  the 
month,  and  the  amount  of  money  they  had  earned  computed  at  the  agreed  rate  per 
mile.  It  was  understood  that  these  statements  as  rendered  from  the  car  record  office 
are  accepted  at  the  auditor's  office  as  being  final,  and  were  not  subject  to  any  process 
of  chesting.  It  was  noticed  that  the  mileage  earned  by  the  cars  of  one  of  the  large 
owners  of  refrigerator  cars  for  one  month  amounted  to  $1,800.  This  amount  was 
arrived  at  by  multiplying  by  three-fourths  of  a  cent  per  mile  the  number  of  miles 
necessary  to  make  that  amount.  As  there  was  no  check  upon  this  amount  these 
refrigerator  cars  could  as  well  have  been  credited  with  the  necessary  mileage  to  make 
the  amount  due  it,  $2,000,  or,  say,  |-2,500.  In  very  few  instances  do  owners  of  cars  have 
any  way  of  knowing  the  exact  mileage  which  their  cars  run  on  other  roads,  except 
the  statement  of  the  car  record  office  of  the  road  using  the  cars.  These  statements 
are  accepted  as  final,  and  it  was  not  observed  that  there  was  any  way  by  which  either 
the  auditor's  office  or  the  treasurer's  office  could  verify  the  amounts  which  the  ear 
record  office  reported  as  due  to  other  companies.  A  general  manager  or  other  superior 
officer  in  charge  of  the  car  department  could  stipulate  that  the  mileage  of  private 
cars  of  certain  owners  should  not  be  less  than  a  stated  number  of  mile«  each  month. 
Under  the  arrangement  of  the  road  in  question  ib  would  not  be  a  difficult  matter  to 
have  the  views  of  the  management  met  in  this  respect.  The  increase  of  a  few  hundred 
miles  on  the  statement  made  in  the  car  record  office  would  easily  accomplish  this  re- 
sult, and  the  knowledge  of  it  need  not  extend  beyond  the  car  record  office. 

GENERAL  REMARKS. 

If  for  any  reason  it  became  necessary  to  investigate  the  records  of  a  railroad  to  as- 
certain the  movement  and  charges  upon  any  particular  shipment,  there  should  be  no 
difficulty  in  readily  obtaining  all  the  records  which  would  in  any  way  show  the  bill- 
ing of  such  freight.  Taking  as  an  illustration  for  this  purpose  a  shipment  from  New 
York  via  the  Red  Line  to  Chicago,  the  following  records  would  be  referred  to : 

(1)  The  shipping  receipt  as  issued  by  the  agent  at  the  New  York  Central  for- 
warding station. 

(2)  The  bill  of  lading. 

These  should  show  the  date  when  the  goods  were  delivered  at  the  forwarding  sta- 
tion.    Knowing  the  date,  reference  would  then  be  made  to  the  following : 

(3)  Copies  of  the  way-bills  in  the  billing  station. 

(4)  Agent's  record  of  freight  forwarded. 

These  should  show  a  full  description  of  the  shipment,  together  with  the  weight, 
rate,  and  charges,  and  should  also  show  the  number  and  kind  of  car  into  which  the 
freight  had  been  loaded.     Following  these  there  should  be— 

(5)  Report  from  the  agent  to  the  car  record  office. 

This  would  show  the  number  of  the  particular  car  into  which  the  freight  was 
loaded ;  also  show^ing  that  the  car  had  left  the  station  on  a  certain  date.  There  should 
also  be  found  in  the  car  record  office— 

(6)  A  report  from  the  freight-train  conductor. 

The  report  of  the  freight-train  conductor  would  show  that  the  car  in  question  was 
in  his  train,  and  that  it  left  the  station  at  a  certain  time.  Allowing  the  usual  time 
for  the  car  to  reach  Buffalo,  reference  would  then  be  made  to— 

(7)  The  Buffalo  agent's  record  of  freight  received,  or  the  Buffalo  agent's  record 
of  passing  freight. 

Either  of  the  above  would  show  that  the  car  and  the  freight  had  arrived  at  Buffalo. 
It  being  a  solid  car,  it  would  only  then  be  necessary  to  trace  the  movement  of  the  car 
by  number.     Reference  could  then  be  made  to — 

(8)  The  records  of  copies  of  the  transfer  slip  or  transfer  way-bill, 
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which  woiihl  show  that  the  car  had  been  actually  transferred  to  the  connecting  road. 

(9)  The  agent's  record  of  freight  forwarded 

of  the  connecting  road  would  show  the  departure  of  the  car,  and  such  departure 
would  also  appear  upon — 

(10)  The  freight-train  conductor's  report  of  cars  moving  as  made  to  the  car 
record  office  of  the  connecting  road. 

At  Chicago  the  agent  of  the  connecting  road  would  also  report  in  his  record  of 
freight  received  this  car  and  all  the  details  of  the  shipments  it  contains.  If  the 
freight  was  consigned  to  a  Chicago  merchant  there  would  he  made  out  upon  its 
arrival  a  notice  to  the  consignee  that  his  freight  had  arrived,  and  the  expense  bill. 
When  the  freight  was  delivered  a  receipt  would  be  taken  for  such  delivery,  either 
upon  a  blank  form  or  in  a  book  provided  for  that  purpose.  The  way-bill  at  the 
starting  point  being  the  original  paper  on  which  the  freight  is  received,  an  examina- 
tion of  this  in  connection  with  the  tariffs  covering  the  same  points  would  show 
whether  the  freight  had  baen  properly  classified  and  correct  charges  on  the  shipment 
had  been  made. 

With  the  records  here  mentioned  there  should  be  no  difficulty  in  tracing  a  ship- 
ment through  all  the  records  which  it  may  pass  from  point  of  shipment  to  point  of 
destination,  whether  it  be  moved  as  a  solid  car-load  or  a  package  shipment.  These 
records  would  show  how  the  shipment  was  actually  way-billed  and  what  charges  were 
collected ;  whether  there  was  any  subsequent  reduction  of  these  charges  is  a  matter 
which  would  not  necessarily  appear  on  the  face  of  the  billing,  and  could  only  be  as- 
certained from  the  records  of  the  companies  showing  money  payments,  such  as 
vouchers,  claims,  etc.  The  method  of  ascertaining  information  in  this  respect  has 
been  referred  to  under  the  heading  of  "  claims  and  vouchers." 

The  information  gathered  at  the  various  places  visited  would  allow  more  detail  to 
be  given  for  the  several  subjects  referred  to ;  but  for  the  purpose  of  this  report  it  does 
not  appear  necessary,  it  being  thought  sufficient  to  indicate  what  records  would  be 
of  service  to  the  Commission  for  the  purpose  of  being  informed  as  to  the  methods  of 
any  carrier  concerning  its  manner  of  shipping  freight,  collecting  charges,  etc.,  and 
performing  all  service  connected  therewith.  It  is  thought  that  the  various  forms  and 
the  comments  pertaining  thereto  as  mentioned  will  give  this  information. 

There  are  many  other  matters  connected  with  the  general  subject  here  treated  of, 
and  to  which  some  attention  was  given  at  the  various  points  visited.  Many  of  these 
have  at  different  times  come  before  the  Commission,  and  quite  full  information  re- 
specting them  may  be  found  in  the  testimony  of  cases  on  file;  they  are,  therefore, 
not  here  especially  referred  to.     Some  of  these  subjects  are  here  mentioned,  viz : 

Cartage  charges,  switching  charges,  terminal  charges,  mileage  rates  on  refrig- 
erator cars  and  tank  cars,  demurrage  rules,  lighterage  rules,  milling  in  transit, 
weighing  and  handling  live-stock,  inspection  and  weighing  bureau,  uuderbilling, 
short  billing,  manipulation  of  rates,  commodity  tariffs,  foreign  bills  of  lading,  ex- 
port traffic,  lake  and  rail  traffic. 

C.  C.  McCain, 

Auditor, 


'  Appendix  6. 

Interstate  Commerce  Commission, 

Washington,  April  10,  1889. 
To  the 


On  the  26th  day  of  October,  1888,  a  circular  was  seut  to  you  by  the 
Interstate  Commerce  Commission,  calling  your  attention  to  the  pro- 
visions of  an  act  of  Congress,  approved  August  7,  1888,  entitled  "An 
act  supplementary  to  the  act  of  July  1,  1862,  entitled  *  An  act  to  aid  in 
the  construction  of  a  railroad  and  telegraph  line  from  the  Missouri 
Eiver  to  the  Pacific  Ocean,  and  to  secure  to  the  Government  the  use 
of  the  same  for  postal,  military,  and  other  purposes,'  and  also  of  the  act 
of  July  2,  1864,  and  other  acts  amendatory  of  said  first- named  act," 
of  which  act  a  copy  was  also  transmitted  to  you. 

You  were  requested  by  that  circular,  with  all  reasonable  promptitude, 
to  comply  with  certain  specified  provisions  of  said  act,  by  filing  copies 
of  contracts  mentioned  in  the  sixth  section  of  the  act,  and  also  certain 
reports,  required  by  the  act,  with  the  Interstate  Commerce  Commis- 
sion. 

These  duties  not  having  been  complied  with,  you  are  now  requested, 
pursuant  to  said  act,  within  fifteen  days  from  the  receipt  by  you  of  this 
notice,  to  file  with  the  Interstate  Commerce  Commission  at  its  office  in 
the  city  of  Washington,  D.  C,  full  and  complete  reports  upon  the  fol- 
lowing subjects : 

First.  In  what  manner,  and  to  what  extent,  if  at  all,  you  comply  with 
the  first  section  of  the  said  act  of  August  7,  1888,  which  provides  *'that 
all  rfiilroad  and  telegraph  companies  to  which  the  United  States  has 
granted  any  subsidy  in  lauds  or  bonds  or  loan  of  credit  for  the  con- 
struction of  either  railroad  or  telegraph  lines,  which,  by  the  acts  incor- 
porating them,  or  by  any  act  amendatory  or  supplementary  thereto,  are 
required  to  construct,  maintain  or  operate  telegraph  lines,  and  all  com- 
panies engaged  in  operating  said  railroad  or  telegraph  lines  shall  forth- 
with and  henceforward,  by  and  through  their  own  respective  corporate 
officers  and  employes,  maintain  and  operate,  for  railroad,  governmental, 
commercial  and  alUother  purposes,  telegraph  lines,  and  exercise  by 
themselves  alone  all  the  telegraph  franchises  conferred  upon  them  and 
obligations  assumed  by  them  under  the  acts  making  the  grants  as  afore- 
said." 

Second.  Whether  any  telegraph  company  which  has  accepted  the 
provisions  of  Title  65  of  the  Eevised  Statutes,  and  if  so  what  company, 
has  extended  its  line  to  any  station  or  office  of  a  telegraph  line  belong- 
ing to  your  company,  and  whether  any  telegraph  company  that  has  so 
extended  its  line  has  formed  a  connection  for  the  prompt  and  conven- 
ient interchange  of  telegraph  business  between  said  companies;  and 
whether  you  so  operate  your  telegraph  lines  as  to  afford  equal  facilities 
to  all,  without  discrimination  in  favor  of  or  against  any  person,  com- 
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pan y  or  corporation  whatever;  and  wlietlier  you  receive,  deliver  and 
exchange  business  with  connecting  teU'graph  lines  on  equal  terms,  and 
affording  equal  facilities,  and  without  discrimination  for  or  against  any 
one  of  such  connecting  lines,  and  on  what  terms  such  exchanges  of 
business  are  made. 

Third.  Whether,  in  operating  your  railroad  or  telegraph  lines,  you 
refuse  or  fail,  in  whole  or  in  part,  to  maintain  and  operate  a  telegraph 
line  as  provided  in  the  first  section  of  the  act,  for  the  use  of  the  Gov- 
ernment or  the  public,  for  commercial  and  other  purposes,  without  dis- 
crimination; or  whether  you  refuse  or  fail  to  make  and  continue  such 
arrangements  for  the  interchange  of  business  with  any  connecting  tele- 
graph company. 

Fourth.  You  are  also  required  within  the  said  fifteen  days  to  file  with 
the  Commission  copies  of  all  contracts  and  agreements  of  every  descrip- 
tion existing  between  your  company  and  every  other  person  or  corpora- 
tion whatsoever  in  reference  to  the  ownership,  possession,  maintenance, 
control,  use  or  operation  of  any  telegraph  lines  or  property  over  or  upon 
its  rights  of  way. 

Fifth.  You  are  also  required  within  the  said  fifteen  days  to  file  with 
the  Commission  a  report  describing  with  sufficient  certainty  the  tele- 
graph lines  and  property  belonging  to  your  company,  and  the  manner 
in  which  the  same  are  being  used  and  operated  by  your  company,  and 
the  telegraph  lines  and  i)roperty  upon  its  right  of  way  in  which  an^^ 
other  person  or  corporation  claims  to  have  a  title  or  interest,  and  set- 
ting forth  the  grounds  of  said  claim,  and  the  manner  in  which  the  said 
lines  and  property  are  being  used  and  operated. 

Your  attention  is  called  to  a  provision  in  the  sixth  section  of  the  act^ 
as  follows : 

And  if  any  of  said  railroad  or  telegraph  companies  shall  refuse  or  fail  to  make  such 
reports  or  any  report  as  may  be  called  for  by  said  Commission,  or  refuse  to  submit  its 
books  and  records  for  inspection,  such  ne<::jlect  or  refusal  shall  operate  as  a  forfeiture, 
in  each  case  of  such  neglect  or  refusal,  of  a  sum  not  less  than  one  thousand  dollars 
nor  more  than  five  thousand  dollars,  to  be  recovered  by  Ihe  Attorney-General  of  the 
United  States,  iu  the  name  and  for  the  use  and  benefit  of  the  United  States;  and  it 
shall  be  the  duty  of  the  Interstate  Commerce  Commission  to  inform  the  Attorney- 
General  of  all  such  cases  of  neglect  or  refusal,  whose  duty  it  shall  be  to  proceed  at 
once  to  judicially  enforce  the  forfeitures  hereinbefore  provided. 

Edw.  a.  Moseley, 

Secretary, 
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Appendix   6a. 


Government- Aided  Telegraph  Lines. 


ANNUAL  report 


OP 


TO  THE 


Interstate   Commerce    Commission 


united  states. 


For  the  year  euding  June  30, 


[N"OTE.— This  form  shouhl  be  filled  ont  and  returned  to  the  Interstate  Commerce  Commission 
by  October  1,  1889.  It  is  believed  that  the  questious  asked  are  sufficiently  plain,  so  that  no 
detailed  instructions  are  needed.  In  case,  however,  any  question  is  not  understood,  a  letter 
of  inquiry  to  the  Interstate  Commerce  Commission  respecting  it  will  meet  with  ready  response.  | 
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HiSTOIlV. 


1.  Name  of  company  makinj;  this  report? 


2.  Date  of  organization  f 


3.  Under  laws  of  what  Government,  State,  or  Territory  organized  ?    If  more 
than  one,  name  all ;  give  reference  to  each  statute  and  all  amendments  thereof. 


4.  If  a  consolidated  company,  name  the  constituent  companies.  Give  ref- 
erence to  charters  of  each,  and  all  amendments  of  same.  If  successor  to  any 
other  company,  give  name  of  company  whose  franchises  or  rights  have  been 
acquired. 


5.  Date  and  authority  for  each  consolidation,  or  of  acquisition  as  successor 
of  any  other  company. 


6.  If  operated  by  another  telegraph  company,  give  name  of  such  company. 


7.  If  operated  by  a  railway  company,  give  name  of  such  company. 
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Organization. 


Name  of  directors. 

Post-office  address. 

Date  of  expiration  of  term. 

• 

> 

Officers. 

Titles. 

Name. 

Location  of  office. 

• 

Total  uumber  of  stockbolilerfl  at  date  of  last  election  ? 

Date  of  last  meeting?  of  stockholders  for  election  of  directors  ? 

Give  post-office  address  of  general  office. 

GOVl^KNMEN'r-AIDHl)     IKUXiKAPll    LINlvS.  2G9 

OrKKATINCi    A(ii:KKMKNTS. 


1.  Name  all  t ho  compauies  with  which  this  coiUpaiiy  Las  agrcoiiieiits  for  the 
interchange  of  business. 


2.  State  which  of  the  above-mentioned  agreements  are  in  the  form  of  ^vritten 
contracts,  and  designate  the  contracts  by  date  or  otherwise.  State  whether  such 
agreements  or  contracts  are  tiled  with  the  Interstate  Commerce  Commission. 


3.  State  the  points  at  which  the  lines  of  this  company  intersect  the  lines  of 
other  companies  with  which  business  is  not  exchanged. 


Government  Aid. 

1.  Give  date  of  any  subsidy,  grant,  or  aid  received  from  the  Government  for 
telegraph  purposes,  and  state  the  nature  and  extent  of  the  same. 


2.  State  the  nature,  extent,  and  value,  at  the  present  time,  of  any  property  or 
aid  acquired  irom  the  Government. 


3.  Stat(^  the  nature,  extent,  and  value,  at  the  present  time,  of  property  other- 
wise acquired  than  by  Government  subsidies. 
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Property  Opera ied. 

[Description  of  every  working  division  tlie  operations  of  ^hich  are  included  in  income  account. — 

Page  9. 1 


Name  of  line,  or  working 
division. 


Terminals. 


From— 


To— 


Wires  as  tliey 

are  used  at ' 

present  time. 
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Descriptiou. 

Par 
value  of 
shares. 

Total  par 

value 
author- 
ized. 

Total 
amount 
issued  and 
outstand- 
ing. 

Market  price  of 
shares. 

T)ividend.s  de- 
clared <luriug 
year. 

Juno  30, 

1889. 

Average 
for  year. 

Kate. 

Amount. 

G.ipi  al  stock  : 

Total  

iJantier  of  payment  for 
capital  stock. 

Number 
of  shares. 

Total 

cash  real 

ized. 

Date  of 
issue. 

1 
Authority  for  issue.          Kemarks. 

Issu-d  for  caih  : 

Conituon  ........   .... 

Preferred 

Issued  for  construction : 

Prefet  red  

Issued  for  dividends 

• 

Total 

1 
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Funded  Debt. 


Class  of 

bocd  or 

ol.iiiia- 

tion. 

Time. 

Amount 
of  au- 
thorized 
issue. 

1 

Amount 

out- 
standing. 

Cash  re- 
alized on 
amount 
issued. 

Interest. 

Dates 

of 
issue. 

When 
due. 

Amount 
issued. 

Rate. 

When 
pay- 
able. 

Amount 

accrued 

during 

year. 

Amount 
paiddur 
in-  year. 

1 
i 

RECAPITULATION  AND  APPORTIONMENT. 

Name  of  line. 

Capital  stock. 

Funded  debt. 

Current  lia- 
bilities. 

Total. 

Amount  per  milo 
of  lino. 

Miles. 

Amount. 

1 

■ 

• 

i 
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A. — Earnings. 

Earnings  from  operatiou. 

Items. 

Total. 

Receipts  from  messages- 

Transmitted,  for  llio  railways  . .... 

Transmitted,  for  private  parties        ..       .... 

Total  earnings  from  operation 

■ 

1 
■ 

1 

B.~  Expenses. 

Expenses  of  operation. 

Items. 

Total. 

Expended  for— 

Operation  of  line. ...   ......       ..            .              ... 

Maintenance  of  line 

Improvements  (if  charged  to  operating  expenses) 

Net  income  from  operation 

e,  Mis,  50 — .la 
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Income  Account. 


Total  earnings  from  operation 

Less  operating  expenses 

Net  income  from  operation 

Income  from  other  sources : 

From  bonds  owned 

From  stocks  owned 

Miscellaneous 

Total  from  other  sources — 

Total  income 

Deductions  from  income : 

Interest .♦ 

Taxes 

Kentals 

Other  fixed  cb;irges 

Total  deductions  from  income 

Net  income 

Dividends  per  cent.,  Preferred  Stock 
Dividends  per  cent.,  Common  Stock  . 
Other  payments  from  net  income 

Total 

Surplus  or  deficit  on  June  30, 1 888 

Surplus  for  year  ending  June  30,  1889 

Deficit  for  year  ending  June  30,  1889 


Items. 


Totals. 
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A. — Messaqes  transmitted. 


Number  of  Messages  transmitted  for  the  Press 

Number  of  Messages  transmitted  for  tbe  Government 

Number  of  Messages  transmitted  for  the  Railway  Service 

Number  of  Messages  transmitted  for  private  parties 

Number  of  Messages  transmitted  for  all  other  purposes 

Total  number  of  Messages  trausmiited 

Number  of  Franked  or  Free  Messages 

Number  of  Messages  exchanged  with  other  companies 

(Stating  the  nuiiiber  exchanged  with  each  company.) 


B. — Employes. 


Eank. 


General  Officers 

General  Office  Clerks 

Operators 

Messengers 

Linemen 

All  others. 


Higliest      I       Lowest 
number  em-  i  number  era- 
ployed  during  jiloyed  during 
year.  year. 


Average 
number  em- 
ployed during 
year. 


Annual 
payment,  in 
salar  es  or 

wages. 


c- 


Iccs  avd  instruments. 


Number  of  General  Offices 

Number  of  Branch  Offices 

Number  of  sets  of  Morse  Instruments 
Nuii-ber  of  sets  of  Other  Instruments 

Number  of  Cells  in  Batteries 

Number  of  Bynsmos ^ 
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State  of 


County  of 


We,  the  undersigned,  ,  president,  and ,  of  the 


pany,  on  our  oath  do  severally  say  that  the  foregoing  return  has  been  prepared, 
under  our  direction,  from  the  original  books,  papers,  and  records  of  said  com- 
pany ;  that  we  have  carefully  examined  the  same,  and  declare  the  same  to  bo  a 
complete  and  correct  statement  of  the  business  and  affairs  of  said  Company  in 
respect  to  each  and  every  matter  and  thing  therein  set  forth,  to  the  best  of  our 
knowledge,  information,  and  belief;  and  we  further  say  that  no  deductions 
were  made  before  stating  the  gross  earnings  or  receipts  herein  set  forth,  except 
those  shown  in  the  foregoing  accounts  ;  and  that  the  accounts  and  figures  con- 
tained in  the  foregoing  return  embrace  all  of  the  financial  operations  of  said 
Company  during  the  period  for  which  said  return  is  made,  • 


President, 
(or  other  Chief  Officer.) 


Treasurer, 
(or  otiier  Officer  iu  charge  of  the  Accounts.) 

Subscribed  and  sworn  to  before  me  this ,  day  of = — ,  lb'8     . 
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FREIGHT  CLASSIFICATIONS. 

At  this  time  it  may  be  said  that  there  are  but  three  freight  classifi- 
catioDS  ill  use  throcg^hout the  United  States,  viz: 

Tbe  Official  classification. 

The  Southern  liailway  and  Steam-ship  Association  classification. 

The  Western  classification. 

Tbe  Official  classification  is  almost  exclusively  used  by  railroads 
throughout  the  territory  east  of  Lake  Micliigau,  Chicago  and  the  Mis- 
sissippi River,  and  north  of  the  Ohio  and  Potomac  Rivers,  to  the  sea- 
board. 

The  Southern  Railway  and  Steam-ship  Association  classification  is 
applied  generally  by  roads  south  of  tbe  Ohio  River  and  east  of  the  Mis- 
sissippi River  to  tbe  sea-board. 

The  Western  classification  governs  in  the  territory  north  and  west  of 
Chicago,  west  of  a  line  drawn  from  Cbicago  to  St.  Louis,  and  west  of 
Mississippi  River,  St.  Louis  to  New  Orleans. 

In  each  of  the  three  divisions  of  territory  described  exceptions  to  the 
principal  classifications  are  made  by  State  commissions  and  by  indi- 
vidual roads  for  State  or  local  traffic.  Traffic  between  points  in  the 
different  territories  mentioned  is  taken  at  either  one  or  the  other  of  the 
leading  classifications;  for  example,  the  classified  traffic  from  the  At- 
lantic sea-board  points  to  the  Pacific  coast  is  carried  under  the  West- 
ern classification  ;  traffic  from  Chicago  to  Atlanta,  Ga.,is  carried  under 
the  Southern  Railway  and  Steam-ship  Association  classification.  Ex- 
ceptions are  also  made  to  each  of  these  classifications  for  articles  which 
are  usually  carried  at  commodity  rates,  such  as  coal,  iron,  oil,  live 
stock,  sand,  grain,  etc.  The  larger  portion  of  the  traffic  from  the  East 
to  the  Pacific  coast  is  forwarded  under  commodity  rates. 

In  the  Second  Annual  Report  of  tbe  Commission  reference  is  made 
to  some  of  the  classifications  used  independently  of  the  three  leading 
classifications.  In  these,  as  well  as  others  not  there  referred  to,  changes 
have  been  made  by  which  the  principal  classifications  have  taken  the 
placeof  the  local  classification.  The  following  statement  is  presented 
to  show  the  extent  of  these  changes,  and  also  what  classifications  are 
still  used  in  addition  to  the  leading  classifications : 

IN  TERRITORY  COVERED  BY  THE   OFFICIAL  CLASSIFICATION. 

Adirondack  Railway. — The  local  traffic  of  this  road  between  Saratoga 
and  North  Creek,  New  York,  is  covered  by  a  local  classification. 

Baltimore  and  Ohio  Railroad. — The  greater  part  of  the  traffic  of  this 
road  is  covered  by  the  official  classification.  Certain  exceptions  are 
made  for  local  traffic  where,  it  is  claimed,  they  are  obliged  to  make 
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lower  rates  on  low-class  freight.  These  rates,  it  is  understood,  are 
necessary  to  meet  the  rates  of  roads  not  interstate,  and  comi^etition  by 
certain  water  routes. 

Bridgton  and  Saco  River  Railroad. — This  is  a  short  road  in  Maine 
which  uses  the  local  classification  of  the  Maine  Central  liailroad,  with 
which  it  connects. 

Bangor  and  Piscataquis  Railroad. — Use  a  local  classification,  but  hope 
to  adopt  the  ofiScial  classification  as  soon  as  may  be. 

Boston  and  Maine  Railroad. — Local  traffic  over  the  eastern,  western, 
northern  and  Worcester,  Nashua  and  Portland  divisions  is  governed 
by  a  local  classification.  Local  traffic  over  southern  and  Passumpsic 
divisions  is  governed  by  official  classification  with  exceptions.  Traffic 
in  connection  with  the  Maine  Central  Eailroad  is  governed  by  the  Maine 
Central  Railroad  classification.  The  official  classification  isapplied  to  all 
through  traffic  in  connection  with  roads  using  the  official  classification. 

Canadian  joint  classification. — It  is  understood  that  a  classification 
bearing  this  title  is  used  by  the  Canadian  Pacific  Railway,  the  Canada  = 
and  Atlantic  line.  Grand  Trunk  Railway,  and  other  Canadian  roads, 
for  traffic  passing  between  points  in  Canada ;  for  business  interchanged 
between  points  in  the  United  States  and  points  in  Canada  the  official 
classification  is  applied. 

Cincinnati,  Washington  and  Baltimore  Railroad. — For  traffic  between 
local  points  on  the  line  of  this  road  a  local  freight  tariff  is  used  differing 
considerably  from  the  official  classification.  On  all  other  traffic  the 
official  classification  is  used. 

Cleveland,  Lorain  and  Wheeling  Railway. — At  this  time  this  railway 
uses  a  classification  between  local  points  on  its  own  line  differing  from 
the  official  classification.  Advices  have  been  received  that  on  January 
1,  1890,  the  local  classification  will  be  abandoned,  and  that  thereafter 
the  official  classification  will  apply  to  all  traffic  passing  over  this  road. 

Cumberland  and  Pennsylvania  Railroad. — This  is  a  short  road  in  Mary- 
land, connecting  with  the  Baltimore  and  Ohio  road,  which  uses  a  local 
classification. 

Delaware  and  Hudson  Canal  Company. — This  company  formerly  used 
a  local  classification  on  traffic  between  points  in  the  same  State.  Within 
the  last  year  they  have  abandoned  the  local  classification  and  are  gov- 
erned entirely  by  the  official  classification. 

Greemvich  and  Johnsonv tile  Railroad. — This  road  formerly  used  a  local 
classification,  but  its  traffic  is  now  subject  to  the  official  classification. 

Illinois  State  Commission. — The  railroad  commission  of  the  State  of 
Illinois  prescribe  a  classification  for  points  in  that  State  audit  is  under- 
stood that  for  such  traffic  the  roads  generally  use  that  classification.  It 
is  further  understood  that  where  rates  are  lower  when  made  under  the 
official  classification,  that  the  latter  is  used  instead  of  the  State  com- 
mission classification. 

Iron  Railway. — This  is  a  short  road  in  Ohio,  using  a  classification  of 
its  own  issue. 

Knox  and  Lincoln  Railroad. — This  road  is  50  miles  long,  located  in 
Maine,  connecting  with  the  Maine  Central  Railroad,  and  uses  a  local 
classification. 

Maine  Central  Railroad. — This  company  uses  the  official  classification 
for  all  joint  through  traffic  to  or  from  points  north  of  its  western  ter- 
minus at  Lunenberg,  Vt.  On  all  local  traffic  and  on  all  other  joint 
traffic  through  billed  to  points  on  or  off'  their  western  connection  (the 
Boston  and  Maine  Railroad)  or  their  eastern  connection  (the  New 
Brunswick  Railway),  they  use  the  Maine  Central  classification. 
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New  Yorl'y  New  Haven  and  Hartford  Railroad  ;  New  York  and  New 
England  Railroad. — The  tariff  which  is  used  by  these  coini)anies  and  by 
the  Sound  Line  steamers,  entitled  '*  New  York  and  Boston  A,"  for 
traffic  between  New  York  and  Boston,  contains  a  long  list  of  articles 
giving  rates  which  are  different  from  tlie  official  classification.  The 
use  of  this  tarilf  practically  creates  a  ditferent  classification  on  such 
articles. 

New  Yorlc  and  Northern  Railway. — This  company  formerly  used  a 
local  classification  for  business  between  points  on  its  own  line.  The 
local  classification  has  recently  been  abandoned  and  the  official  is  the 
only  one  now  used. 

New  Yor]{,  Providence  and  Boston  Railway. — For  traffic  on  the  Provi- 
dence and  Worcester  Division  of  this  road  a  local  classification  is 
used,  and  for  the  New  York  and  Boston  traffic  the  tariff*  used  by  the 
Sound  Lines  is  also  used  by  this  company.  It  is  expected  that  the  lo- 
cal classification  referred  to  will  soon  be  replaced  by  the  official  classi- 
fication. 

Ohio  Valley  Railway. — This  is  a  short  road  running  from  Evansviile, 
Ind.,  to  Princeton,  Ky.  All  local  traffic  has  an  independent  classifica- 
tion, but  is  also  governed  by  the  official  Western  and  Southern  Rail- 
way and  Steam-ship  Association  classifications. 

Rnmford  Falls  and  Buchfield  Railroad.  —This  is  a  short  road  located 
in  Maine  and  formerly  used  a  local  classification,  but  is  now  governed 
entirely  by  the  official  classication. 

Sharpsville  Railroad. — This  road  formerly  used  a  local  tariff',  but  has 
recently  arranged  their  tariffs  so  that  they  are  now^  governed  entirely 
by  tlie  official  classification. 

Wood  River  Branch  Railway. — A  short  road  located  in  Rhode  Island; 
uses  a  local  tariff"  and  is  not  governed  by  any  classification. 


IN  TERRITORY   COVERED   BY   THE   SOUTHERN   RAILWAY   AND   STEAM- 
SHIP  ASSOCIATION  CLASSIFICATION. 

Associated  Railways  of  Virginia  and  the  Carolinas. — Throughout  the 
territory  covered  by  tliese  roads  exceptions  are  made  to  the  classifica- 
tion of  the  Southern  Railway  and  Steam-ship  Association.  These  ex- 
ceptions are  understood  to  be  necessary  to  meet  the  requirements  of 
the  State  commissions.  After  February  1, 1890,  exceptions  to  the  South- 
ern Railway  and  Steam-ship  Classification  will  be  discontinued  as  far  as 
possible. 

JEast  Tennessee,  Virginia  and  Georgia  Railway. — For  traffic  between 
stations  on  this  line  the  Southern  Railway  and  Steam-ship  Association 
classification  is  applied,  with  certain  exceptions.  On  traffic  from  Knox- 
ville,  Chattanooga  to  stations  on  the  Norfolk  and  Western  Railroad, 
the  local  classification  of  the  latter  company  is  used. 

JEast  Tennessee  and  Western  North  Carolina  Railway. — This  road  is  35 
miles  long,  situated  in  North  Carolina,  and  uses  a  local  classification  for 
its  own  business. 

Florida,  State  Commission. — The  railroad  commission  of  Florida  pre- 
scribe a  classification  to  be  used  on  local  business  in  Florida,  which,  it 
is  understood,  is  the  same  as  the  Southern  Railway  and  Steam-ship 
Association  classification  with  a  few  modifications. 

Georgia  State  Commission. — The  railroad  commission  of  Georgia  pre- 
scribe a  classification  to  be  used  by  roads  wholly  within  the  State.  It 
is  understood  that  this  classification  is  still  in  use. 
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Louisville  and  Nashville  J?ai7roac?.— Formerly  this  company  had  in  use 
upon  its  road  a  classification  for  traffic  between  its  local  points  which 
was  entirely  different  from  the  Southern  Railway  and  Steam-ship  Asso- 
ciation classification.  The  local  traffic  of  this  company  is  now  carried 
under  the  classification  of  the  Southern  Railway  and  Steam-shij>  Asso- 
ciation with  certain  exceptions. 

Louisville,  New  Orleans  and  Texas  Railway. — A  local  classification 
is  in  use  upon  this  road  which  is  understood  to  be  the  Southern  Rail- 
way and  Steam-ship  Association  classification  with  exceptions. 

Illinois  Central  Railroad  (Southern  Division). — This  road  formerly  used 
the  Mississippi  State  classification,  and  also  what  was  known  as 
the  Mississippi  Valley  joint  classification.  It  is  now  understood  that 
the  traffic  is  governed  by  the  Southern  Railway  and  Steam-ship  Asso- 
ciation classification  with  a  few  exceptions. 

Mohile  and  Ohio  Railroad. — This  company  formerly  used  the  Missis- 
sippi State  classification  for  business  between  points  in  that  State  ;  they 
also  used  a  local  classification  south  of  Cairo.  But  these  two  classifi- 
cations have  been  canceled  and  traffic  is  now  covered  by  the  Southern 
Railway  and  Steam-ship  Association  classification  with  some  few  ex- 
ceptions. 

Nashville,  Chattanooga  and  St.  Louis  Railway. — This  road  formerly 
used  a  local  classification  for  traffic  between  points  on  its  own  line. 
All  such  trafficis  now  covered  by  the  Southern  Railway  and  Steam-ship 
Association  classification  with  a  few  exceptions. 

Norfolk  and  Western  Railroad. — It  is  understood  that  this  road  ap- 
plies, for  its  local  traffic,  a  classification  different  than  the  Southern 
Railway  and  Steam-ship  Association  classification. 

Ohio  and  Big  Sandy  Railroad. — This  is  a  short  road  in  Kentucky 
which  uses  a  local  classification  for  business  between  its  own  stations. 

South  Carolina  State  Commission. — A  classification  is  prescribed  by 
the  railroad  commission  of  the  State  of  South  Carolina  and  used  by 
railroads  for  traffic  within  the  State.  It  is  understood  that  this  classi- 
fication is  practically  the  same  as  the  Southern  Railway  and  Steam-ship 
Association  classification. 

South  Atlantic  and  Ohio  Railroad. — This  is  a  short  road  in  Tennessee. 
All  traffic  taken  at  class  rates  is  governed  by  the  official  classifica- 
tion. 

IN  TERRITORY   COVERED  BY  THE  WESTERN    CLASSIFICATION. 

Arizona  and  New  Mexico  Railroad. — This  is  a  short  road  doing  inter- 
state business  which  is  not  governed  by  any  classification,  its  traffic 
being  composed  of  bullion,  copper,  coke,  ore,  etc. 

Duluth,  South  Shore  and  Atlaiitic  Railtvay. — A  local  classification  was 
formerly  in  use  upon  this  road,  but  has  been  superseded  by  the  western 
classification  for  all  traffic. 

Iowa  State  Commission. — It  is  understood  that  the  railroad  commis- 
sion of  the  State  of  Iowa  prescribes  a  classification  to  be  used  between 
points  within  the  State. 

Missouri  State  Commission. — It  is  understood  that  the  railroad  com- 
mission of  the  State  of  Missouri  prescribes  a  classification  for  traffic 
between  points  within  the  State.  This  office  is  informed  by  one  road 
that  the  State  classification  is  not  used  if  the  Western  classification  will 
make  a  lower  rate.  It  is  not  thought  that  the  State  classification  is 
now  applied  to  any  extent. 
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Mexican  classification. — A  cliissification  of  this  title  was  formerly  pub- 
lished iu  connection  with  tlie  joint  through  Mexican  tarifJ'  and  clas- 
sification ap[>lying  to  or  from  i)()ints  in  the  Kepnblic  of  Mexico  and 
Chicago,  St.  Louis,  New  Orleans,  Kansas  City,  Galveston,  and  San 
Francisco.  This  classification  does  not  ai)i)ear  to  be  now  in  use  ;  such 
through  rates  as  are  issued  are  governed  by  the  Western  classification 
with  exceptions. 

Oregon  Pacific  Railroad. — This  is  a  road  in  Oregon  72  miles  long;  a 
local  classification  for  its  own  traffic  is  used. 

Oregonian  Railway. — This  is  a  road  100  miles  long  in  Oregon,  which 
uses  a  local  classification  for  its  own  traffic. 

Southern  Pacific  Company. — The  Western  classification  applies  to  all 
interstate  or  interterritorial  business  on  the  Pacific  system  of  this  com- 
pany; also  between  San  Francisco  and  Los  Aiigeles  in  the  State  of  Cali- 
fornia. All  other  local  California  business  is  governed  by  the  Southern 
Pacific  local  classification. 


Appendix  8. 


CANADIAN  RAILWAYS. 


The  followiug  statement  shows  the  important  Canadian  railways, 
their  location,  connections,  mileage,  and  the  rates  and  the  routing  of 
traffic  to  and  from  American  points. 

CANADIAN  PACIFIC   RAILWAY. 

The  line  of  the  Canadian  Pacific  Railway  begins  at  tlie  east  at  Mat- 
tawamkeag.  Me.  At  this  point  connection  is  made  with  the  Maine 
Central  Railway  over  which  the  Canadian  Pacific  Radway  has  secured 
trackage  rights  to  Vanceboro  at  the  New  Brunswick  boundary,  where 
connection  is  made  with  the  railway  system  of  the  Maritime  Provinces 
of  Canada.  From  Mattawamkeag,  Me.,  the  line  runs  west  through 
Sherbrooke,  Farnham,and  St.  Johns,  Canada,  to  Montreal,  a  distance 
of  327  miles.  At  Sherbrooke  connection  is  made  with  the  Quebec  Cen- 
tral for  Quebec,  the  Grand  Trunk  Railway  for  Portland,  Me.,  and  the 
Boston  and  Maine  Railroad  for  Portland,  Boston,  and  New  England 
points  and  for  New  York.  Another  division  runs  from  Quebec  to 
Montreal,  172  miles,  and  from  Montreal  to  Ottawa,  120  miles.  At 
Quebec  connection  is  made  with  the  Intercolonial  Railway,  and  at 
Montreal  with  the  Grand  Trunk  Railway. 

What  is  termed  the  ^' Montreal  and  Toronto  Short  Line"  extends 
from  Montreal  through  Smith  Falls  in  the  Province  of  Quebec  to  To- 
ronto, 344  miles.  The  "Toronto,  Detroit  and  Chicago  Line"  extends 
from  Toronto  to  St.  Thomas,  Canada,  12 L  miles.  At  St.  Thomas  con- 
nection is  made  with  the  Canada  Southern  Division  of  the  Michigan 
Central  Railway,  by  which  route  Detroit,  Toledo,  and  Chicago  are 
reached.  Another  line  extends  from  Toronto  to  Owen  Sound  on  Geor- 
gian Bay,  122  miles.  At  Owen  Sound  connection  is  made  with  the  Cana- 
dian Pacific  Steam-ship  Company  running  between  Owen  Sound,  Sault 
Ste.  Marie,  and  Port  Arthur.  From  Sudbury,  Canada,  a  branch  ex- 
tends to  Sault  Ste.  Marie,  Mich.,  the  distance  from  Sudbury  to  Sault 
Ste.  Marie  being  183  miles,  and  from  Montreal  to  Sault  Ste.  Marie  623 
miles.  At  Sault  Ste.  Marie  connection  is  made  with  lines  to  St.  Paul, 
Minneapolis,  and  Duluth. 

From  Winnipeg,  Manitoba,  the  Canadian  Pacific  Railway  has  two 
branches  running  south  to  the  border  line  of  Minnesota  and  Dakota, 
connecting  at  Gretna  and  Emerson,  Canada,  with  two  branches  of  the 
St.  Paul,  Minneapolis  and  Manitoba  Railway,  by  which  route  connec- 
tion is  made  for  St.  Paul,  Minneapolis,  and  points  south  and  east 
thereof. 
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What  is  termed  the  '' Transeoiitinenial  Route"  extends  (roni  Mon- 
treal, Prescott,  or  BrocUville  throu^li  Sudbury,  Port  Arthur,  Winnipeg, 
to  Vancouver  13.  0. ;  distance,  2,900  miles. 

Mileage  of  Canadian  Pacific  liailway  and  connections. 

Miles. 
Total  mileage  operated  by  Canadian  Pacific  Railway  located  in  Canada.  4,813 
Total  mileage  operated  by  Canadian  Paciiic  Railway  located  in  the  United 

States  (approximately) 145 

Total  mileage  operated  by  Canadian  Pacific  Railway 4,958 

Boston  and  Maine  Railroad,  Boston  to  Newport,  Vt 250 

Canadian  Pacific  Railway,  Newport,  Vt.,  to  Sault  Ste.  Marie 735 

Minneapolis,  St.  Paul  and  Sault  Ste.  Marie  Railway,  Sault  Ste.  Marie  to 

St.  Paul 494 

Tlirougb  line  distance,  Boston  to  St.  Paul 1,  479 

Boston  and  Maine  Railroad,  Boston  to  Newport,  Vt 250 

Canadian  Pacific  Railway,  Newport,  Vt.,  to  Vancouver 3,015 

Through  line  distance,  Boston  to  Vancouver 3,265 

New  York,  Ontario  and  Western  Railroad,  Weehawken  to  Ogdensburgh, 
(New  York,  Ontario  and  Western,  300  ;  Rome,  Watertowu  and  Ogdens- 
bnrg,  124) 424 

Canadian  Pacific  Railway,  Prescott  to  Vancouver 2,819 

Through  line  distance,  New  York  to  Vancouver 3, 243 

New  York,  Ontario  and  Western  Railwaj^,  Weehawken  to  Ogdensburgh, 

N.  Y --. 424 

Canadian  Pacific  Railway,  Prescott  to  Sault  Ste.  Marie 539 

Minneapolis,  St.  Paul  and  Sault  Ste.  Marie  Railway,  Sault  Ste.  Marie  to 
St.Paul ". 494 

Through  line  distance,  New  York  to  St.  Paul 1,457 

New  York,  Ontario  and  Western  Railway,  Weehawken  to  Ogdensburgh, 
NY : 424 

Canadian  Pacific  Railway,  Prescott  to  Vancouver 2,  819 

Pacific  Coast  Steamship  Company,  Vancouver  to  San  Francisco 833 

Through  line  distance,  New  York  to  San  Francisco 4,076 

The  principal  route  for  traffic  from  New  York  City  and  vicinity  is  by 
way  of  the  New  York,  Ontario  and  Western  Railway,  and  Rome,  Water- 
town  and  Ogdensburgh  Railway,  connecting  with  the  Canadian  Pacific 
Railway  at  Prescott  and  Brock ville,  Canada.  Business  to  and  from 
Philadelphia  and  other  points  in  Pennsylvania  is  also  forwarded  via 
Prescott  and  Brockville.  Another  route  for  traffic  from  New  York  City 
is  by  way  of  the  Central  Vermont  line  of  steamers  to  New  London, 
Conn.,  thence  over  the  Central  Vermont  line  to  Rouse's  Point,  N.  Y., 
thence  via  the  Canada  Atlantic  Railway  to  St.  Polycarpe,  Canada,  a 
junction  of  the  Canadian  Pacific  Railway.  Traffic  from  I3oston  and 
other  New  England  points  is  carried  by  the  Boston  and  Maine  Railroad 
(Boston  and  Lowell  Division)  to  Newport,  Vt.,  thence  via  the  Canadian 
Pacific  Railway  through  Montreal.  It  is  understood  that  some  traffic 
is  carried  from  Baltimore  to  Boston  via  the  Merchants  and  Miners' 
Steamship  Company,  for  the  Canadian  Pacific  Railway,  to  be  routed 
from  Boston,  as  other  traffic  is  routed  when  consigned  via  the  Canadian 
Pacific  Railway. 

Prom  the  territory  indicated  the  Canadian  Pacific  Railway  may  re- 
ceive traffic  through  its  connection  for  points  in  Canada  on  its  own  line, 
and  for  St.  Paul,  Minneapolis,  Duiuth,  and  other  northwestern  points 
via  Sault  Ste.  Marie;  also   for  Winnipeg  and  Pacific  coast  points, 


284      REPORT    OF    THE    INTERSTATE    COMMERCE    COMMISSION. 


including  San  Francisco.  The  Canadian  Pacific  Railway  terminates  at 
Vancouver,  Britisli  Columbia,  at  which  point  connection  is  made  with 
steamship  lines  for  Port  Townsend,  Seattle,  and  Portland,  Wash.,  San 
Francisco,  Cal.,  China,  and  Japan.  By  connection  with  the  Michigan 
Central  Railway  at  St.  Thomas,  Canada,  a  route  is  formed  to  Toledo, 
Detroit,  and  Chicago  and  other  western  points;  traffic  is  interchanged 
between  Chicago  and  Canadian  points  over  this  route.  It  is  under- 
stood that  the  interchange  traffic  via  this  route  is  confined  to  Canadian 
points,  and  that  the  Canadian  Pacific  does  not  carry  traffic  between 
Chicago  and  eastern  ])oints  in  the  United  States.  A  line  is  now  under 
construction  to  the  Detroit  River,  which,  when  finished,  will  give  the 
Canadian  Pacific  connection  with  roads  leading  to  Chicago,  opening  a 
route  for  the  interchange  of  traffic  between  Chicago  and  eastern  Ameri- 
can cities. 

Rates  charged  via  Canadian  Pacific  Railway. — At  this  time  an  ar- 
rangement exists  between  the  lines  from  the  East,  operating  via  Chi- 
cago and  the  Canadian  Pacific  Railway,  regarding  the  rates  from  New 
York  and  Boston  to  St.  Paul,  Minneapolis,  and  other  northwestern 
points.  Under  this  arrangement  the  lines  via  Chicago  from  New  York 
and  Boston  charge  the  following  rates  to  St.  Paul,  Minneapolis,  etc., 
viz:  Class  1,  $1.15;  class  2,  $1;  class  3,  80  cents:  class  4,  56  cents; 
class  5,  48  cents;  class  G,  40  cents. 

The  rates  to  the  same  points  when  the  traffic  is  carried  via  the  Can- 
adian Pacific  Railway,  are:  Class  1,  $1.05;  class  2,  92  cents;  class  3, 
74  cents ;  class  4,  52  cents ;  class  5,  44  cents ;  class  C,  37  cents. 

The  Canadian  Pacific  Railway  is  a  member  of  the  Transcontinental 
Association,  which  association  establishes  the  rates  in  connection  with 
Eastern  lines  from  Atlantic  sea-board  points  and  interior  points  east  of 
the  Missouri  River  to  and  from  the  Pacific  coast.  Under  the  present 
arrangement  rates  are  charged  on  classified  merchandise  as  shown  in 
the  following  table : 

TRANSCpNTINENTAL  RATES. 

Statement  showing  the  Class  Rates  Charged  bi:tween  Pacific  Coast  Ter- 
minal AND   InTEUMEDIATE   PoIXTS   AND   POINTS   NaMED. 

[Rates  in  cents  per  hundred  pounds.] 


Between  Pacific  coast 

terminals  and   iutermediate 

points  and — 

Classes. 

1. 

2. 

$3.  00 

3.20 
3.40 
3.45 
3.50 

3.70 

3. 

4. 

5. 

A. 

B. 

c. 

D. 

E. 

Missouri  River    comraoti 
points,  Sionx  City.  Iowa, 
Kansas  City,  Mo.,  inclu- 
sive ;  also  St.  Paul,   Min- 
neapolis, Duluth,  Miun.  : 
West  Superior,  Wis.,  and 
Galveston,    Houston, 
Tex 

$3:50 

3.70 
3.90 
3.95 
4.00 

4.20 

$2.  50 

2.60 
2.70 

$2.00 

2.05 
2.10 

$1.75 

1.80 
1.85 

$1.75 

1.82 
1.90 

$1.55 

L63 
1.70 

$L25 

L30 
1.35 

$L10 

1.15 
1.20 
1.25 
1.25 

1.30 

$1.00 

Mississippi  River  common 
points,   Dubuque,    Iowa, 
to  jS'ew  Orleans,  La 

Chicago,    Milwaukee  and 

1.05 
1.10 

Cincinnati.    Detroit    and 

2.75  1     2.15 

1.90  !     1.95 
1.95  1     I.O.T 

1.75  j     1.40 
1.75  1     1.40 

1.15 

Pittsburgh,     Buffalo,  and 
common  point.s 

2.80 
2.95 

2.20 
2.30 

1.15 

New  York,  Boston,  Phila- 
delphia,   Baltimore    an  d 
points  common  with  each. 

2.00 

• 
2  00 

L80 

1.45 

1.20 
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Tke  rates  between  Saii  Friiiiciscoonly  and  points  named  below,  via  tlie 
Canadian  Pacific  Railway,  will  be  the  following;-  differentials,  in  cents 
per  100  pounds,  less  than  the  through  rates  shown  above. 


Between  San  Francisco  and— 


St.  Paul  and  Minneapolis 

Chicago,   Milwaukee,  and  common 
points 

Cincinnati,  Detroit,  and  common  points 
Pittsburgh,  Buffalo, and  common  points 
New  York,  Boston,  Philadelphia,  T>al- 
timore,    and  points  common    with 
each 


1. 

2. 

3. 

4. 

5. 

A. 

B. 

C. 

D. 

15 

12 

10 

10 

10 

8 

8 

7 

5 

m 

Ui 

12 

10 

10 

8 

8 

7 

5 

21 

17 

14 

11 

11 

9 

9 

7 

5 

22 

18 

15 

12 

12 

10,^ 

10^ 

8 

7 

28 

24 

17 

14 

14 

12 

12 

8 

8 

E. 


The  above  aro  rates  for  freight  carried  under  the  Western  classification,  which  is  applied  to  all 
freight  unless  carried  at  a  special  commodity  rate. 

For  articles  carried  under  commodity  rates  differential  rates  are  also  allowed  the  Canadian  Pacific 
Kailway. 

It  will  be  observed  from  the  foregoing  table  that  when  traffic  to  or 
from  San  Francisco  to  or  from  the  various  groui)ed  points  given  is 
routed  via  the  Canadian  Pacific  Kailway  a  less  charge  is  made  than 
when  forwarded  via  the  all-rail  all-Ameiican  transcontinental  routes. 
The  charges  via  the  Canadian  Pacific  are  at  stated  differentials  less 
than  via  the  other  lines.  This,  however,  applies  only  to  San  Francisco 
traffic.  It  will  also  be  noticed  that  the  differential  is  allowed  the  Cana- 
dian Pacific  on  business  to  or  from  fet.  Paul  and  Minneapolis  and  not 
on  business  to  or  from  the  Missouri  Eiver  common  points  or  Mississippi 
Eiver  points.  It  is  understood  that  under  certain  arrangements,  by 
which  the  Canadian  Pacific  Railway  became  a  member  of  the  Trans- 
continental Association,  they  would  not  compete  for  traffic  to  or  from 
the  Missouri  Eiver  points,  such  as  Kansas  City,  Mo.,  Sioux  City,  Iowa, 
etc.,  or  to  or  from  the  Mississippi  Eiver  common  points,  Dubuque, 
Iowa,  to  New  Orleans,  La.,  inclusive,  except  at  the  same  rates  charged 
by  the  all  American  lines.  As  stated,  the  differentials  allowed  the 
Canadian  Pacific  Eailway  apply  on  business  to  or  from  San  Francisco 
only.  From  other  Pacific  coast  points  which  are  covered  by  the  rates 
of  the  Transcontinental  Association,  the  Canadian  Pacific  Eailway  for 
such  traffic  as  it  may  secure  charges  the  same  rates  as  do  the  other 
transcontinental  routes.  For  example,  the  Canadian  Pacific  charge  to 
or  from  Tacomaor  Seattle,  Washington,  the  same  rates  as  do  the  other 
transcontinental  lines  from  San  Francisco  and  from  Los  Angeles,  Cal. 

It  is  understood  that  tiie  usual  route  for  traffic  over  the  Canadian 
Pacific  Eailway  between  tlie  Pacific  coast  points  and  American  points, 
such  as  St.  Paul,  Minneapolis,  Chicago,  Milwaukee  and  common  i)oints, 
Cincinnati,  etc.,  and  common  points,  is  via  Winnipeg,  Manitoba,  and 
from  that  point  passing  over  the  St.  Paul,  Minneapolis  and  Manitoba 
Eailway  to  St.  Paul  and  thence  to  Chicago  via  any  of  the  various 
routes  from  St.  Paul,  connecting  with  the  eastern  lines  at  Chicago. 
Traffic  to  or  from  the  eastern  grouped  points  could  be  carried  either 
via  Winnipeg  and  Chicago,  or  via  the  eastern  connections  of  the  Cana- 
dian Pacific  Eailway  at  Broclivilley  Prescott,  St.  Polycarpe^  Canada,  or 
I^ewportj  Yt, 
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CANADA  SOUTHERN  DIVISION,   MICHiaAN  CENTRAL   RAILROAD. 

A  part  of  the  line  of  the  Micliigan  Central  Railroad  is  located  in 
Canada  and  extends  from  the  Niagara  frontier  to  Detroit.  Connections 
are  made  at  Buffalo  and  Suspension  Bridge,  N.  Y.,  with  eastern  roads, 
and  at  Windsor,  Canada,  and  Detroit,  Mich.,  with  the  Michigan  Cen- 
tral Railroad  proper,  and  with  other  roads.  The  Michigan  Central 
Railroad  competes  with  ofher  through  lines  for  traffic  passing  between 
the  Atlantic  sea-board  and  western  points,  and  such  through  traffic  as 
it  may  receive  passes  over  the  Canada  Southern  Division.  The  mile- 
age of  the  Canada  Southern  Division  is  about  l]S5  miles.  The  portion 
of  this  line  between  St.  Thomas  and  Detroit  forms  part  of  the  route 
for  traffic  between  Chicago  and  eastern  Canadian  points  on  the  Cana- 
dian Pacific  Railway. 

GRAND  TRUNK  RAILWAY  AND  CONNECTIONS. 

The  line  of  the  Grand  Trunk  Railway  of  Canada  extends  from  Port- 
land, Me.,  through  Montreal  and  Toronto  to  Point  Edward,  Canada. 
The  line  in  the  East  also  extends  to  Quebec.  There  are  also  lines  from 
Buffalo  and  Suspension  Bridge  to  Point  Edward  and  Windsor,  Canada. 
At  Point  Edward  connection  is  made  with  the  Chicago  and  Grand 
Trunk  Railway  for  Chicago  and  at  Detroit  (Windsor,  Canada,)  with 
the  Wabash  Railway  for  Chicago.  At  Detroit  connection  is  also  made 
with  the  Detroit,  Grand  Haven  and  Milwaukee  Railway  running  to 
Grand  Haven  on  Lake  Michigan,  where  connection  is  made  for  Mil- 
waukee by  steamer. 

From  Boston  and  New  England  points  traffic  reaches  the  Grand 
Trunk  Railway  over  American  roads,  and  from  New  York  and  vicinity 
traffic  is  forwarded  to  theGrand  Trunk  Railway  at  the  Niagara  frontier 
by  the  various  trunk  lines. 

Various  fast  freight  lines  operate  over  the  Grand  Trunk  Railway  and 
in  connection  with  Eastern  and  Western  American  lines  form  through 
routes  for  traffic  from  the  sea-board  to  western  points.  From  Portland, 
Me.,  the  Grand  Trunk  Railway  has  its  own  line  })ractically  to  Chicago 
and  Milwaukee.  From  Boston  and  New  York  the  fast  freight  lines 
operating  over  the  Eastern  roads  deliver  traffic  to  the  Grand.  Trunk 
Railway  at  Montreal,  Canada,  Buffalo,  and  Suspension  Bridge.  By  the 
various  through  routes  thus  established  the  Grand  Trunk  Railway  can 
compete  for  nearly  the  same  traffic  in  tiie  East  as  do  the  all-American 
lines.  The  principal  points  to  which  traffic  is  carried  from  eastern 
cities  via  the  Grand  Trunk  route  are  Detroit,  Chicago,  Milw^aukee,  and 
points  in  the  North  and  West  through  those  cities.  Traffic  coming  east 
is  delivered  to  the  Grand  Trunk  Railway  by  its  connection,  the  Chicago 
and  Grand  Trunk  Railwaj^  which  receives  traffic  for  the  East  at  Chicago 
from  the  West  and  North  through  its  connections.  Tlie  dressed-beef 
traffic  of  the  Chicago  and  Grand  Trunk  is  a  very  important  item  from 
Chicago,  the  Chicago  and  Grand  Trunk  carrying  considerably  the  larger 
portion  thereof. 

The  various  fast  freight  line  organizations  operating  over  the  Grand 
Trunk  Railway  are  as  follows: 

NATIONAL    DISPATCH   FAST   FREIGHT   LINE. 

The  National  Dispatch  Line  operates  from  Boston  over  the  Fitchburgh, 
Central  Yerraont,  Grand  Trunk,  and  Chicago  and  Grand  Tnink  Rail- 
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ways.  Traffic  from  Boston  to  Chicai>o  is  routed  via  these  railways; 
traffic  from  Boston  to  Milwaukee  is  carried  over  the  Detroit,  Grand 
Haven  and  IMilwaukee  road  from  Detroit,  and  thence  transferred  by 
steamer  at  Grand  Haven,  Mich.,  across  the  lake.  The  National  Dis- 
patch may  secure  tratlic  from  Boston  and  New  Enji^land  points  and 
forward  the  same  over  the  route  mentioned  when  destined  for  Ghicaj^o 
and  Milwaukee.  Traffic  for  other  western  points  is  forwarded  over  the 
route  indicated  to  Chicago  or  Detroit,  at  which  points  it  is  delivered  to 
other  roads  according  to  its  destination. 

COMMERCIAL  EXPRESS  FAST  FREIGHT  LINE. 

The  Commercial  Express  Fast  FreightLine  operates  from  Boston  over 
the  Fitchburgh  llailroad,  Delaware  and  Hudson  Canal  Com|)any's 
Railroad,  New  York,  Lake  Erie  and  Western  Railway,  Grand  Trunk 
Railway,  and  Chicago  and  Grand  Trunk  Railway,  Traffic  for  Chicago 
is  taken  by  this  route.  Business  for  Milwaukee  ])asses  over  the  same 
lines  to  Detroit  and  is  there  delivered  to  the  Flint  and  Pere  Marquette 
Railroad  and  by  it  carried  to  Ludington,  Mich.,  and  there  transferred 
to  steamers  on  the  lake. 

The  Commercial  Express  Fast  Freight  Line  also  operates  from  New 
York,  the  route  being  over  the  New  York,  Lake  Erie  and  Western  Rail- 
way to  the  Niagara  frontier,  and  thence  via  Grand  Trunk  and  Chicago 
and  Grand  Trunk  Railways.  This  line  also  operates  from  Philadelphia 
and  Baltimore,  the  Grand  Trunk  receiving  the  traffic  from  the  Eastern 
lines  at  the  Niagara  frontier. 

By  this  fast  freight  line  traffic  may  be  forwarded  from  eastern  points 
to  Chicago  and  Milwaukee  overthe  Grand  Trunk  Railway ;  also  to  west- 
ern points  beyond  Detroit  and  Chicago. 

GREAT  EASTERN  FAST  FREIGHT  LINE. 

Another  fast  freight  line,  known  as  ^'  The  Great  Eastern  Line,"  oper- 
ates from  New  York  over  the  Delaware,  Lackawanna  and  Western 
Railway,  delivering  its  business  to  the  Grand  Trunk  at  the  Niagara 
frontier,  which  in  turn  delivers  it  to  the  Chicago  and  Grand  Trunk  for 
Chicago  and  western  points  either  across  the  lake  or  through  Chicago. 
The  Great  Eastern  Line  also  operates  from  Boston,  the  route  being  over 
the  Fitchburgh  Railroad,  the  Central  Vermont  Railroad,  the  Grand 
Trunk  Railway,  and  Chicago  and  Grand  Trunk  Railway.  This  line  also 
operates  from  Philadelphia  via  the  Philadelphia  and  Reading  Railroad 
and  Delaware,  Lackawanna  and  Western  Railway  to  the  Niagara  frontier, 
thence  via  the  Grand  Trunk  and  its  connection  to  Chicago.  By  this 
line  traffic  may  be  forwarded  from  the  East  over  the  Grand  Trunk  Rail- 
way to  Detroit,  Chicago,  Milwaukee,  and  other  western  points. 

HOQSAC   TUNNEL  FAST  FREIGHT  LINE. 

This  line  operates  from  New  York  over  the  West  Shore  Railroad 
delivering  its  traffic  at  the  Niagara  frontier  to  the  Grand  Trunk  for 
Detroit  and  points  west  and  northwest.  This  line  also  operates  from 
Boston  over  the  Fitchburgh  Railroad,  Delaware  and  Hudson  Canal 
Company,  the  West  Shore  to  the  Niagara  frontier,  and  thenc3  via  the 
Grand  Trunk  Railway. 

By  this  line  as  well  as  the  other  fast  freight  lines  mentioned  traffic 
may  be  forwarded  from  the  east  over  the  Grand  Trunk  Railway  to 
points  in  the  west.  . 


288      REPORT    OF    THE    INTERSTATE    COMMERCE    COMMISSION. 

The  foregoing  indicates  the  general  routes  of  the  Grand  Trunk  Kail- 
way  for  traffic  between  eastern  and  western  points.  During  the  season 
of  navigation  there  are  other  routes  as  follows : 

Traffic  from  New  York  is  carried  via  water  to  :N^ew  London,  Conn., 
thence  via  the  Central  Vermont  line  to  Ogdensburgh,  N.  Y.,  thence 
via  lake  to  Toronto,  Canada,  by  rail  from  Toronto  to  Collingwood, 
Canada,  on  Georgian  Bay,  and  again  by  the  lakes  to  Chicago  or  Mil- 
waukee. 

Traffic  from  Boston  and  New  England  is  carried  by  all-rail  to  Og- 
densburgh, ]Sr.  Y.,  and  from  that  point  is  routed  by  the  lakes  via  To- 
ronto and  Collingwood.  By  another  route  traffic  is  given  to  the  lake 
lines  at  Sarnia,  Canada,  and  from  Saruia  forwarded  via  the  lakes  to 
Chicago,  Milwaukee,  and  western  points. 

Traffic  originating  at  Milwaukee,  Cbicago  or  Detroit,  or  received  at 
those  points  from  western  lines  may  be  routed  to  eastern  points  by  the 
routes  indicated  for  the  various  freight  lines  mentioned. 

Mileage  of  the  Grand  Trunk  Railway. 

Miles. 

Total  mileage  operated  by  Gr  nd  Trimk  Railway  located  in  Cauada 3,  127 

Total  mileage  operated  by  Grand  Triiuk  Railway  located  in  tbe  United  States.     '  3G0 

Total  mileage  operated  by  Grand  Trunk  Railway 3,4-7 

Grand  Trunk  Railway,  Portland,  Me.,  to  Port  Huron,  Micb 801 

Chicago  and  Grand  Trunk  Railway,  Port  Huron  to  Cbicago 335 

Tbrougb  line  distance,  Portland,  Me.,  to  Cbicago 1, 136 

Fitcbburg  and  Central  Vermont  Railways,  Boston  to  Montreal , -      337 

Grand  Trunk  Railway,  Montreal  to  Port  Huron,  Micb 504 

Cbicago  and  Grand  Trunk  Railway,  Port  Huron  to  Cbicago 3,55 

Tbrougb  line  distance,  Boston  to  Cbicago 1,  176 

Fitcbburg  Railroad,  Boston  to  Rotterdam  Junction,  N.  Y 212 

West  Sbore  Railroad,  Rotterdam  Junction  to  Bnttalo 268 

New  York,  Cbicago  and  St.  Louis  Railway,  Butfalo  to  Cbicago 523 

Sbortest  distance  by  all- American  lines 1, 003 

Grand  Trunk  Railway,  Montreal  to  Port  Huron,  Micb 504 

Chicago  and  Grand  Trunk  Railway,  Port  Huron  to  Cbicago 335 

Tbrougb  line  distance,  Montreal  to  Cbicago , 831) 

Fitcbburgb  Railroad,  Boston  to  Rotterdam  Junction,  N.  Y 212 

West  Sbore  Railroad,  Rotterdam  Junction  to  Buffalo 26fJ 

Grand  Trunk  Railway,  Buffalo  to  Port  Huron,  Micb 198 

Cbicago  and  Grand  Trunk  Railway,  Port  Hurou  to  Cbicago 335 

Tbrougb  line  distance,  Boston  to  Cbicago  via  Buffalo „ 1,013 

Distance  by  tbe  sbortest  all- American  lines 1,  003 

Grand  Trunk  Railway,  Buffalo  to  Port  Huron,  Micb 198 

Cbicago  and  Grand  Trunk  Railway,  Port  Huron  to  Cbicago 335 

Tbrougb  line  distance,  Buffalo  to  Cbicago 533 

Distance  by  tbe  sbortest  American  line 523 

New  Yoik,  Lake  Erie  and  Western  Railway,  New  York  to  Buffalo 423 

Grand  Trunk  Railway,  Buffalo  to  Port  Huron,  Micb 198 

Chicago  and  Grand  Trunk  Railway,  Port  Hurou  to  Cbicago 335 

Tbrougb  line  distance,  New  York  to  Cbicago  via  Buffalo 956 

Pistauceby  sbprtest  fiU-Americau  Hup ^.. .,,,....,.,..,,.., ,.,,,...      dX^ 
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CANADA  ATLANTIC  RAILWAY. 

This  roads  extends  from  Ottawa  to  Lacolle  Junction,  Canada,  a  dis- 
tance of  128  miles.  At  Lacolle  Jmictioli  (connection  is  made  with  the 
Grand  Trunk  Kail  way  for  Rouse's  Point,  N.  Y.,  and  with  the  Del- 
ware  and  Hudson  Canal  Company,  and  the  Central  Vermont  Kail  way. 
At  Coteau,  Canada,  connection  is  made  with  the  Grand  Tinnk  for  Mon- 
treal. At  Coteau  Landing  the  8t.  Lawrence  lliver  is  crossed.  At  St. 
Polycarpe  Junction,  Canada,  connection  is  made  with  the  Canadian 
Pacific  Railway ;  also  at  Ottawa.  This  road  forms  part  of  a  through 
route  in  connection  with  the  Canadian  Pacific  and  Eastern  railways  for 
business  to  and  from  Boston  and  New  England  points  and  New  York. 

INTERCOLONIAL  RAILWAY. 

The  main  line  of  this  company  extends  from  Halifax,  Nova  Scotia, 
to  Point  Levis,  Canada,  opposite  Quebec,  a  distance  of  678  miles.  At 
Point  Levis  connection  is  made  with  the  Grand  Trunk  Railway  and  the 
Quebec  Central  Railroad,  each  of  which  connect  with  American  roads 
through  Sherbrooke,  Canada.  At  Quebec  connection  is  also  made  with 
the  Canadian  Pacific  Railway.  The  total  mileage  of  the  Intercolonial 
Railway  is  905  miles,  all  located  in  Canada. 

QUEBEC   CENTRAL  RAILROAD. 

This  road  extends  frgm  Sherbrooke,  Quebec,  to  Point  Levis,  opposite 
Quebec,  a  distance  of  143  miles.  At  Sherbrooke,  connection  is  made 
with  the  Boston  and  Maine  Railroad  (Boston  and  Lowell  system)  via 
Wells  River  and  White  River  Junction,  Vermont,  for  Boston,  and  via 
Bellows  Falls,  Vt.,  and  Springfield,  Mass.,  for  New  York.  Connec- 
tion is  also  made  at  Sherbrooke  with  the  Grand  Trunk  Railway  for 
Portland,  Me.,  106  miles,  and  for  Montreal,  101  miles ;  also  with  the 
Canadian  Pacific  Railway.  At  Harlaka  Junction,  Canada,  near  Quebec, 
connection  is  made  with  the  Intercolonial  Railway  for  New  Brunswick 
and  Nova  Scotia;  at  Quebec  with  the  Canadian  Pacific  Railway  and 
steamers  for  Saguenay  River.  The  total  mileage  of  this  company  is  161 
miles,  all  located  in  Canada. 

CENTRAL  ONTARIO  RAILWAY. 

This  road  extends  from  Coe  Hill  to  Picton,  Canada,  104  miles,  all  in 
Canada.  Picton  is  situated  on  Lake  Ontario.  At  Trenton,  30  miles 
from  Picton,  connection  is  made  with  the  Grand  Trunk  Railway.  At 
Midland  Railway  Junction,  45  miles  from  Picton,  connection  is  made 
with  the  Midland  Division  of  the  Grand  Trunk  Railway.  At  Canadian 
Pacific  Railway  Junction,  55  miles  from  Picton,  connection  is  made  with 
the  Canadian  Pacific  Railway. 

CENTRAL  VERMONT  RAILROAD. 

A  portion  of  this  road  is  located  in  Canada.  The  northern  division 
extends  from  St.  Albans,  Vt.,  to  St.  Johns,  Quebec,  crossing  the  line  at 
Province  Line,  20miles  north  of  St.  Albans.  Another  division  extends 
from  St.  Johns  to  Waterloo,  all  in  Quebec,  distance  43  miles.  Con- 
nection is  made  atRichford,  Vt.,  and  Waterloo,  Quebec,  with  the  Ca- 
nadian Pacific  Railway.  The  total  mileage  of  this  company  is  485 
miles,  6Q  of  which  are  located  in  Canada. 

H.  Mis.  50 19 
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NORTHERN   PACIFIC   RAILROAD. 

A  portion  of  the  Northern  Pacific  Railroad,  known  as  the  "Duluth 
aDcl  Manitoba  Railroad, "  extends  from  Winnipeg  Junction,  Minnesota, 
to  Winnipeg,  Manitoba,  268  miles.  The  portion  of  this  line  from  Pem- 
bina to  Winnipeg  is  all  in  Manitoba,  67  miles,  and  is  known  as  the 
"  Northern  Pacific  and  Manitoba  Railway.  "  At  Winnipeg  connection 
is  made  with  the  Canadian  Pacific  Railway.  Traffic  via  this  route 
can  be  carried  to  and  from  Winnipeg  and  8t.  Paul,  Minneapolis  and 
Duluth. 

NEW  BRUNSWICK  RAILWAY. 

This  road  is  located  in  New  Brunswick  and  Maine.  At  Yanceboro, 
near  the  boundary  line  of  Maine  and  New  Brunswick,  connection  is 
made  with  the  Maine  Central  Railroad,  which  in  turn  connects  with  the 
Canadian  Pacific  Railway,  and  which  also  reaches  Boston  and  New 
England  points.  The  total  mileage  of  this  company  is  445  miles,  33  of 
which  are  located  in  the  United  States. 

There  are  a  number  of  other  roads  located  in  Canada,  with  small 
mileage,  most  of  them  having  indirect  connections  with  American 
roads. 

The  roads  mentioned  herein  have  a  total  mileage  in  Canada  of  about 
10,000  miles.  The  total  mileage  of  roads  operated  in  Canada  on  De- 
cember 31, 1888  (Poor's  Manual  for  1889),  is  reported  as  12,163  miles. 
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List  of  State  Railroads  claiming  not  to  be  Subject  to  Act  to  Eegulate  Com- 
merce AND  that  they  NEED  NOT  MAKE  ANNUAL  KePORTS  TO   COMMISSION. 


Name  of  road. 

Mileage     State  or  Terri- 
operated.              tory. 

Terminals. 

Annapolis  and  Baltimore  Short  Line  .. 
Anniston  and  Atlanta  R.  E 

28.00 
52. 3G 

Maryland 

Alabama 

Annapolis  to  Baltimore. 
Anniston  to  Sylacauga. 

Arlcaii'^as  and  Louisiana  Tl  R        .... 

26  00 

Arkansas 

Hope  to  Nashville. 
Atlanta  to  Fort  Valley. 
Norfolk  to  Lawreuceville. 

Atlanta  and  Florida  R  R 

104.  00 
158.  50 

Georgia 

Virginia 

Atlantic  and  Danville  R.  R 

Bell's  G-ap  R.  R      .          

25.30 

Pennsylvania... 
do 

Bellwood  to  Irvona 

Belleville  and  Carondelet  R.  R 

17.30 

Belleville  and  Eldorado  R.  R 

53.50 

Illinois 

DaQuin  to  Eldorado. 

Belt  R.  R.  and  Stock  Yard  Co 

21.70 
02.32 

Indiana  

Pennsylvania.. . 

Around  the  City  of  Indianapolis. 
Bradford  to  Simpson. 

Bradford,  Bordell  and  Kinzua  R.  R 

Bright  Hope  R.  R 

32.  75 
7.50 

Virginia 

New  York 

Eppes  Falls  to  Bermuda. 
Brooklyn  to  Brighton  Beach. 

Brooklyn  and  Brighton  Beach  R.  R 

Bufialo  Creek  R.  R 

5  82 

do 

Buffalo  to  Light-House  (Harbor). 
Draper  to  Chester. 

California  Short  Line  R.  R 

8.00 

Utah 

Carthage  and  Adirondacks  Rwy  * 

Central  Ohio  R.  R 

206.  29 

Ohio 

Bellaire  to  Columbus. 

Central  Union  Depot  and  Rwy  of  Cin- 
cinnati. 

1.44 

..-.do 

In  the  city  of  Cincinnati. 

Chattanooga  and    Lookout  Mountain 

14.00 

Tennessee 

Chattanooga  to  Top  of  Lookout 

R.R. 

Mountain. 

Chester  Valley  R.  R.*  (merged  in  Phila- 

delphia and  Chester  Valley). 

Chicago,    Fairchild    and    Eau    Claire 
River  R.  R. 

4.16 

Wisconsin 

Fairchild  to  Eau  Claire  River. 

Chicago  and  State  Line  R.  R.'^ 

Cincinnati  and  Southeastern  R.  R 

Clearfield  and  Jefferson  R.  R  .  .     . 

17.00 
37  47 

Kentucky 

Pennsylvania.   . 

■Mow   VriT-V 

Johnson  to  Hillsborough. 
Irvona  to  Horatio. 
Clove  Branch  to  Sylvan  Lake 
Junction. 

Clove  Branch  R.  R 

4  25 

Colorado  Eastern  Rwy 

17   50    '    r^.nU.rQiln 

Columbus  and  Cincinnati  Midland  R.  R. 

09.  80 
44  37 

Ohio   

Columbus  to  Midland  City. 
Columbus  to  Sprinoitield. 

Columbus,  Springfield  and  Cincinnati 

do 

R.R. 

Delaware  and  Bound  Brook  R.  R 

27.00 

New  Jersey 

Bound  Brook  to  Delaware  River 

Detroit,  Bay  City  and  Alpena  R.  R  . . . . 
East  Broad  Top  R.  R.  and  Coal  Co 

197.  40 

30.00 

Michigan 

Pennsylvania  .. 

Junction. 
Alger  to  Alpena. 
Mount  Union  to  Robertsdale. 

East  Louisiana  R.  R 

60.00 

Louisiana 

New  Orleans  to  Covinjrton. 

'^91 
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List  of  State  Railroads  claiming  not  to  be  Subject  to  Act  to  Regulate  Com- 
merce—Continued. 


Name  of  road. 

i 

Mileage 
operated. 

State  or  Terri- 
tory. 

Terminals. 

1 
East  Trenton  R.R.I 

2.56 

New  Jersey 

MiUham  lo  Terminus. 

Eutawville  R.  R 

34.75 

Pregnalls  to  Elloree. 

Freehold  and  New  York  R.  R 

14.00 

Garnerville  K.  R 

.91 

New  York 

New  Jersey  and  New  York  R. 
R.  to  factories  at  Garnerville. 

Hancock  and  Calumet  R.  R.  t 

20.91 

Michigan 

Hancock  to  Allourez. 

Kaaterskill  R.  R 

7.00 

New  York 

Kaaterskill   to  Kaaterskill  Sta- 

.37 

Kentucky 

tion. 

16.82 

Knoxville  to  Maryville. 
Robbins  to  Haworth. 

Knoxville  and  New  River  R.  R 

13.00 

..-.do 

Litchfield.  CarroUton  and  "Western 

51.65 

Illinois 

Columbia  to  Bennett. 

24.00 

do 

Seney  to  Camp  9. 
Houghton  to  Red  Jacket. 

Mineral  Range  R.R.t 

2.17 

Michigan 

Mount  Washincfton  R.  R 

3.33 

New  Hampshire 

iugton. 

New  Orleans  and  CarroUton  R.  R 

7.50 

Louisiana 

Hor.se  car  line  only. 

Newport  and  Wickford  R.  R 

3.40 

Rhode  Jsland 

Wickford  Junction  to  Newport. 
Gaines  to  Galeton. 

New  York  and  North  Pennsylvania 

5.00 

Pennsylvania. .. 

R.R. 

New  York  and  Sea  Beach  R.  R 

8.07 

New  York 

Bay  Ridge  to  Coney  Island. 

Oregon  Pacific  Rwv 

176  00 

Oregon 

Florida 

Yaquina  City  to  Breitenbush. 

15.00 
4.58 

Pennsylvania  . . 
Illinois  . 

Pottsville  to  Minersville. 

7.50 

Pittsburgh,   Chartlers   and   Yoiigbio- 

19.40 

Pennsylvauia . . . 

Char  tiers  to  Junction  No.  1  with 

gheny. 

Chartiers  R.  R. 

Portland  and  Willamette  Valley  R.  R 

30.00 

Oregon 

Portland  to  Dundee  Junction. 

Providence,  Warren  and  Bristol  R.  R. . 

14.85 

Rhode  Islaud  . . . 

East  Providence  to  Bristol. 

Quincy  R.  R.  Bridge  Co 

Rochester  and  Lake  Ontario  R.  R.* 

6.00 

New  York 

Rochester  to  Lake  Ontario. 

St.  Louis,  Alton  and  Springfield  R.R.. 
St.  Louis,  Cable  and  Western  R.R 

84.80 

Illinois 

22.20 

Missouri 

End  of  cable  division  into  St. 

Louis  County. 

San  Francisco  aud  Northern  Pacific 

IGG.  00  I  California 

Point  Tiburn  to  Ukiah. 

R.R. 

South  Manchester-  R.  R.  * 

2. 25  ;  Connecticut 

i 

South  Manchester  to  North  Man- 
chester. 

State  Line  and  Sullivan  R.  R 

29.60  '  Pennsvlvania. .. 

Towanda  to  Benice. 

Tavares,  Orlando  and  Atlantic  Rwy . . . 
Tennessee  Central  R.R 

32  00 

Florida 

Tavares  to  Orlando. 

12.00 

Tennessee 

Spring  City  to  Jewett. 

Union  Freight  Il.R* 

Massachusetts . . 
Nevada 

Track  through  streets  of  Boston. 

Virginia  and  Truckee  R.  R  * 

Visalia  R.  R 

7.33 
15.26 

California 

Pennsylvauia. .. 

Visalia  to  Goshen. 

Warren  and  Farns  worth  R.R 

Clarendon  to  Vandergrift. 

York  and  Peach  Bottom  R.  R 

40.00 
2.50 

....do 

York  to  Peach  Bottom. 

....do 

Broad  Ford  to  Summit. 

Zealand  Valley  R.  R 

8.25 

New  Hampshire. 

Zealand  to  Zealand  Notch. 

Note.— The  roads  checked  with  a  star  (*)  filed  reports  for  the  year  ending  June  30,  1889. 
roads  checked  with  a  cross  (t)  have  just  advised,  December  6,  that  they  would  file  reports. 
The  above  list  is  corrected  to  December  1,  1889. 
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SUMMARY  OF  ACCIDENTS  TO  PERSONS,  COMPILED  FROM  THE  ANNUAL 
REPORTS  OF  RAILROADS  TO  THE  COMMISSION,  FOR  THE  YEAR  END- 
ING JUNE  30,  1888. 

These  reports  cover  139,101.83  miles  of  road,  or  92.79  per  cent,  of  toe 
total  mileage  of  the  country. 


Persons. 

Killed. 

Injured. 

Total. 

Passen"'er8         .          ....... 

315 

2,070 
2,^97 

2,138 

20, 148 

3,602 

2,453 

22, 218 

6,499 

Eniplov^s                             ....... 

Total 

5,282 

25.  883 

31, 170 

Kind  of  accident. 

Killed. 

Injured. 

Total. 

Collisions ..,. 

246 
292 
326 
340 
3,818 

1,192 

1,  550 

6,827 

510 

14,722 

1,438 

1  842 

Coiiplin"' cnrs               ..     ....       ...                -.         .       ........ 

7  153 

Grjidc  crossin"'s                          .....     ...                    .          ............. 

850 

Other  causes                                     >.       .. 

18,  540 

Total' 

5,  022 

24,  801 

29,  823 

♦        . 

*  The  returns  showing  "  kind  "of  accidents"  are  often  imperfect  and  sometimes  altogether  lacking. 
HAZARD   TO  PASSENGERS. 

The  total  number  of  passengers  carried  during  the  year  by  the 
roads  reporting  was  401,697,433:  the  average  distance  carried  was 
25.98  miles;  total  passenger  mih^age,  401,697,433,  multiplied  by  25.98, 
or  10,436,099,309  miles;  the  number  of  passengers  Ivilled,  315;  number 
injured,  2,138. 

Thus  for  every  passenger  killed  1,275,229  were  carried,  and  163,757 
passengers  were  carried  for  one  killed  or  injured.  The  length  of  the 
average  journey  resulting  in  death  was  33,130,474  miles,  a  journey  which 
would  occupy  94  years  200  days  and  22  hours  of  continuous  travel  at 
40  miles  an  hour.  For  each  man  killed  or  injured  4,254,423  miles  were 
traveled,  which  at  the  same  rate  would  occupy  12  years  51  days  and 
17  hours. 

CIRCULAR  OF  THE  COMMISSION    REGARDING   FEDERAL  REGULATION 
OF  SAFETY  APPLIANCES. 


Interstate  Commerce  Commission, 

Washington,  May  17,  1889. 


Dear  Sir:  The  large  number  of  accidents  to  employes  and  passen- 
gers occurring  on  the  railroads  of  this  country  and  the  public  belief 
that  a  great  part  of  these  might  be  avoided  by  the  use  of  proper  appli- 
ances have  led  many  States  to  make  the  mechanical  features  of  railroad 
working  the  subject  of  statutory  regulation.  It  is  well  known,  how- 
ever, that  in  respect  to  some  at  least  of  these  features,  the  conditions 
are  such  that  regulation  if  attempted  can  neither  secure  adequate  bene- 
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fit  to  the  public  nor  bo  just  to  the  railroads  themselves  unless  it  be 
unitorni  over  the  whole  country. 

In  view  of  this  fact  and  of  the  request  of  the  railroad  conunissioners 
of  the  country,  as  embodied  in  a  resolution  adopted  at  their  recent  con- 
vention, the  Interstate  Commerce  Commission  desires  to  call  out  as 
full  information  and  discussion  as  possible  upon  the  question  of  Federal 
regulation  of  safety  appliances  on  railroads.  The  following  matters 
seem  to  be  of  especial  importance,  but  it  is  not  intended  to  restrict  the 
discussion  to  them : 

(1)  The  history  in  each  State  of  safety  appliance  legislation.  How- 
far  such  legislation  lias  been  enforced.  What  have  been  the  means 
used  to  enforce  it.  What  obstacles  have  been  met  with.  What  the 
general  effect  has  been. 

(2)  What  is  the  i)resent  condition  regarding  automatic  couplers. 
What  prospect  there  is  of  a  uniform  and  safe  coupler  coming  into  use. 
What  progress  the  standard  coupler,  adopted  by  the  Master  Car  Build- 
ers' Association,  is  making,  and  what  is  the  attitude  of  railroads  to- 
w^ards  it. 

(3)  What  progress  there  is  in  the  use  of  train  brakes  on  freight  cars. 
Whether  such  progress  is  satisfactory,  viewed  as  a  means  of  greater 
safety  to  train  men.  To  what  extent  freight  trains  are  run  without  the 
necessity  of  brakemeu  traversing  the  tops  of  cars. 

(4)  What  is  being  done  to  introduce  safer  methods  of  heating  and 
lighting  passenger  cars. 

(5)  What  is  the  state  of  affairs  respecting  other  safety  devices. 

(6)  Whether  legislation  looking  to  Federal  regulation  of  these  mat- 
ters or  any  of  them  is  desirable,  and  what  the  reasons  are  for  and  against 
such  regulation. 

(7)  What  such  Federal  legislation,  if  any  be  desirable,  should  at- 
tempt to  accomplish  in  regard  to  couplers ;  in  regard  to  train  brakes ; 
in  regard  to  car  heating  and  lighting;  in  regard  to  other  matters. 
What  its  provisions  should  be  upon  each  of  these  points. 

(8)  If  Federal  legislation  be  expedient,  what  special  administrative 
agencies,  if  any,  should  be  provided  to  carry  it  out.  Whether  Federal 
inspection  should  be  attempted,  and  to  what  extent  and  how.  Whether 
a  board  should  be  created  after  the  analogy  of  the  Steam  boat  Inspec- 
tion Service.  If  so,  how  such  a  board  should  be  constituted  in  regard 
to  the  number  and  character  of  its  members;  what  its  powers  and 
duties  should  be ;  what  its  connection  with  other  branches  of  adminis- 
tration. 

The  Commission  believe  that  justice  to  railroad  employes  and  to  all 
others  concerned  requires  that  this  matter  receive  thorough  consider- 
ation,  and  trust  that  you  will  be  able  to  give  it  immediate  and  careful 
attention. 

Very  respectfully,  Edw.  A.  Moseley, 

Secretary. 


FROM  THE  BOARD  OF  RAILROAD    COMMISSIONERS   OF   CONNECTICUT. 

[By  Georo;e  M.  Wooclrnflf,  W.  H.  Hay  ward,  and  W.  O.  Symoud,  commissioners.] 

In  reply  to  the  circular  of  your  secretary,  issued  May  17,  1889,  in  re- 
gard to  safety-ap{)Ltince  legislation,  we  would  say  that  legislation  of 
that  general  character  dates  back  many  years,  but  the  first  act  of  the 
precise  character  called  for  by  your  circular  was,  perhaps,  that  of  1882, 
iu  regard  to  safety  couplers,  which  required  that  every  railroad  com- 
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pany  operating  any  railroad  located  partially  or  wholly  in  this  State 
should  cause  every  freight  car  thereafter  built,  or  purchased,  for  use  oa 
such  railroad,  to  be  i)rovided  with  couplers  so  arranged  as  to  render 
the  presence  of  any  person  between  the  ends  of  the  cars  ur necessary  for 
the  coupling  of  the  same;  and  also  providing  that  no  coupler  should  be 
placed  on  such  cars,  or  any  new  couplers  substituted,  until  approved 
by  us.  We  are  also  authorized  to  designate  the  height  at  which  the 
coupler  should  be  hung.  The  statute  also  provided  that  any  company 
violating  the  provisions  of  the  law  should  incur  the  penalty  of  $50  for 
each  violation.  We  believe  that  this  law  has  been  generally  complied 
with,  but  it  went  into  effect  before  the  adoption  of  the  standard  coupler 
by  the  Master  Car  Builders'  Association,  and  there  were  several  coup- 
lers approved  by  us  as  coming  within  the  provisions  of  the  law.  ^o 
complaints  for  the  violation  of  this  law  have  ever  been  made  to  us,  and 
hence  there  has  been  no  occasion  to  apply  the  penalty.  No  0|)position 
was  made  to  the  law  by  any  of  the  railroad  companies,  but  we  can  not 
see  that  it  has  resulted  in  any  less  injuries  to  employes.  In  fact,  the 
number  of  foreign  freight  cars,  unprovided  with  automatic  couplers, 
coming  into  our  State  being  so  greatly  in  excess  of  those  owned  by  our 
companies,  and  equipped  with  some  such  appliance,  we  are  inclined  to 
think  that  coupling  accidents  have  increased,  r-ather  than  diminished, 
during  this  transition  period.  In  answer,  therefore,  to  the  second  in- 
quiry of  your  circular,  we  must  say  that  the  present  condition  regard- 
ing automatic  couplers  is  unsettled  and  unsatisfactory,  and  that  there 
is  very  little  prospect  of  a  uniform  coupler  coming  into  use,  either  by 
State  requirement  or  voluntary  action  of  the  companies. 

So  far  as  we  know,  the  standard  coupler  adopted  by  the  Master  Car 
Builders'  Association  is  making  no  progress  here,  the  attitude  of  the 
railroads  being  simply  that  of  inaction. 

In  regard  to  your  third  inquiry,  we  have  to  report  that,  with  the 
exception  of  a  very  few  freight  cars  for  special  perishable  freights,  no 
use  is  made  of  train  brakes. 

In  regard  to  heating  and  lighting  passenger  cars,  the  railroad  com- 
missioners were  empowered,  in  18S7,  to  make  such  orders  as  seemed  to 
them  to  be  required  by  public  safety  and  prudence  relative  to  heating 
and  lighting  passenger  cars.  Under  that  law  companies  were  forbid- 
den to  use  illuminating-  oil  below  300  degrees  fire  test,  and  this  order, 
so  far  as  we  know,  is  universally  complied  with.  We  also  made  an  order 
that  all  new  passenger  cars  be  equipped  for  continuous  heating,  which 
order  has  been  only  partially  complied  with.  Further  action  is  to  be 
taken  by  this  board  at  an  early  date,  but  the  details  are  not  yet  decided 
upon. 

Federal  legislation  should  in  our  opinion  be  adopted,  enforcing  the 
use  of  automatic  couplers  and  train  brakes  on  all  freight  cars  used  in 
interstate  traffic,  and  the  administration  of  the  law  should  be  under  the 
direction  of  the  Interstate  Commerce  Commission.  The  railroad  com- 
missioners of  the  various  States,  under  the  direction  of  the  Interstate 
Commission,  should  superintend  and  inspect  the  adoption  and  workings 
of  such  a  law  in  their  respective  jurisdictions  and  report  results  to  the 
Interstate  Commission. 

In  regard  to  the  lighting  of  passenger  cars,  we  apprehend  no  more 
danger  under  our  present  law,  referred  to  above,  than  would  be  liable  to 
result  from  an  engine  used  to  generate  electricity. 

As  to  continuous  steam-heating  of  passenger  cars  from  the  locomo- 
tive, we  are  of  the  opinion  that  no  system  has  yet  been  sufficiently  per- 
fected to  warrant  its  general  forced  adoption  by  law.    We  know  that 
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saiif^^uiue  inventors,  interested  in  the  adoption  of  their  own  inventions 
and  theorists  witliout  practical  experience,  tliink  the  time  has  already 
come  for  sucli  action.  It  is  a  significant  fact,  however,  tliat  a  majority 
of  the  disinterested'UieiihMucixl  departments  of  our  most  important  roads, 
concerned  solely  in  tlie  practical  ai)plication  of  such  a  system  to  the 
various  requirements  of  a  promiscuous  passenger  service,  extending 
through  all  varieties  of  climate  and  requiring  frequent  interchange  of 
cars,  who  are  to  be  held  responsible  for  the  safe  and  successful  working 
of  any  system  adopted  by  them,  are  of  the  opinion  that  the  time  has 
not  yet  come  for  the  enforcing  by  law  of  the  adoption  of  any  particular 
system.  The  Master  Car  Builders'  Association  at  their  last  meeting 
expressed  a  similar  opinion.  More  experimenting  is  needed  to  over- 
come serious  objections  involving  possible  danger,  discomfort,  and  in- 
convenience. We  are  confident  that  some  satisfactory  system  will  soon 
be  devised  which  can  be  prudently  and  safely  adopted,  and  investigation 
in  this  direction  should  be  stimulated  and  encouraged.  We  are  of  the 
opinion  that  the  use  of  the  common  car  stove  in  cars  attached  to  pas- 
senger trains  should  be  prohibited  absolutely,  but  so  long  as  the  ordi- 
nary cooking  ranges  are  allowed  in  the  dining  cars  attached  to  the 
crowded  and  popular  express  trains,  those  trains  are  in  danger  from 
tire  though  heated  by  steam  and  lighted  by  electricity,  and  represented 
to  be  exempt  from  any  such  danger. 

The  first  prerequisite  for  the  general  introduction  of  continuous  steam- 
heating  is,  of  course,  the  adoption  of  a  uniform  steam-coupler  to  render 
the  interchange  of  cars  practicable. 

FROM  THE   RAILROAD   COMMISSIONERS   OF  KANSAS. 

[By  Charles  S.  Elliott,  secretary.] 

Referring  to  your  letter  of  August  10  instant,  covering  circular  of 
May  17,  1889,  in  the  matter  of  State  and  Federal  legislation  for  the 
I)rotection  of  employes  and  passengers  on  the  railways  of  the  country, 
as  set  forth  by  resolution  of  the  recent  convention  of  State  railroad 
commissioners,  and  formulated  in  the  interrogatories  contained  in  your 
circular,  to  which  this  is  a  response,  I  am  directed  by  the  board  to 
make  the  following  answers  : 

(1)  There  has  been  no  safety  appliance  legislation  in  this  State,  for 
the  apparent  reason  that  abuses  have  not  been  recognized  in  the  man- 
agement of  moving  trains  or  in  their  appliances  for  the  safety  of  em- 
ployes and  passengers  which  called  for  State  interference  or  statutory 
remedies. 

(2)  The  present  condition  of  automatic  couplers  is  that  of  experi- 
mentation purely,  liailway  managers  manifest  a  desire  to  test  any  and 
every  new  device  for  the  protection  of  employes  from  needless  danger 
and  themselves  from  the  cost  and  loss  incident  to  accidents.  In  this 
connection  the  "  standard  coupler,"  to  which  you  refer,  holds  the  same 
relation  as  the  other  devices  being  tried,  except  that  this  one  has  re- 
ceived the  approval  of  the  Master  Car  Builders'  Association.  It  is  not 
accepted  as  a  maximum  result  of  genius  and  mechanical  skill  directed 
to  this  subject  that  it  is  wise  or  safe  to  settle  down  to  a  conclusion  that 
it  is  the  best  thing  that  can  be  made,  and  to  adopt  it  in  universal  prac- 
tice at  an  enormous  cost,  when  it  may  soon  be  improved  upon  and  have 
to  be  abandoned,  is  not  the  judgment  of  managers  nor  trusted  experts. 

(3)  The  progress  in  the  introduction  and  use  of  train-brakes  on  freight- 
cars  is  both  rapid  and  satisfactory  both  as  to  mechanical  eflBciency  and 
the  safety  of  train-men.    Nearly  all  through  our  rapid  moving  freight- 
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trains  are  now  provided  with  the  Westhighoase  air-brake,  and  to  this 
extent  reduce  the  necessity  of  traversing  the  tops  of  cars  by  train-men 
to  the  minimum.  Not  only  are  the  air-brakes  being  applied,  but  means 
of  instruction  in  their  use  is  made  general  and  obligatory  upon  em- 
ployes. An  experimental  car  fitted  up  with  all  the  varied  machines 
and  devices  of  the  air-brake,  its  a})plication  and  use  has  been  provided 
and  kept  on  the  larger  lines  for  months  at  a  time  as  a  training-school 
of  employes,  to  the  end  that  all  trainmen  may  become  familiar  with 
them  before  being  trusted  with  their  use  in  regular  train  service. 

(4)  One  of  our  railroads  having  the  greatest  mileage  is  substituting 
steam  from  the  locomotive  for  fuel  heating  on  cars  as  rapidly  as  they 
can  be  applied,  viz,  the  Atchison,  Topeka  and  Santa  Fe.  It  is  known 
as  the  '•  G.  A.  Houston  system,"  which  has  been  devised  and  perfected 
by  Mr.  G.  A.  Houston,  in  the  employ  of  the  comj)any. 

No  company  has  as  yet  abandoned  the  use  of  oil  for  lighting  cars, 
but  two  of  them  in  interstate  ownership,  the  Santa  Fe  and  Rock  Isl- 
and, have  substituted  incandescent  electric  lights  for  oil-lamps  on  pas- 
senger-trains between  the  Missouri  River  and  Chicago  with  reported 
satisfactory  results. 

(5)  Respecting  other  safety  devices,  it  is  the  opinion  of  the  board 
that  they  are  receiving  as  much  consideration  and  liberality  in  experi- 
mentation as  obligation  of  the  companies  to  their  employes  and  the 
public  rightfully  demand  from  them  in  the  present  depressed  condition 
of  their  relative  earnings  and  fixed  charges. 

(G)  The  board  is  clearly  of  the  opinion  that  no  Federal  legislation  is 
required  or  desirable  in  this  respect,  and  for  reasons  set  forth  herein- 
before. The  safety  of  employes  and  passengers  is  coincident  with  the 
interests  of  the  companies,  and  can  not  be  ignored  in  their  manage- 
ment without  a  disregard  of  business  methods  and  ultimate  profits.  It 
will  be  readily  recognized  that  the  adoption  of  new  devices  which  prom- 
ise added  protection  to  employes  and  passengers  is  a  sharp  bid  for 
popular  favor  and  public  patronage,  which  will  in  this  era  of  intensi- 
fied competition  be  a  better  guaranty  of  discovery  and  application  of 
the  best  means  and  methods  of  safety  than  could  be  by  a  Federal  legal 
surveillance,  which  would  in  eflect  check  competitive  impulse  and  shift 
responsibility  for  neglect  from  the  railway  companies  to  Government 
ofiBcials. 

FROM  THE  RAILROAD  COMMISSIONERS  OF  MAINE. 
[By  D.  N.  Mortland,  chairman.] 

In  response  to  your  circular  under  date  of  May  17,  1889,  requesting 
information  and  the  views  of  this  board  relative  to  the  question  of  Fed- 
eral regulation  of  safety  appliances  on  railroads,  we  reply  as  follows : 

(1)  As  the  freight  traffic  is  in  this  State,  as  in  other  States,  principally 
interstate  traffic,  very  few  attempts  have  been  made  by  our  legislature 
to  legislate  relative  to  safety  appliances  on  railroad  trains.  Neither  has 
this  board  urged  legislation  in  that  respect,  believing,  as  we  do,  that 
all  attempts  on  the  part  of  individual  States  to  legislate  as  to  charac- 
ter or  kind  of  safety  appliances,  especially  on  freight  trains,  must,  by 
reason  of  conflicting  laws,  result  in  hinderance  and  loss  to  railroad  cor- 
porations and  failure  to  accomplish  the  object  desired. 

(2)  Automatic  car-couplers  have  not  yet  been  applied  to  any  freight- 
cars  of  any  railroad  in  this  State,  except  by  way  of  trial  or  experiment 
on  two  or  more  cars,  at  different  times,  at  the  requests  of  agents  or 
owners  of  such  couplings,  the  link  and  pin  being  yet  in  general  use 
upon  all  freight-cars  owned  by  railroad  companies  in  this  State. 
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The  action  of  the  Master  Car  Builders'  Association  in  adoptin*;  not 
a  coupler,  but  a  type  of  coupler,  we  believe  has  tended  more  to  liinder 
than  to  i)roniote  the  general  adoption  and  use  of  automatic  couplers 
during  the  past  two  years. 

At  the  time  of  the  adoption  by  the  Master  Car  Builders^  Association 
of  the  "  Janney  type,"  so  called,  no  coupler  of  that  type  had  been  in- 
vented, except  sucli  as  appears  by  reliable  reports  as  when  subjected 
to  practical  or  physical  tests  would  entirely  fail  to  meet  the  require- 
ments of  the  freight  service.  For  this  reason,  as  stated  by  practical 
railroad  men,  the  attitude  of  railroad  managers  in  this  State  and  else- 
where has  been  adverse  to  its  adoption. 

For  the  above-stated  reason  this  board,  while  recognizing  the  fact 
that  some  practical  and  immediate  action  should  betaken  to  prevent 
the  seemingly  unnecessary  mutilation  and  loss  of  life  of  men  engaged 
in  coupling  and  uncoupling  freight-cars,  refused  a  year  ago  to  join  the 
Massachusetts  board  of  railroad  commissioners  and  others  in  a  com- 
munication to  Congress  on  that  subject,  which  to  a  certain  degree  in- 
dorsed the  action  of  the  Master  Car  Builders'  Association  above  men- 
tioned. But  as  many  improvements  have  since  been  made  by  invent- 
ors upon  the  type  of  couplers  selected,  we  are  now  led  to  believe  the 
same  may  be  more  geuerally  adopted. 

(3)  To  successfully  apply  train-brakes  on  freight  trains  it  would 
seem  to  require  uniformity  in  couplers.  No  effort  has  as  yet  been 
made  in  this  State,  and  so  far  as  we  are  aware  no  progress  has  been 
made  in  that  direction. 

Next  to  the  number  injured  from  coupling  and  uncoupling  freight 
cars  is  the  number  injured  in  handling  brakes,  while  to  this  class  the 
number  of  fatal  accidents  is  even  greater  than  the  former,  the  most  of 
which  occur  from  traversing  the  tops  of  cars. 

(4)  During  the  last  session  of  the  legislature  of  this  State  a  statute 
was  enacted  providing  that  "  no  passenger,  mail,  or  baggage  car  on  any 
railroad  in  this  State  shall  be  heated  by  any  method  of  heating  or  by 
any  furnace  or  heater,  unless  such  method  or  the  use  of  such  furnace  or 
heater  shall  first  have  been  approved  in  writing  by  the  board  of  rail- 
road commissioners."  And  further  providing  "  That  in  no  event  shall 
a  common  stove  be  allowed  in  any  such  car." 

Before  the  enactment  of  the  above-quoted  statute  some  of  the 
wealthier  railroad  cori)orations  had  adopted  a  system  of  heating  by- 
steam  from  the  locomotive,  and  much  has  since  been  done  both  by 
these  and  other  railroad  companies  to  apply  and  perfect  said  system. 

During  the  coming  winter,  we  trust,  the  greater  portion  of  pas- 
senger trains  will  be  heated  by  this  method.  Uniformity  in  method  of 
heating  is,  like  coupling,  desirable,  and  all  efforts  on  the  part  of  individ- 
ual States  to  secure  it  must,  for  like  reasons,  in  a  large  degree  prove 
abortive. 

(5)  While  we  have  doubted  the  wisdom  and  policy  of  Federal  legis- 
lation tending  to  regulate  and  control  the  freight  craf&c  of  the  country, 
we  do  believe  that  if  there  was  sufficient  reason  to  demand  it,  a  far  greater 
reason  demands  that  Federal  legislation  be  invoked  for  the  protection 
of  the  lives  and  limbs  of  passengers  and  employes  on  railroads.  As  we 
have  stated,  individual  State  legislation  upon  all  these  important  sub- 
jects has  failed,  and  must,  by  reason  of  conflict  of  statute  enactments  in 
the  several  States,  ftiil  to  accomplish  the  objects  above  mentioned. 

(G)  If  Federal  legislation  is  deemed  necessary  to  regulate  these  mat- 
ters, logically  Federal  supervision  and  inspection  would  follow.  As  to 
what  the  nature  and  extent  of  such  inspection  should  be,  we  have  now 
no  opinion  to  express. 
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FROM  THE   RAILROAD   COMMISSIONERS   OF  MASSACHUSETTS. 
[By  George  G.  Crocker,  chairman.] 

la  March,  1888,  this  board  sent  to  each  of  the  Senators  and  Repre- 
sentatives from  this  State  a  letter  of  which  the  following  is  a  copy : 

To  ihe  honorable  Senators  and  Representatives  of  the  State  of  Massachusetts  in  Congress 

assembled  : 

Gentlemen  :  In  the  United  States  thousands  of  men  every  year  are  killed  or  Injured 
in  coupling  or  uncoupling  freight  cars.  During  the  past  year  the  casualties  from  this 
cause  in  our  State  alone  were  one  hundred  and  twenty-two,  of  which  eleven  resulted 
in  death.  This  loss  of  life  and  limb  can  be  prevented  by  the  use  of  automatic  coup- 
lers, but,  as  the  freight  traffic  is  principally  interstate  traffic,  attempts  on  the  part  of 
individual  States  to  secure  uniformity  within  their  respective  jurisdictions  would 
probably  result  in  conflict  and  failure.  While  the  desired  end  may  be  accomplished 
in  time  without  Congressional  action,  delay  means  further  unnecessary  mutilation 
and  loss  of  life.  This  subject  is  believed  to  be  within  the  proper  province  of  Con- 
gress, which  alone  can  deal  with  it  effectually  and  with  that  promptness  which  its 
importance  demands.  The  action  of  the  Master  Car  Builders  Association  last  year, 
in  selecting  a  type  of  coupler  as  the  standard  for  that  association,  has  largely  elimi- 
nated a  serious  difficulty,  and  has  opened  the  way  for  Congressional  action. 

Two  other  subjects  of  a  similar  nature  demand  your  consideration. 

The  total  number  of  brakemen  injured  in  handling  the  brakes  on  freight  cars  is 
somewhat  smaller  than  the  number  of  those  injured  in  coupling  and  uncoupling,  but 
the  number  of  fatal  accidents  is  much  greater.  Most  of  these  accidents  can  be  averted 
by  the  use  of  train  brakes,  which  have  lately  been  perfected  so  that  they  can.be  suc- 
cessfully used  on  long  trains  of  freight  cars. 

The  success  and  growth  of  the  system  of  heating  passenger  cars  from  the  locomo- 
tive, or  other  single  source,  will  be  greatly  promoted,  if  Congress  will  take  such  ac- 
tion as  will  insure  the  adoption  of  some  uniform  steam-coupler. 

We  respectfully  urge  that  you  will  give  the  three  subjects  above  mentioned  liber- 
ally of  your  thought  and  of  your  energies,  to  the  end  that  Congress  may,  without 
unnecessary  delay,  refer  them  to  the  Interstate  Commerce  Commission,  or  take  such 
action  as  may  seem  to  it  advisable.  We  commend  for  adoption  the  following  draught 
of  a  resolution : 

liesoJved,  That  the  Interstate  Commerce  Commission  are  instructed  to  consider  what 
can  be  done  to  prevent  the  loss  of  life  and  limb  in  coupling  and  uncoupling  freight 
cars  used  in  interstate  commerce  and  in  handling  the  brakes  of  such  cars,  and  in 
what  way  the  growth  of  the  system  of  heating  cars  from  the  locomotive,  or  other 
single  source,  can  be  promoted,  to  the  end  that  said  Commission  may  make  recom- 
mendation.s  in  the  premises  to  the  various  railroads  within  its  jurisdiction,  and  report 
its  doings  to  Congress  at  an  early  date,  with  such  suggestions  us  to  legislation  on 
said  subjects  as  may  seem  to  it  necessary  or  expedient. 

We,  who  have  been  vested  by  the  authority  of  the  State  with  a  commission  which  im- 
poses upon  us  a  special  trust  to  promote  the  safety  of  employes  and  passengers  on 
railroads,  respectfully  press  this  petition,  as  in  duty  bound,  in  the  name  of  the  multi- 
tude of  those  who  have  suffered  and  in  behalf  of  the  multitude  of  those  who  are  yet 
to  suffer,  unless  saved  by  your  philanthropic  offices. 

The  Board  also  communicated  with  the  commissions  of  the  various 
States,  several  of  whom  joined  in  sending  a  similar  communication  to 
their  Senators  and  Eepresentatives  in  Congress.  The  legislature  of 
Massachusetts  also  adopted  and  forwarded  to  Congress  the  following 
resolutions  : 

Resolved  by  the  senate  and  house  of  representatives  in  general  court  assembled  : 

Whereas  thousands  of  railroad  employes  every  year  are  killed  or  injured  in 
coupling  or  uncoupling  and  in  handling  the  brakes  on  freight  cars  used  in  inter- 
state traffic,  and  most  of  these  accidents  can  be  avoided  by  the  use  of  uniform  auto- 
matic couplers  and  train  brakes  ;  and 

Whereas  the  success  and  growth  of  the  system  of  heating  cars  by  steam  from  the 
locomotive  or  other  single  source  largely  depends  on  the  adoption  in  interstate  traffic 
of  a  uniform  steam  coupler;  and 

Whereas  these  subjects  are  believed  to  be  of  pressing  importance  and  within  the 
proper  scope  of  the  powers  of  the  Congress  of  the  United  States,  w^hile  attempts  on 
the  part  of  individual  States  to  deal  with  them  have  resulted  and  must  continue  to 
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Resolved,  Tluit  the  seu:ito  and  house  of  vepieseiiiativeH  of  the  Coininoiiwoti.lth  of 
Massachusetts,  iu  general  court  assembled,  do  most  respectfully  and  earnestly  urge 
upon  Congress  a  consideration  of  the  foregoing  subjects,  with  a  view  to  the  passage 
of  a  resolution  instructing  the  Interstate  Commerce  Commission  to  consider  what  can 
be  done  to  prevent  the  loss  of  life  and  limb  in  coupling  and  uncoupling  fieight  cars 
used  iu  interstate  connnerce  and  in  handling  the  braki^s  of  such  cars,  and  in  what 
■way  the  growth  of  the  system  of  heating  passenger  cars  from  the  loconiotive,  or  other 
single  source,  can  be  promoted,  to  the  end  that  sai<l  Commission  may  make  recom- 
mendations iu  the  premises  to  the  various  railroads  within  its  jurisdiction  and  report 
its  doings  to  Congress  at  an  early  date,  with  such  suggestions  as  to  legislation  on  said 
subjects  as  may  seem  to  it  necessary  or  expedient. 

Hesolvnl,  That  a  copy  of  these  resolutions  be  transmitted  to  the  Congress  of  the 
United  States  and  to  each  of  our  Senators  and  Representatives  therein. 

In  senate,  adopted  March  22,  1888. 

Iu  bouse,  adopted  March  27,  1888. 

CoDgress  having  failed  to  take  any  action  on  these  resolutions  other 
than  to  refer  them  to  the  proper  committee,  this  board  availed  of  the 
opportunity  atforded  by  the  conference  of  raih^oad  commissioners  in 
Washington  on  the  5th  of  March  hist  to  secure  the  passage  of  the  reso- 
hition  then  adopted,  and  referred  to  in  your  circular,  to  which  this  is  a 
reply,  and  in  regard  to  which  the  following  specific  responses  are  made : 

(1)  The  tirst  inquiry  relates  to  the  history  of  safety-appliance  legis- 
lation. In  this  State  there  are  statuteprovisions  requiring  draw-bridges 
to  be  furnished  with  conspicuous  signals;  that  switches  shall  be  ot*  a 
kind  approved  in  writing  by  this  board  ;  that  bridge  guards  approved 
by  the  board  shall  be  maintained;  that  sign-boards  shall  be  maintained 
at  crossings  of  highways  and  in  certain  cases  at  crossings  of  traveled 
places ;  that  gates  shall  be  erected  at  crossings  when  the  county  com- 
missioners ov  the  railroad  commissioners  so  request;  that  good  and 
sufficient  brakes  be  attached  to  every  car  used  for  transportation  of 
passengers;  and  toevery  freight  car,  except  four-wheel  freight  cars,  used 
only  for  freight ;  that  each  train  shall  be  equipped  with  certain  tools  for 
use  in  case  of  accident  and  with  such  other  tools  and  appliances  as  the 
board  may  direct ;  and  also  that  each  passenger  train  shall  be  equipped 
with  certain  specified  tools  for  protection  of  passengers  in  case  of  fire; 
that  no  passenger  car  shall  be  lighted  b3^  naphtha  or  by  an  illuminating 
oil  or  fluid  made  in  part  of  naphtha  or  which  will  ignite  at  a  temper- 
ature of  less  than  300  degrees  Fahrenheit ;  that  safety-valves  shall  be 
provided  with  appliances  for  deadening  the  sound ;  that  persons  who 
are  called  upon  to  distinguish  color  signals  shall  be  examined  for  color 
blindness ;  that  locomotive  boilers  shall  be  tested  in  accordance  with 
regulations  prescribed  by  the  board ;  that  every  railroad  company  shall 
place  upon  its  freight  cars  constructed  or  purchased  by  it,  and  upon 
ev^ery  freight  car  owned  by  it,  of  which  the  coupler  or  draw- bar  is  re- 
paired by  it,  such  form  or  forms  of  automatic  or  other  safety  coupler 
at  each  end  thereof  as  the  board  of  railroad  commissioners  may,  after 
examination  and  test,  prescribe;  that  the  board  may  exempt  a  railroad 
from  the  necessity  of  making  a  know-nothing  stop  at  a  grade  crossing 
with  another  railroad,  x^roviding  a  system  of  interlocking  automatic 
signals  approved  by  the  board  is  in  operation  at  such  crossing;  that 
frogs,  switches,  and  guard  rails,  with  the  exception  of  guard  rails  on 
bridges,  shall  be  adjusted  or  blocked  to  the  satisfaction  of  the  board  so 
as  to  prevent  the  feet  of  employes  from  being  caught  therein  ;  and  that 
passenger,  mail,  and  baggage  cars  shall  be  heated  only  by  such  furnaces 
or  heaters  as  may  be  approved  in  writing  by  the  board. 

The  legislation  relating  to  safety  appliances  has  been  complied  with 
by  the  railroads  without  the  necessity  of  resorting  to  the  pecuniary 
penalties  which  in  most  cases  are  imposed  by  the  statute.  l!^o  serious 
obstacles  have  been  encountered.    The  general  effect  has  been  salutary. 
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It  will  be  noticed  that  indorsement  by  the  legislature  of  special  pat- 
ents has  been  avoided.  The  only  instance  in  which  a  special  patent 
has  been  u?entioued  in  the  statute  was  that  of  the  Tyler  switch,  and 
by  the  legislature  of  last  year  that  special  sanction  was  withdrawn. 

(2)  The  condition  of  affairs  in  regard  to  automatic  couplers  is  set 
forth  in  our  report  of  January,  18S8,  pages  52  to  55,  inclusive,  and  in 
the  report  lor  this  year,  pages  2  to  23.  Our  railroad  companies  are  not 
enthusiastic  over  the  Master  Oar  Builders'  standard  type.  The  auto- 
matic couplers  which  have  been  approved  by  this  board  are  the  Jan- 
ney,  the  Hilliard,  the  Oowell,  the  United  States,  the  Heiu,  the  Boston 
automatic,  and  the  Safford.  Most  of  these  were  approved  before  the 
Master  Car  Builders'  Association  made  its  selection.  The  progress 
towards  a  uniform  automatic  coupler  is  not  satisfactory,  and,  in  the 
opinion  of  this  board,  can  only  be  secured  by  Congressional  interfer- 
ence. 

(3)  The  progress  in  the  use  of  train  brakes  is  not  satisfactory.  In 
some  few  instances  complete  freight  trains  used  only  for  traffic  within 
the  State  are  provided  with  train  brakes,  and  in  some  other  cases  a 
small  proportion  of  the  cars  on  freight  trains  are  provided  with  the 
Westinghouse  automatic  air-brake,  but  generally  freight  trains  are 
only  provided  with  the  old  hand  brake.  With  reference  to  the  intro- 
duction of  train  brakes  as  well  as  of  automatic  uniform  couplers,  this 
board  deems  that  such  expedition  as  the  gravity  of  the  case  demands 
can  only  be  secured  by  Congressional  action. 

(4)  A  full  statement  as  to  what  is  being  done  in  this  State  in  regard 
to  heating  and  lighting  passenger  cars  will  be  found  at  the  beginning 
of  the  report  of  the  board  for  the  current  year. 

(5)  The  answer  to  this  question  is  embodied  in  the  answer  to  the  first 
question. 

(6)  For  the  reasons  already  stated  or  referred  to.  Federal  regulation 
of  freight-car  couplers  and  of  freight-train  brakes  seems  desirable. 
The  regulation  of  couplers  for  steam  heating,  though  desirable,  is  not  so 
imperative,  and  can  be  more  readily  managed  by  the  companies  form- 
ing connecting  lines  without  Federal  interference. 

(7)  Federal  legislation  should  impose  upon  the  Interstate  Com- 
merce Commission  the  duty  of  prescribing  the  conditions  which  freight- 
car  couplers  should  fulfill,  and  should  give  the  Commission  authority 
to  make  such  investigations  as  it  may  deem  necessary,  and  to  employ 
experts  therefor.  The  difficulty  of  decision  has  been  greatly  lessened 
by  the  action  of  the  Master  Car  Builders'  Association  in  selecting  a 
type,  though  in  a  matter  of  such  importance  it  might  be  well  to  have 
the  question  again  acted  upon  by  that  association.  It  should  be  pro- 
vided by  law  that,  when  the  Commission  has  announced  the  require- 
ments, every  railroad  company  doing  an  interstate  business  shall  place 
on  its  freight  cars  thereafter  constructed  or  purchased  by  it,  and  upon 
every  freightcar  owned  by  it,  the  coupler  or  draw-bar  of  which  is  re- 
paired by  it,  an  automatic  coupler  fulfilling  the  conditions  prescribed 
by  the  Commission ;  and  that  from  and  after  a  certain  date,  to  be  fixed 
by  the  Commission,  not  less  than  three  nor  more  than  five  years  from 
the  time  when  the  order  is  issued,  no  freight  cars  shall  be  used  in  inter- 
state traffic  unless  they  are  provided  with  automatic  couplers  fulfilling 
the  requirements.  The  conditions  should  be  so  drawn  as  to  permit 
latitude  in  design  without  sacrificing  interchangeableness  or  such  uni- 
formity in  operation  as  may  be  requisite. 

Similar  provisions  of  law  and  corresponding  action  by  the  commis- 
sion should  be  taken  with  reference  to  equipping  freight  cars  with 
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train  brakes.  The  conditions  which  must  be  fullilled  should  be  ])re- 
scril)ed,  and  the  difficulty  in  determining  the  conditions  will  not  be  fouiid 
to  be  so  great  as  in  the  case  of  couplers. 

Similar  proceedings  might  eventually  be  had  with  reference  to  steam- 
couplers  for  heating  trains,  but  it  is  at  least  (luestionable  whether  the 
experience  in  train-lieating  has  yet  reached  a  point  which  will  justify 
Congressional  regulation. 

(8)  It  would  seem  that  a  board,  after  the  analogy  of  the  Steam-boat 
Inspection  Service,  would  be  unnecessary  5  but  the  Interstate  Commerce 
Commission  might  eventually  be  vested  with  power  to  employ  inspec- 
tion agents.  This  power  would  not  be  requisite  at  first,  as  it  seems 
probable  that  the  Commission,  through  the  instrumentality  of  annual 
reports,  could  secure  most,  if  not  all,  the  information  needed. 

FROM   THE   RAILROAD    COMMISSIONER   OF   MICHIGAN. 

[By  John  T.  Rich,  commissioner.] 

Your  circular  letter  of  the  ITtli  of  May  ultimo,  making  certain  inter- 
orgatories  in  relation  to  safety  appliances  for  use  on  railroads  and  leg- 
islation in  regard  thereto,  was  duly  received.  The  history  of  the  legis- 
lation in  this  State  is  best  found  in  the  acts  themselves,  a  copy  of  which 
is  sent  you  under  separate  cover. 

The  legislation  upon  this  subject  has  been  as  well  observed  as  the 
conditions  would  admit  of. 

The  means  used  to  enforce  the  laws  have,  as  a  rule,  been  through  in- 
terviews with  the  railroad  officials,  correspondence,  and  in  a  few  in- 
stances formal  orders  have  been  issued  in  specific  cases.  It  may  be 
properly  said  here  that  the  railroad  managements  have  manifested  a 
commendable  spirit  in  endeavoring  to  comply  with  law,  and  when  to  do 
so  literally  was  impossible,  then  they  hav^e  complied  as  far  as  practica- 
ble with  it  in  spirit  and  intent.  The  general  effect  has  been  to  reduce 
the  number  of  accidents  of  certain  classes,  while  in  others  no  improve- 
ment has  appeared  to  result. 

The  blocking  of  frogs  and  guard  rails  is  generally  done  in  this  State, 
and  we  have  had  no  accidents  from  such  causes  in  several  years. 

AUTOMATK     COUPLER. 

There  has  been  no  apparent  improvement  in  the  use  of  automatic 
couplers  in  any  general  sense.  In  1886  my  predecessor,  Hon.  William 
McPherson,  after  taking  the  testimony  of  the  principal  railroad  officials 
of  Michigan,  approved  of  seven  different  couplers  for  use  in  this  State, 
as  required  to  do  by  the  provisions  of  the  statute  then  recently  passed 
by  the  legislature  regulating  such  use.  There  is  no  doubt  that  Com- 
missioner McPherson  made  as  judicious  selections  as  possible  to  have 
done  at  that  time  with  the  light  he  had  before  him,  and  acting  as  he 
did  largely  upon  the  recommendation  of  the  railroad  officials  whose 
views  he  consulted.  But  it  is  nevertheless  true  that  not  one  of  the 
couplers  then  selected  has  come  into  general  use  in  the  State,  or  has 
liroved  a  success  in  any  practical  sense.  The  Flint  and  Pere  Marquette 
Company  selected  the  Marks  coupler  and  equipped  a  large  number  of 
their  freight  cars  with  that  pattern.  They  have  been  doing  a  large 
traffic  in  the  hauling  of  logs,  and  there  is  no  doubt  that  the  use  of  the 
Marks  coupler  on  their  logging  cars  has  prevented  many  accidents. 
The  other  couplers  were  put  upon  cars  that  went  into  general  use,  and 
the  almost  universal  practice  of  train-men  has  been  to  couple  the  auto- 
matic couplers  by  the  ordinary  method  of  going  between  the  cars  and 
guiding  the  link  with  the  hand.    Inquiries  among  the  men  why  they  take 
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that  risk,  briugs  the  almost  uuiform  re^jly  that  thfere  is  no  dependence 
to  be  placed  upon  the  working  of  the  so-called  automatic,  and  so  they 
prefer  to  couple  by  hand  to  start  with. 

Since  my  appointment  as  commissioner,  two  patterns  of  couplers  of 
the  Master  Car  liuilders  type  (so  called)  have  been  approved  for  use  iu 
this  State — the  Janney  upon  the  application  of  the  Grand  Rapids 
and  Indiana  Railroad  Company,  and  the  Dowling  upon  the  application 
of  the  Michigan  Central  Railroad  Company.  Of  the  former  only  a 
few  have  been  put  on,  and  appear  to  work  well  when  coupled  with 
each  other.  Of  the  latter  pattern  I  understand  that  a  considerable 
number  were  applied,  but  I  am  advised  did  not  prove  satisfactory,  and 
no  more  are  being  used  by  the  Central  Company. 

The  foregoing  is  about  all  the  ])rogress  I  am  able  to  report  from  this 
State  in  the  way  of  adopting  automatic  couplers  of  the  Master  Car 
Builders  type. 

The  railroad  officials  appear  to  regard  that  type  of  couplers  with 
considerable  favor  as  being  the  one  most  likely  to  secure  early  uni- 
formity in  car  couplers.  It  is  claimed  by  some  that  during  the  transi- 
tion period,  from  the  use  of  the  old  style  of  couplers  with  the  latter, 
the  danger  from  accident  will  be  increased  rather  than  diminished. 

The  train-men,  generally,  are  opposed  to  any  form  of  the  automatic 
coupler  and  exi)ress  a  preference  for  the  Saffbrd  link  and  i)in  coupler, 
which  is  provided  with  concave  face,  thus  leaving  room  for  tlie  hand 
while  the  coupling  is  being  made.  In  short,  so  far  the  situation  in 
Michigan  indicates  very  little  progress  has  been  made  in  the  adoption 
of  the  automatic  coupler,  except  to  demonstrate  how  great  are  the 
difficulties  to  be  overcome  before  they  can  be  expected  to  come  into 
general  use. 

HEATING  AND   LIGHTING   OF   PASSENGER   CARS. 

Since  the  law  of  1887,  Michigan  statutes,  went  into  operation  with 
regard  to  heating  cars  by  some  safer  method  than  that  heretofore  gen- 
erally in  use— stoves — the  managers  of  the  principal  roads  in  our  State 
have  been  doing  the  best  they  could  to  accomplish  the  purpose  of  the 
law.  On  several  of  the  roads  experiments  in  the  way  of  heating  their 
cars  by  steam  from  the  engine  have  been  under  way  for  two  years  past, 
but  so  far  with  indifferent  success.  It  has  proven  an  uncontrollable 
method  in  many  particulars,  and  the  heat  provided  has  not  been  as 
agreeable  as  that  from  the  hot-water  radiators.  I^o  means  have  yet 
been  devised  to  keep  the  car  warm  in  case  of  an  accident  to  the  locomo- 
tive, in  case  of  a  removal  of  the  stoves,  so  that  the  latter  have  generally 
been  permitted  to  remain  in  position.  No  device  has  as  yet  been 
approved  at  this  office  for  use  under  the  provisions  of  our  statute,  but 
ordinary  stoves  and  frail  heaters  have  been  ordered  from  the  cars  on 
Michigan  railroads.  Hot-water  heaters  are  thus  far  giving  the  best 
satisfaction  to  the  occupants  of  the  cars.  Most  of  the  companies  will 
continue  to  experiment  in  this  connection  during  the  coming  winter. 

No  complaint  has  been  made  to  this  office  of  the  methods  of  lighting 
generally  employed  on  the  railroads  of  this  State,  and,  I  think,  of  other 
States,  by  lamps  burning  kerosene  oil,  which  iu  Michigan  must  only  flash 
at  a  temperature  ot*  300°  Fahrenheit. 

TRAIN   BRAKES. 

Train  brakes  are  being  rapidly  brought  into  use  in  this  State.  The 
necessity  for  speed  in  the  transportation  of  perishable  goods  requires 
some  method  for  quickly  stopping  of  trains.     This  can  only  be  accom- 
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plisbed  by  the  use  of  power  brakes,  or  the  employineiit  of  a  large  num- 
ber of  train-men,  and  the  former  plan  is  now  being  generally  adopted 
for  the  desired  pnrpose.  It  is  doubtful  whether  the  progress  is  being 
made  with  sufficient  celerity  to  please  the  train  men,  but  the  necessity 
for  their  u^e  is  recognized  by  most  officials,  and  such  br.jkes  will  be 
utilized  as  fast  as  conditions  will  permit  on  our  main  trunk  lines.  Leg- 
islation may  be  necessaiy  to  secure  the  co  operation  of  the  less  impor- 
tant companies  in  this  regard.  But  as  the  efficiency  of  the  power  brake 
comes  to  be  understood  and  appreciated  their  ado])tion  even  on  the 
smaller  roads  will  be  a  matter  of  brief  time  only.  No  trains  are  made 
up  at  present  on  which  the  trainmen  employed  are  not  obliged  to  trav- 
erse the  tops  of  the  cars  more  or  less. 

Experiments  are  now  being  made  by  the  Michigan  Central  Company 
in  lighting  their  passenger  cars  by  the  use  of  electricity  furnished  from 
storage  batteries.  So  far  as  reported  the  experimenting  is  proving  sat- 
isfactory. 

OTHER   SAFETY  DEVICES. 

Interlocking  switches  are  being  put  in  at  all  new  railroad  crossings 
in  this  State,  and  at  many  of  the  older  ones.  They  are  giving  the  best 
of  satisfaction.  The  split-switch  is  also  being  adopted  as  rapidly  as 
circumstances  will  permit,  and  are  universally  conceded  to  be  a  great 
improvement  and  conducive  to  safety,  as  it  lessens  the  danger  of  de- 
railment at  least  one-half. 

FEDERAL  LEGISLATION. 

It  is  doubtful  whether  Federal  legislation  will  accomplish  much  of 
what  is  desirable  in  the  way  of  regulations  for  the  adoption  of  safety 
appliances  on  railroads  in  the  States.  The  difficulty  generally  with 
legislation  in  regard  to  safety  devices  has  been  that  the  law  passed  has 
required  much  at  the  hands  of  railroad  companies  when  no  means  for 
the  performance  of  the  requirements 'are  available,  and  it  is  difficult  to 
understand  how  legislation  by  Congress  can  stimulate  or  anticipate 
human  ingenuity  in  that  respect. 

With  regard  to  couplers  it  might  be  deemed  desirable,  and  perhaps 
necessary,  when  a  real  automatic  coupler  is  discovered,  to  invoke  the 
aid  of  Congress  in  securing  its  use  by  the  railroad  corporations  in  the 
different  States,  but  beyond  this,  in  my  judgment,  very  little  could  be 
accomplished  in  that  behalf  by  Federal  legislation. 

The  heating,  lighting,  and  brake  questions  will  soon  solve  themselves 
without  much  of  any  legislation.  State  or  national. 

If  Federal  control  is  to  be  assumed  in  such  matters,  I  am  of  the  opin- 
ion that  a  board  organized  somewhat  after  the  plan  of  our  supervising 
marine  would  be  preferable  to  a  general  commission. 

FROM   THE   RAILROAD   COMMISSION   OF   NEW   YORK. 
[By  William  E.  Rogers,  chairman.  1 

(1)  At  the  time  of  the  creation  of  the  board  of  railroad  commis- 
sioners of  this  State  there  were  comparatively  few  statutory  regulations 
providing  especially  for  the  safety  of  train-men,  although  there  were  a 
number  providing  for  that  of  passengers.  After  the  board  had  been 
in  existence  about  a  year,  an  act  was  passed  upon  its  recommendation 
(chapter  439,  laws  of  1884)  entitled  "  An  act  for  the  better  protection 
of  life  and  property  upon  the  railroadsof  this  State  to  promote  the  safer 
and  better  management  of  steam  railroads." 

H,  Mis,  50 20 
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The  first  section  provided  for  tlie  abolition  of  the  old  stub  switch, 
and  the  substitution  of  switches  of  a  better  construction. 

The  second  section  required  the  construction  of  warning  signals  at 
the  approach  of  low  bridges  to  prevent  train-men  being  struck  while  on 
the  roofs  of  cars. 

-The  third  section  provided  for  the  construction  of  gates  or  stationing 
of  flagmen  at  highway  crossings. 

The  fourth  section  provided  that  after  July  the  1st,  188G,  no  coup- 
lers other  than  automatic  should  be  placed  upon  any  new  freight  car  to 
be  built  or  purchased  for  use  upon  any  railroad  in  this  State. 

The  fifth  section  provided  for  all  trains  coming  to  a  full  stop  before 
crossing  another  steam -rail  road  track  at  grade. 

The  sixth  section  required  every  passenger  car  to  be  equipped  with 
an  automatic  air-brake  or  some  other  form  of  safety-power  brake  to  be 
applied  from  the  locomotive. 

The  eighth  section  provided  that  each  passenger  car  should  be 
equipped  with  a  set  of  tools  to  be  used  to  extricate  passengers  in  case 
of  accident. 

In  1887  an  act  was  passed  prohibiting  any  steam  railroad  after  the 
1st  of  November,  1888,  from  heating  its  passenger  cars  (m  other  than 
mixed  trains,  by  any  stove  or  furnace  kept  inside  the  car  or  suspended 
therefrom,  exempting  from  the  act  railroads  under  50  miles  in  length, 
and  empowering  the  board  of  railroad  commissioners  in  special  cases  to 
extend  the  time  not  to  exceed  a  year. 

This  act  also  provided  that  guard  posts  should  be  placed  in  the' pro- 
longation of  the  line  of  bridge  trusses  to  prevent  these  trusses  being 
broken  down  l)y  a  derailed  car. 

In  answer  to  your  question,  *  *  *  i  can  say  with  assurance  that 
the  provisions  with  regard  to  steam  heating  have  been  very  generally 
conformed  to.  Extensions  were  made  from  time  to  time  by  the  board 
in  special  cases,  but  the  passenger  equipment  of  the  railroads  of  the 
State  are  substantially  all  fitted  to  be  heated  by  steam  from  the  loco- 
motive at  present,  with  the  exceptions  specificially  provided  for  by 
statute.  *  *  *  Whenever  a  violation  of  a  law  is  brought  to  the 
attention  of  the  board  of  railroad  commissioners  it  immediately  takes 
measures  to  have  it  enforced  by  the  law  officers  of  the  State. 

With  regard  to  the  other  requirement  of  the  law,  the  board  is  of  the 
impression  that  they  are  generally  enforced. 

The  board  has  in  its  employment  an  inspecting  officer  whose  business 
it  is  to  critically  inspect  the  condition  of  the  road-bed,  ties,  fish-plates, 
switches,  trestles,  and  all  other  things  connected  with  the  permanent 
way  of  railroads,  and  also  to  see  that  the  corporations  comply  with  the 
provisions  of  law  in  all  respects  connected  with  the  physical  manage- 
ment of  the  road.  This  officer  begins  his  inspection  of  the  railroads  as 
soon  as  the  snow  leaves  the  ground  in  the  spring,  and  continues  until 
the  trost  sets  in  in  the  autumn.  He  is  enabled  to  visit  everj'^  railroad 
in  the  State  about  once  in  two  years.  He  makes  a  report  to  the  board 
of  the  condition  in  which  the  railroad  is  found,  with  such  criticisms  and 
recommendations  for  the  remedying  of  defects  as  he  may  deem  proper. 
A  copy  of  this  report  is  sent  to  the  president  of  the  railroad  with  the 
recommendation  of  the  board,  if  it  approves  of  the  recommendation  of 
the  inspector,  that  the  suggestions  of  the  inspector  be  adopted.  An 
opportunity  is  given  the  railroad  for  a  hearing  and  for  a  modification  of 
the  recommendation  of  the  board. 

Eesulting  from  this  inspection  and  from  the  measures  taken  by  the 
board,  there  has  been  brought  about  an  improvement  in  the  physical 
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condition  of  the  railroads  of  tbis  State  of  which  the  public  at  hirge  have 
very  little  idea. 

The  board  lias  also  given  very  special  attention  to  the  inspection  of 
bridges.  It  requires  each  corporation  to  file  with  the  board  i)laiis  and 
drawings  in  detail  of  every  bridge  upon  the  line  of  its  road  with  the 
strain  sheet  accompanying  the  same.  The  stresses  upon  every  mem- 
ber of  every  bridge  are  re-calculated  by  the  bridge  engineer  of  the 
board,  and  if  any  structural  weakness,  deficiency  of  metal,  or  faulty 
construction  is  detected  the  corporation  is  notified  of  the  fact  and  re- 
quired to  show  cause  why  the  bridge  should  not  be  strengthened  or 
remedied. 

This  has  been  a  most  important  and  prolonged  work.  The  strain  sheets 
and  calculations  are  in  process  of  publication  and  within  a  short  time 
the  board  believes  they  will  be  completed. 

The  critical  inspection  of  bridges  thus  undertaken  has  led  to  the  re- 
construction of  a  large  number  and  to  the  strengthening  of  a  still  larger 
number. 

(2)  This  question  is  partially  answered  hereinbefore  where  your  at- 
tention is  called  to  the  statute  of  1884  regarding  the  same. 

A  bill  has  passed  the  legislature  and  is  now  before  the  governor  re- 
quiring all  corporations  operating  any  line  of  railway  by  steam  power 
in  the  State,  by  the  first  day  of  November,  1892,  to  equip  all  of  their 
own  engines  and  freight  cars  run  and  used  in  freight  trains  or  other 
trains  in  this  State  with  automatic  couplers. 

The  board  has  no  trustworthy  information  before  it  at  the  present 
writing  as  to  what  progress  the  standard  coupler  adopted  by  the  Mas- 
ter Car  Builder's  Association  is  making.  My  impression,  however,  is 
that  the  progress  is  not  very  rapid. 

(3)  There  was  a  bill  introduced  requiring  the  adoption  of  freight- 
train  brakes,  and  it  failed  to  pass  the  legislature  this  year.  The  board 
is  not  advised  of  there  being  any  serious  effort  upon  the  part  of  rail- 
roads to  equip  their  freight  cars  with  air-brakes. 

(4)  The  answer  to  the  heating  has  been  given  hereinbefore. 

With  regard  to  lighting  it  may  be  said  that  a  bill  has  passed  the  leg- 
islature prohibiting  the  use  of  kerosene  oil,  and  is  now  before  the  gov- 
ernor awaiting  his  action. 

The  board  is  of  the  opinion  that  mineral  sperm  oil  of  300  degrees  fire 
test  is  a  safe  illuminating  material.  The  use  of  oil  of  a  lower  test  is 
prohibited  already  by  statute  in  this  State. 

The  board  has  given  considerable  attention  to  this  subject,  and  its 
views  may  be  briefly  stated  as  follows : 

In  response  to  a  resolution  of  the  legislature,  a  public  hearing  was 
given  on  this  and  other  subjects.  With  regard  to  lighting  there  were 
but  two  methods  suggested  at  the  hearing.  One  was  by  electricity, 
the  other  by  stored  gas.  The  method  by  electricity  appears  to  be  so 
expensive  as  to  give  but  little  encouragement  to  railroads  to  continue 
it. 

There  does  not  appear  to  be  any  trustworthy  evidence  that  the 
present  method  in  general  use  of  lighting  the  cars  with  lamps  in  which 
mineral  spermoil,  so  called,  of  300  degrees  fire  test  is  used,  is  danger- 
ous. In  case  of  collision  or  sudden  shock  the  lamps  are  almost  certaiji 
to  go  out.  While,  of  course,  candles  would  probably  be  safer  in  certain 
contingencies,  it  is  very  questionable  whether  the  great  inconvenience 
the  public  would  be  subjected  to  by  such  a  dim  light  would  be  com- 
pensated for  by  the  slightly  increased  safety. 

The  method  of  storing  gas  in  reservoirs  under  the  cars  is  one  which 
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the  board  is  Dot  prepared  to  pronounce  as  more  or  less  safe  than  iamps, 
there  being  no  evidence  attainable  at  present  on  the  subject.  The 
bursting  of  such  a  reservoir  in  a  collision  would  let  loose  a  highly  in- 
flammable material  liable  to  catch  lire  and  do  great  injury.  The 
methods  now  being  experimented  upon  by  railroads  for  lighting  cars, 
known  as  the  ''rintsch"  system  and  others,  consistin  storing  gas, either 
common  coal-gas  or  a  gas  from  |^)etroleum,  in  reservoirs  under  the  cars. 
This  board  is  not  prepared  to  give  such  a  system  its  sanction,  certainly 
at  present. 

Since  the  board  has  been  in  existence  there  has  not  come  within  its 
knowledge  a  single  case  of  a  railroad  car,  either  in  collision  or  other- 
wise, in  this  State,  having  caught  fire  from  the  lamps. 

It  would  thus  appear  that  there  is  no  very  immediate  necessity  for 
legislation  upon  this  subject. 

(5)  This  question  has  been  incidentally  answered  hereinbefore. 

(6)  I  am  of  the  impression  that  Federal  legislation  can  properly  be 
invoked  to  cover  the  matters  of  automatic  brakes,  uniform  automatic 
couplers,  and  uniform  couplers  for  steam-heating,  and  I  see  equally 
good  reason  why  there  should  be  Federal  legislation  with  regard  to 
these  matters  as  with  regard  to  safety  measures  for  steam  ships  and 
steam-boats  navigating  tlie  rivers  of  the  country. 

In  a  report  upon  tests  of  automatic  car- couplers,  July  1, 1886,  to  be 
found  upon  page  179  of  the  first  volume  of  the  report  of  this  board  for 
1886,  the  board  uses  the  following  language: 

To  attain  the  main  object  of  an  automatic  coupler,  i.  e.,  to  save  the  lives  and  limbs 
of  trainmen,  it  is  most  desirable  that  but  one  device  should  be  in  universal  use.  If 
there  is  diversity  it  will  increase  rather  than  diminish  the  present  dangers. 

There  appears  to  be  but  two  ways  for  this  to  be  brought  about,  one  by  the  operation 
of  the  law  of  the  "  survival  of  the  fittest,"  the  other  by  the  creation  by  Congress  of 
a  commission  to  determine  upon  one  coupler  and  compel  its  adoption  by  all  compa- 
nies eugaged  in  interstate  commerce. 

The  first  method,  it  would  seem,  will  be  slow  beyond  all  computation  from  present 
indications.  There  appears  to  be  no  good  reason,  however,  why  the  second  could  not 
be  done. 

Under  its  powers  to  "  regulate  commerce  among  the  several  States,"  Congress  has 
already  prescribed  rules  for  the  inspection  of  hulls  and  boilers  of  steam-ships,  for 
the  examination  of  engineers  as  to  their  competency,  for  A^essels  being  provided  with 
boats,  life-preservers,  and  for  many  similar  things  to  insure  the  safety  of  travel  by 
water. 

It  would  seem  that  the  same  power  could  and  should  be  exercised  to  insure  safety 
in  the  operation  of  railroads. 

From  the  diversity  ot  the  recommendations  made  by  the  States  which  have  already 
acted  ou  the  coupler  question,  it  seems  to  be  hopeless  to  secure  unanimity  from  them 
acting  separately. 

It  is  needless  to  say  that,  with  regard  to  the  many  matters  of  safety 
involved  in  the  proper  maintenance  of  the  road-bed,  incidentally  men- 
tioned hereinbefore,  they  should  bekeptexclusively  within  the  State  con- 
trol. Safety  appliances,  however,  to  be  applied  to  the  rolling  stock  mov- 
ing from  State  to  State,  and  requiring  uniformity  to  be  efficacious,  should 
clearly,  in  my  opinion,  come  within  the  Federal  supervision,  and  if  nec- 
essary, compulsion. 

(8)  It  would  seem  that  the  simpler  the  agency  the  better.  Probably 
no  better  method  could  be  devised  than  to  appoint  an  inspector,  of  the 
Interstate  Commerce  Commission,  whose  duties  it  would  be  to  see  that 
the  Federal  regulations  with  regard  to  these  devices,  viz,  automatic 
brakes,  automatic  couplers,  and  automatic  steam-couplers  should,  be 
conformed  to  by  the  railroads  throughout  the  country  whose  cars  pass 
from  one  State  to  another, 
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FROM   THE  RAILROAD  COMMISSIONER  OF   OHIO. 

[by    W.    S.    CAIMM'.I.LKK,    CJOMMISSIONEIl.  ] 

(1)  The  legislature  of  this  State  has  from  tiine  to  time,  by  legislation, 
sought  to  require  railroads  to  adopt  such  measures  as  would  lessen  the 
uumber  of  accidents  in  the  State.  As  far  as  my  observation  goes,  the 
railroads  have  always  complied  to  the  statutory  requirements.  The 
general  eftect  has  been,  I  think,  to  lessen  the  number  of  accidents.  The 
uumber  per  mile  of  line  operated  is  much  less  than  it  was  fifteen  years 
ago. 

(2)  All  passenger  trains  use  automatic  couplers.  I  am  unable  to  say 
what  the  attitude  of  all  railroads  is  towards  the  standard  coupler.  The 
consideration  given  the  matter  by  the  Master  Car-Builders'  Associa- 
tion, should  have,  and  no  doubt  will  have,  considerable  weight  with  rail- 
road operators. 

(3)  Some  of  the  trunk  lines,  viz,  the  Pennsylvania  Company,  the 
Lake  Shore,  and  Baltimore  and  Ohio  have  within  thepastyear  fitted  up 
some  through  freight  trains  with  automatic  brakes,  but  I  doubt  if  the 
expense  is  not  too  great  to  come  in  general  use.  For  the  coming  brake 
for  freight  trains,  in  my  judgment,  we  will  have  to  depend  on  electricity. 
The  experiments  that  are  being  made  give- reason  to  hope  that  such 
can  be  applicable  to  freight  trains  at  a  nominal  cost. 

(4)  We  have  no  statute  in  this  State  against  coal-stoves  for  heating 
or  oil-lamps  for  lighting. 

(5)  All  passenger  trains  are  required  to  carry  saw,  ax,  and  sledge, 
and  water-buckets  for  extinguishing  fires,  also  all  roads  are  required  to 
block  frogs  and  guard  rails  so  as  to  prevent  the  feet  of  employes  or 
others  from  catching  in  them.  Safety  gates  or  flagmen  are  required  at 
street  crossings  <Vhen,  in  the  judgment  of  the  commissioner,  they  are 
necessary. 

(6)  States  in  themselves  may  legislate  for  safety  devices,  but  the  con- 
fliction  of  legislation  by  States  has  a  tendency  to  embarrass  trunk-line 
roads  operating  in  different  States.  It  would  therefore  be  much  better 
if  Federal  legislation  could  be  had,  thus  making  it  uniform,  and  which 
in  time  the  small  roads  of  the  State  would  adopt  themselves. 

(7)  Federal  legislation  in  regard  to  coupler,  train  brake,  car  beating 
and  lighting,  would  be  far  preferable  to  State  legislation;  its  uniformity 
would  be  its  greatest  virtue,  but,  upon  this  subject,  ouly  such  appliances 
should  be  adopted  as  have  been  thoroughly  tested  and  approved  by 
the  Master  Car-Builders'  Association,  which  it  is  safe  to  say  is,  or  should 
be,  unprejudiced  and  without  favoritism. 

(8)  Federal  legislation,  to  be  expedient,  should  be  administered  by  the 
State  commissions,  where  they  exist,  thus  avoiding  duplication  and 
confliction  of  orders.  The  Federal  Government  might  make  such  ap- 
pointments, giving  preference  to  existing  boards  where  tiiey  exist,  thus 
lessening  the  expense  both  to  the  State  and  Federal  Government  and  in- 
suring the  highest  measure  of  service. 

In  my  report  of  1887,  I  held,  and  still  hold,  that  it  was  against  pub- 
lic policy  to  burden  railroads  with  unreasonable  legislation ;  that  the 
public  would  demand  friendly  relations  with  the  railroads,  the  one  the 
accommodating  servant  of  the  public,  and  the  other  just  and  rea- 
sonable in  all  its  demands.  If  the  statistics  could  be  compiled,  I  be- 
lieve it  would  be  showii  that  the  percentage  of  accidents,  while  more 
frequent  than  they  should  be,  is  in  fact  no  greater  than  the  percentage 
arising  from  other  causes  of  equally  hazardous  employment.  There  is 
au  infatuation  about  railroad  train  service  that  is  enticing  to  young  men 
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wbo  are  not  particularly  developed  in  the  bump  of  caution.  Accidents 
pervade  all  business,  trades,  and  professions — steam,  gas,  electricity, 
builders,  and  so  on  to  the  crack  of  doom.  Much  has  been  done,  and 
much  more  can  be  done  to  lessen  the  percentage  of  accidents.  If  Con- 
gress can  b}^  wise  legislation  contribute  in  that  direction,  it  will  have 
rendered  an  ev^erlasting  service. 

FROM   THE    RAILROAD    COMMISSIONERS    OF    OREGON. 

[By  G.   W.  Colvig.   J.  P.   Faiill  atid  Robert  Clow,   commissiouers,  ii.  A.  Wa(?goner, 

clerk.] 

*  #  *  *  *  •  * 

(1)  The  State  of  Oregon  has  no  legislation  on  the  subject  of  safety 
appliances  on  railroads. 

(2)  The  Miller  coupler  on  passenger  cars  is  in  general  use.  No  auto- 
matic coupler  is  in  nse  on  freight  cars  on  any  of  the  lines  in  this  State. 
There  is  no  prospect  apparent  of  any  uniform  safety  coupler  being 
adopted  unless  it  should  be  enforced  by  an  act  of  Congress. 

(3)  Freight  trains  are  managed  largely  by  means  of  hand-brakes  on 
all  of  the  lines  in  Oregon.  I^o  company  so  far  as  this  board  is  informed 
has  a  complete  air-brake  system  in  the  State. 

(4)  All  passenger  cars  in  this  State  are  heated  by  means  of  stoves 
and  lighted  by  oil  lamps. 

(5)  The  board  is  not  informed  of  any  other  safety  devices  being  intro- 
duced in  Oregon. 

(0)  The  board  believes  that  some  system  of  automatic  couplings 
should  be  adopted  by  the  General  Government,  but  that  it  should  only 
require  the  same  to  be  put  on  all  cars  constructed  after  the  passage  of 
the  act.  The  reason  for  such  a  system  is  that  the  board  believes  it 
would  greatly  lessen  the  number  of  deaths  and  injuries  which  result 
from  hand  couplings. 

(7)  That  the  board  has  no  suggestions  to  make  in  relation  to  light- 
ing cars  by  electricity.  That  some  method  should  be  adopted  for  car- 
heating  other  than  that  of  stoves. 

(8)  The  board  believes  that  the  Federal  authority  should  have  an  in- 
spector of  railroads  for  each  State.  He  should  have  power  to  grant  a 
license  to  railroads  to  operate  roads  for  freight  or  passengers  within 
the  State.  He  should  be  required  to  examine  under  oath  and  by  proper 
interrogatories  all  applicants  for  the  position  of  engineer  or  conductor 
on  any  train  or  engine,  and  if  found  qualified  to  grant  such  i^erson  a  li- 
cense to  act  as  such.  Hq  should  have  power  to  compel  all  companies 
in  the  State  to  cease  running  until  it  complied  with  the  law  by  having 
duly  qualified  trainmen; 

EXTRACT   FROM  A  LETTER    FROM    GOVERNOR    E.  W.  WILSON,  OF  WEST 
VIRGINIA,  DATED  SEPTEMBER  26,  1889. 

As  a  matter  of  fact,  there  is  not  a  railroad  in  the  United  States  but 
more  or  less  conveys  freight  destined  to  another  State,  and,  therefore, 
it  would  seem  that  Congress  has  the  power  to  compel  the  use  of  safety 
appliances ;  this,  of  course,  on  the  assumption  that  the  power  to  regu- 
late, etc.,  carries  with  it  the  authority  to  legislate  upon  the  mode  of 
conveyance. 

OTHER   STATES. 

Brief  replies  indicating  in  nearly  all  cases  an  absence  of  legislation 
on  the  matters  treated  of  in  the  circular,  were  received  from  Alabama, 
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Dakota,  Florida,  Illinois,  Indiana,  Iowa,  Minnesota,  Mississippi,  North 
Carolina,  Washington,  and  Wisconsin. 

FROM  THE  MASTER   CAR  BUILDERS'  ASSOCIATION. 

[By  W.  McWood,  president,  and  John  W.  Cloud,  secretary,  for  executive  committee.] 

Your  printed  circular  of  May  17,  1889,  addressed  to  the  Master  Oar 
Builders'  Association,  which  accompanied  your  letter  of  June  6,  to  the 
secretary,  was  read  before  the  association  in  convention  at  Saratoga, 
N.  Y.,  on  June  27,  and  referred  by  the  convention  to  the  executive 
committee  for  reply. 

The  points  of  inquiry,  either  expressed  or  implied,  upon  which  this 
committee  is  best  prepared  to  furnish  information  are  those  relating  to 
the  construction  and  equipment  of  passenger  and  freight  cars.  Many 
of  the  railroads  represented  in  the  Master  Car  Builders'  Association 
have  been  obliged  by  State  laws,  intended  for  public  protection,  to  make 
important  changes  in  the  coupling  of  freight  cars,  which  render  the 
cars  less  facile  of  interchange  with  other  railroads  in  the  same  State  as 
well  as  in  other  States,  by  making  them  more  dangerous  to  couple  in 
many  cases  when  adjacent  to  cars  of  other  railroads,  so  that  it  is 
doubtful,  in  the  absence  of  any  carefully  sifted  statistics,  whether  the 
laws  have  resulted  beneficially. 

This  association  has  for  the  past  twenty  years  appreciated  the  great 
importance  of  uniformity  in  freight-car  couplings  throughout  the  United 
States  and  Canada  on  account  of  the  vast  interchange  of  cars,  and  it 
long  ago  established  a  standard  height  from  top  of  rail  to  center  of 
coupling,  as  well  as  a  standard  link  and  standard  buffers  with  standard 
location  on  end  sills,  so  that  cars  of  all  railroads  might  be  coupled  to- 
gether with  equal  facility.  We  are  aware  that  damage  sometimes  hap- 
pens to  men  in  cou})ling  by  this  method,  either  from  carelessness  or 
otherwise,  even  when  these  standards  are  followed,  but  we  think  the 
establishment  and  maintenance  of  these  standards  has  been  beneficial, 
and  we  do  not  think  it  wise  to  disturb  this  uniformity  unless  it  be  sup- 
planted by  uniformity  again  in  a  form  which  is  less  dangerous  to  oper- 
ate, and  we  believe  that  the  present  lack  of  uniformity,  if  allowed  to  be 
perpetuated,  and  still  more  so  if  extended  by  other  State  laws,  will  in- 
troduce more  dangerous  circumstances  than  it  will  eliminate. 

Putting  continuous  or  train  brakes  on  freight  cars  is  largely  a  finan- 
cial question  which  this  association  does  not  attempt  to  handle ;  the 
mechanical  questions  have  been  pretty  definitely  settled,  so  that  good 
efiiciency  may  be  surely  had. 

Heating  and  lighting  passenger  cars  more  safely  is  a  problem  not  to 
be  pushed  too  vigorously  until  better  methods  are  proven,  as  an  im- 
perfect system  oiice  established  is  hard  to  eradicate,  even  after  more 
perfect  methods  have  been  developed,  in  which  purity  of  air  has  been 
properly  considered. 

In  regard  to  safety  appliances  and  practices  in  general,  a  large  part 
of  the  time  and  attention  of  this  association  is  given  to  perfecting  plans 
and  adopting  rules  of  construction  and  inspection  for  numberless  de- 
tails, so  that  the  lives  of  men  may  not  be  jeopardized  when  it  is  possi- 
ble for  human  ingenuity  and  foresight  to  prevent  it,  and  if  the  proposed 
action  of  j^our  Commission  will  surely  further  this  end  and  will  bear 
equally  upon  all  cases  of  same  class  doing  service  in  the  United  States, 
the  Master  Car  Builders'  Association  will  welcome  it  as  an  efficient  aid 
to  the  accomplishment  of  what  it  seeks  to  do. 
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FROM   THE   BROTHERHOOD   OF   LOCOMOTIVE   ENGINEERS. 

[By  James  F.  Walsh.] 

Your  letter,  also  circular  of  iuquiry  of  May  17  addressed  to  P.  M. 
Arthur,  grand  chief  engineer  Brotherhood  of  Locomotive  Engineers, 
were  by  him  referred  to  me  with  the  request  that  I  make  answer  at  as 
early  a  date  as  possible.  I  therefore  make  it  the  object  of  this  letter 
to  answer  your  queries  and  will  endeavor  to  follow  in  the  order  they 
are  presented. 

(1)  Outside  of  a  law  passed  by  the  State  legislature  at  its  last  ses- 
sion in  reference  to  the  heating  of  passenger  cars  by  steam,  I  may  say 
none. 

(2)  The  tendencj^  on  the  part  of  trunk  lines  and  the  roads  directly 
connecting  is  to  equip  that  part  of  their  freight  equipment  used  in  the 
transportation  of  live  stock  and  perishable  property  with  the  auto- 
matic coupler.  Should  the  present  feeling  continue,  the  prospects  for  a 
general  movement  in  this  direction  appear  bright.  The  progress  is 
slow  at  present,  the  drawback  appearing  to  be  the  increased  cost  of 
the  new  couplers  and  the  discarding  of  the  old  ones  as  long  as  they  are 
serviceable,  also  the  slowness  of  some  of  the  roads  to  take  hold  of  any- 
thing that  tends  to  increase  their  operating  expenses,  each  manage- 
ment endeavoring  to  make  a  favorable  showing. 

(3)  The  progress  in  this  direction  is  also  very  slow.  That  part  of  the 
equipment  mentioned  in  the  foregoing  answer  is  also  being  equipped 
with  f)Ower  (air)  brakes.  The  progress  in  this  direction  in  i)oint  of 
safety  to  train-men  and  general  safety  is  far  from  being  satisfactory. 
The  weight  of  a  freight  train  of  to-day  is  double  and  in  many  instances 
treble  that  which  it  was  a  few  years  ago.  The  speed  of  freight  trains 
has  been  increased  in  equal  proportion  to  the  weight,  but,  unless  where 
a  few  of  the  cars  equipped  with  a  power-brake  are  in  the  train,  the 
facilities  for  bringing  the  train  under  control  have  not  been  increased. 
When  one-third  or  more  of  the  cars  in  an  ordinary  freight  train  are 
equipped  with  the  power-brake  the  necessity  for  train-men  traversing 
the  tops  of  cars  is  reduced  to  a  minimum. 

(4)  There  is  a  general  movement  at  present  towards  equipping  pas- 
senger cars  with  steam -heating  apparatus. 

(5)  In  reference  to  the  adoption  of  safety  devices  which  do  not  come 
under  the  notice  of  the  general  public  the  tendency  is  to  drag  very 
slowly. 

(6)  However  undesirable  to  the  railway  companies  Federal  legisla- 
tion might  be,  in  justice  to  those  employed  on  the  roads  and  to  the 
traveling  public,  some  definite  action  should  be  taken  looking  towards 
the  adoi^tion  of  safety  devices,  such  as  signals  being  placed  on  all 
switches  and  at  grade  crossings,  also  the  keeping  of  watchmen  at  these 
crossings  to  change  the  position  of  the  signals  so  as  to  permit  trains 
having  the  right  to  pass,  while  indicating  to  others  that  the  track  is 
not  clear. 

Also  the  erection  at  a  safe  distance  from  points  of  danger  a  signal  that 
may  be  seen  by  train-men  at  night  or  during  bad  weather  indicating 
their  close  proximity  to  such  points. 

(7)  Without  Governmental  action  it  does  not  appear  that  any  general 
movement  will  be  made  in  the  near  future  in  reference  to  the  adoption 
of  safety  appliances.  The  Janney  type  of  coupler  is  meeting  with  a 
great  deal  of  favor  for  freight  cars,  the  main  features  of  this  coupler 
having  been  approved  by  the  Master  Car  Builders'  Association. 
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The  Wcstinghouso  iinprovod  automatic  air-brake  is  being  used  when 
power  brakes  are  being  applied  to  freight  equipment. 

Steam  from  the  locomotive  is  the  most  simple  and  easily  handled  for 
heating  purposes. 

For  lighting  purposes,  electric  appliances  as  at  present  constructed 
are  too  expensive  to  justify  their  compulsory  adoption  wlien  the  slight 
danger  to  damage  from  the  present  form  of  non-explosive  lamp  is  con- 
sidered. 

(8)  As  to  the  expediency  of  Federal  legislation,  I  do  not  think  that 
without  it  the  adoption  of  lifeand-property  saving  devices  will  ever 
become  general,  and  the  result  will  continue  to  be  the  periodical  recur- 
rence of  accidents,  causing  great  loss  of  life  and  damage  to  property 
through  a  desire  to  make  a  dividend-paying  railroad  out  of  one  which 
should  never  have  been  constructed. 

Without  Federal  inspection  Federal  legislation  in  reference  to  those 
matters  will  not  have  much  force. 

As  to  the  manner  of  inspection,  my  idea  would  be  a  division  of  the 
country  into  districts,  the  size  of  the  district  to  be  governed  by  the 
number  of  miles  of  railroad.  An  inspector  to  be  appointed  for  each 
district,  he  to  be  an  experienced  railroad  man.  His  duty  to  be  an  in- 
spection at  frequent  intervals  of  the  roads  and  their  equipment.  Should 
his  attention  be  called  to  a  dangerous  place  in  the  road-bed,  inferior  or 
unsafe  material  or  machinery,  or  to  the  neglect  of  duty  or  intemperance 
or  incompetency  on  the  part  of  an  employe,  he  to  have  full  power  to 
act  in  the  case  pending  an  appeal  to  those  in  authority  over  him. 

FROM  THE  ORDER  OF  RAILWAY  CONDUCTORS. 

[By  William  P.  Daniels,  grand  secretary  and  treasurer.] 

Your  favor  of  the  17th  instant  to  Mr.  Wheaton,  together  with  accom- 
panying circular,  has  been  referred  to  me  for  reply. 

(1)  I  am  not  informed  as  to  legislation  in  different  States  in  regard 
to  safety  appliances;  I  believe  Michigan  has  a  State  law  requiring  au- 
tomatic couplers,  and  there  is  now  pending  in  New  York  an  act  to  com- 
pel railway  companies  to  equip  all  rolling  stock  with  automatic  brakes 
and  couplers.  This  bill  was  introduced  by  request  of  members  of  the 
Order  of  Railway  Conductors,  and  I  inclose  herewith  a  copy  of  it.  It 
has  been  amended  by  the  New  York  legislature,  but  I  am  not  informed 
as  to  what  the  amendments  are. 

(2)  In  this  respect  also  I  am  not  well  informed,  my  time  and  attention 
being  so  fully  occupied  by  other  matters  that  I  have  been  able  to  give 
this  matter  of  brakes  and  couplers  but  little  attention.  So  far  as  I  can 
judge,  railway  companies  seem  to  wish  to  adopt  both  automatic  brakes 
and  couplers  as  fast  as  they  can  consistently  do  so,  and  I  think  the 
Western  railways  are  generally  fiivorable  to  the  standard  adopted  by 
the  Master  Car  Builders'  Association.  Several  of  them  are  now  equip- 
ping all  new  stock  with  both  this  standard  coupler  and  the  Westing- 
house  automatic  brake  and  replacing  old  couplers  with  the  standard 
whenever  repairs  are  necessary. 

(3)  Is  partially  answered  in  reply  to  second.  The  progress  made  by 
railways  in  the  matter  of  safety  brakes  is  not  entirely  satisfactory  to 
trainmen,  for  the  reason  that  a  majority  wish  to  see  such  brakes  placed 
in  use  immediately  on  all  trains  without  regard  to  possible  financial 
consequences.  I  do  not  think  any  appliances  can  possibly  be  adopted 
that  will  obviate  the  necessity  of  brakemen  traversing  the  tops  of  cars. 
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The  adoption  of  the  Westinghouse  automatic  brake  does  away  with 
this  necessitj^,  to  a  great  extent,  but  every  practical  trainman  will 
agree  with  me  that  on  heavy  grades,  approaching  stations  or  other 
places  where  a  stop  may  be  necessary,  brakemen  should  and  must  be 
on  top  of  trains  and  ready  for  duty  in  case  of  any  possible  failure  of 
automatic  brakes. 

(4)  Considerable  progress  is  being  made  in  the  way  of  steam-heat- 
ing for  passenger  trains,  and  while  many  railway  companies  claim  that 
the  use  of  steam  has  not  yet  been  proved  to  be  practicable,  others,  and 
among  them  those  who  have  used  steam  longest,  report  entire  satisfac- 
tion. In  view  of  the  possible  danger  from  fire  in  case  of  accident,  I  do 
not  think  satisfactory  progress  is  being  made  by  railway  companies  gen- 
erally in  this  respect.  So  far  as  I  can  learn,  but  little  is  being  done  to  do 
away  with  oil  lamps  for  lighting  cars;  some  few  companies  are  experi- 
menting with  electricity,  and  one  at  least  has  demonstrated  that  it  can  be 
successfully  used.  As  to  comparative  cost  I  am  not  informed.  I  think 
progress  in  this  respect  is  very  unsatisfactory,  and  I  think  Federal  leg- 
islation, if  not  too  radical,  is  very  desirable,  and  do  not  think  of  any 
tangible  reason  for  opposing  such  legislation.  In  respect  to  brakes  and 
couplers,  while  a  very  important  matter,  it  is,  I  think,  secondary  to 
heating  and  lighting,  and  in  any  legislation  care  should  be  taken  not 
to  unreasonably  burden  railways  that  may  be  financially  weak. 

(5)  The  old  bell-cord  and  engine-gong  should  be  driven  out  of  exist- 
ence immediately.  It  is  extremely  unreliable  and  consequently  very 
unsafe.  Much  iDetter  appliances  are  in  use,  yet  one  State  compels  by 
a  State  law  a  railway  that  has  equipped  all  its  passenger  trains  with 
an  almost  perfect  signaling  appliance  to  continue  the  old  bell-cord  and 
gong. 

(6)  Partially  answered  in  reply  to  fifth ;  I  think  there  should  be 
Federal  legislation  prescribing  severe  penalties  for  unauthorized  tam- 
pering with  train  signals  and  brakes  ;  this  is  a  common  source  of  an- 
noyance and  danger. 

(7)  Legislation  in  regard  to  couplers,  if  any  is  had,  should,  I  think, 
merely  provide  that  all  roads  shall  have  all  their  rolling  stock  equipped 
with  couplers  that  will  couple  automatically  with  the  Master  Car-Build- 
ers' standard.  This  would  of  course  be  objected  to  by  many  and  with 
apparent  good  reason,  but  in  this  as  in  other  matters  in  this  connec- 
tion, the  safety  of  human  life  and  limb  is  the  principal  end  to  be  at- 
tained, and  in  Vnesedays  of  unlimited  exchange  of  cars  the  main  object 
would  be  defeated  if  different  roads  used  different  types  of  couplers 
which  would  not  couple  automatically  with  any  and  all  others  in  use. 
Exactly  the  same  thing  should  be  kept  in  view  in  regard  to  brakes. 
I  am  not  well  enough  versed  in  constitutional  law  to  know  whether  any 
certain  appliance  can  be  prescribed,  but  any  legislation  that  does  not 
provide  for  a  general  exchange  of  rolling  stock  without  interfering 
with  the  operation  of  either  couplers,  brakes,  or  any  other  train  appli- 
ance, is,  in  my  opinion,  utterly  useless.  Federal  legislation  is  much 
preferable  to  State  legislation  on  any  of  these  subjects,  for  it  would 
have  the  natural  effect  of  making  equipments  more  uniform,  and  rail- 
ways which  might  not  be  directly  subject  to  Federal  control  would  be 
so  intimately  connected  with  others  that  such  legislation  would  pro- 
duce the  desired  result. 

(8)  An  experience  of  over  twenty  years  in  almost  every  branch  of 
train  service,  including  the  control  and  running  of  trains  and  locomo- 
tive engines,  has  convinced  me  that  there  should  be  a  thorough  system 
of  Federal  inspection.    My  experience  has  shown  me  that  of  those 
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directly  connected  with  train  service  the  conductor  occupies  tlic  most 
important  position,  bears  the  p^reatest  responsibility,  and  upon  liini 
rests  theburden  of  responsibility  for  a  majority  of  those  accvidents.  due  to 
other  than  unavoidable  causes,  lie  has  control  of  all  emi)loyed  on  the 
train  and  is  held  by  his  employers  responsible  for  any  failure,  not  only  on 
the  part  of  himself,  but  on  the  part  of  every  other  person  employed  on 
the  train.  He  should  be,  and  by  the  rules  of  some  railway  com])anies 
is,  required  to  be  competent  to  i)erform  the  duties  of  every  other  person 
on  the  train,  including  the  engineer.  I  believe  that  con(luctors  should 
by  all  means  be  subject  to  an  inspection  provided  for  by  the  Federal 
legislation,  and  the  result  of  some  six  years'  study  on  this  subject  is 
embodied  in  a  bill  introduced  in  the  House  of  Representatives  January 
10,  1888,  by  Mr.  Cummings,  of  New  York  (H.  R.  4289),  a  copy  of  which 
I  shall  be  glad  to  send  you  if  it  can  not  be  conveniently  procured  there. 
The  next  in  importance  and  responsibility  is  the  engineer,  and  while  it 
might  be  desirable  to  include  locomotive  engineers  in  any  inspection 
provided  for  under  Federal  authority,  I  believe  that  the  desired  object 
will  be  fully  attained  by  inspection  for  conductors  alone;  and  inasmuch 
as  there  will  be  much  opposition  from  those  interested  and  affected  by 
such  legislation,  I  think  it  would  be  wise  to  make  the  experiment  with 
the  conductor  alone,  adding  the  necessary  provisions  for  including  any 
others  after  practical  experience  shall  demonstrate  the  benefit  of  in- 
spection for  one  class  and  the  need  for  including  others.  Engineers  al- 
most unanimously  oppose  any  legislation  of  this  kind  except  that  which 
will  aid  them  in  successfully  carrying  on  a  "strike"  (note  bill  intro- 
duced in  Illinois  general  assemblj^  during  present  session).  The  more 
intelligent  conductors  are  in  favor  of  Federal  supervision,  and  one  rea- 
son is  that  they  believe  it  will  prevent  "  strikes,"  and  section  21  of  this 
H.  R.  4289  is  intended  to  have  that  effect.  A  copy  of  this  bill  will  com- 
plete my  reply  to  this  eighth,  as  to  how  a  board  should  be  constituted, 
etc.  I  will  simply  add  that,  to  avoid  serious  opposition  from  those  af- 
fected, any  board  must  be  composed  of  practically  experienced  men,  the 
great  objection  on  the  part  of  all  being  the  fear  that  the  inspection 
might  be  by  technical  experts  and  scientists  who  have  no  actual  prac- 
tical experience.    *     *     *      * 

FROM    CHARLES  F.   ADAMS,  PRESIDENT  OF  THE  UNION  PACIFIC  RAIL- 
WAY COMPANY. 

I  have  to  acknowledge  the  receipt  of  your  favor  of  the  10th  instant, 
covering  a  circular  in  relation  to  the  propriety  of  making  the  mechan- 
ical features  of  railroad  work  the  subject  of  statutory  regulations. 

I  can  merely  say  in  answer  to  this  circular  that  the  subject  is  one 
which  has  engaged  my  attention  for  more  than  twenty  years,  viz,  as  a 
railroad  commissioner  in  the  State  of  Massachusetts,  and  more  re- 
cently as  the  president  of  a  large  railroad  company. 

The  whole  result  of  my  observation  and  reflection  for  this  entire  pe- 
riod has  been  to  satisfy  me  that  all  statutory  regulation  of  this  subject 
is  unwise  and  impolitic. 

This  conclusion  is  based  on  the  following  reasons,  viz: 

First.  All  statutory  regulation,  so  far  as  I  know,  implies  a  monopoly 
on  the  part  of  those  whose  appliances  are  to  be  used. 

Second.  The  railroad  companies  of  the  country  are  now  under  the 
heaviest  possible  bonds,  in  the  shape  of  damages  sure  to  be  rendered 
against  them  by  juries  in  case  of  disaster  arising  from  carelessness. 

Third.  If  they  are  to  be  held  to  this  responsibility,  they  should  be 


316      REPORT   OF    THE    INTERSTATE    COMMERCE    COMMISSIOK. 

allowed  that  liberty  of  action  which  is  necessary  to  protect  themselves. 
It  is  unfair  that  the  legislatures  should  in  the  first  place  prescribe  what 
appliances  they  shall  use,  and  then  for  juries  to  inflict  heavy  penalties 
in  case  of  accident  in  using  them. 

Finally,  if  there  is  one  miracle  which  has  been  worked  during  the  last 
century,  it  is  the  miracle  of  safety  witli  which  millions  of  passengers  are 
annually  carried  over  the  railroads  of  the  country,  with  a  percentage  of 
loss  and  injury  which  is  simply  marvelous  for  its  smallness.  This  re- 
sult has  been  brought  about  by  the  companies  working  under  the 
penalty  of  damages  found  by  juries  in  the  case  of  disaster.  Judging 
by  results,  I  am  unable  to  see  why  the  system  has  not  worked  well, 
and  why  it  should  not  therefore  be  left  alone.    *     *    * 

FROM    JOHN    W.    CLOUD,    SECRETARY    OF    THE    MASTER    CAR-BUILD- 

ERS'  ASSOCIATION. 


While  I  can  not  give  any  adequate  history  of  legislation  looking  to- 
ward the  safety  of  railroad  employes,  and  the  public  generally,  in  any 
State,  yet  I  have  had  personal  and  practical  acquaintance  in  some 
States  with  the  efforts  on  the  part  of  the  State  commissioners  and  of 
the  railroad  companies  in  trying  to  determine  what  to  do  and  in  follow- 
ing these  decisions  practically,  especially  in  regard  to  safety  couplers 
for  freight  cars  and  in  regard  to  heating  passenger  cars,  which  a  num- 
ber of  States  now  have  regulating  statutes  for  with  the  details  placed 
under  the  supervision  of  a  board  of  railroad  commissioners  in  such 
States.  While  it  may  not  be  universally  true,  it  seems  that  fear  of 
possible  damages  which  may  be  shown  to  have  resulted  from  a  failure 
to  comply  with  these  statutes,  and  which  may  be  awarded  upon  action 
brought  in  the  courts  against  any  railway  company,  is  the  principal 
means  relied  upon  to  enforce  such  legislation  up  to  this  date. 

In  the  absence  of  positive  data,  so  hard  to  get  in  such  matters  with- 
out the  aid  of  a  board  having  Federal  authority,  it  is  impossible  to  say 
what  has  been  the  general  effect  of  State  legislation  in  regard  to  any 
of  these  matters,  but  in  the  important  matter  of  safety  in  coupling 
freight  cars  it  seems  probable  that  the  aggregate  result  has,  up  to  the 
present  time,  been  the  reverse  of  w^hat  was  intended  by  the  legislators. 
When  it  is  remembered  that  freight  cars  run  over  all  railways  as  freely 
as  at  home,  and  that  our  numerous  State  lines  form  no  barrier  to  their 
movements;  when  the  large  number  of  devices  differing  radically  in 
construction,  all  of  which  may  have  equal  claim  for  hearing  and  con- 
sideration before  the  State  board  is  considered  ;  when  we  consider  the 
number  of  railroads  forming  by  their  several  junctions  through  lines  of 
transportation  over  which  any  car  may  pass;  when  it  is  remembered  that 
the  construction  of  freight  cars  tliroughout  the  United  States  and  Can- 
ada is  such  that  the  couplers  are  the  first  points  of  contact,  and,  finally, 
when  we  consider  the  fact  that  all  safety  and  automatic  couplers  have 
provisions  for  coupling  by  link  and  pin,  which  are  used  to  couple  with 
the  old  style  as  well  as  with  most  other  automatic  and  safety  couplers 
by  hand,  we  may  well  appreciate  why  the  operative  looks  with  fear 
upon  the  ever-recurring  new  combination  which  he  has  to  operate  at 
increased  risk  of  his  limb  on  the  first  trial,  and  why  he  prefers  the  old 
uniformity  which  he  has  become  accustomed  to,  rather  than  the  new 
forms  presenting  so  many  new  doubts  and  experiences. 

There  is  no  doubt  that  there  are  couplers  which,  if  generally  used 
throughout  the  United  States,  would  be  safer  than  the  prevailing  prac- 
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tice,  but  unless  Federal  aid  is  had  iu  introducing  such  coui)lers  univer- 
sally, the  case  seems  almost  hopeless  to  those  of  us  wiio  have  liad  to 
do  largely  with  it.  The  Master  Car  Builders'  Association,  comprising 
representatives  from  all  the  principal  railroads  in  the  United  States 
and  Canada,  has  worked  earnestly  for  a  number  of  years  ])ast  in  trying 
to  reconcile  individual  preferences  and  reach  a  standard  univ^ersally 
acceptable,  and  while  it  has  made  marked  progress  during  the  past 
three  years,  the  results  of  its  labors  are  not  as  satisfactory  as  they 
should  be  because  the  association  has  no  power  to  enforce  compliance 
on  the  part  of  railroad  companies,  and  its  organization  and  operation 
are  such  that  it  can  not  have  such  authority  in  matters  of  this  char- 
acter. Many  railroads  are  following  its  recommendations,  and  many 
others,  though  members  of  the  association  and  obliged  by  State  law  to 
use  some  form  of  safety  coupler,  are  not  following  them,  because  they 
justly  consider  that  the  association  may  have  erred  in  its  recommend- 
ations, but  they  do  not  perhaps  fully  consider  the  facts  that  com- 
pliance, so  as  to  get  uniformity,  will  result  iu  good  even  if  the  device 
is  not  the  best,  abstractly  considered. 

In  the  matter  of  continuous  or  train  brakes  on  freight  cars  the  prog- 
ress has  been  slow,  no  doubt  on  account  of  the  first  cost  of  such  appli- 
ances. In  this  matter  there  is  a  good  degree  of  uniformity  of  opinion 
as  to  what  is  the  best  to  do,  which  has  resulted  largely  from  the  labors 
of  a  special  committee  of  the  Master  Car  Builders'  Association.  The 
mechanical  question  being  thus  solved  to  general  satisfaction,  it  is  much 
simpler  than  the  coupler  problem,  and  to  many  of  us  it  seems  perfectly 
clear  that  the  necessary  expenditure  for  the  equipment  would  be  a  wise 
investment,  financially,  if  the  question  of  greater  safety  to  life  is  not 
considered  at  all,  because  the  same  amount  of  money  invested  in  cars 
with  train  brakes  will  do  the  same  or  greater  freight-carrying  service, 
and  do  it  with  greater  safety  to  the  property  and  freight,  on  account  of 
the  higher  speeds  which  may  be  safely  run.  On  some  western  railroads 
the  freight-train  brake  is  generally  used,  but  east  of  the  Mississippi 
River  there  is  probably  not  one  freight  train  in  one  hundred  that  can  be 
handled  without  the  necessity  of  brakemen  traversing  the  cars,  an  oc- 
cupation which  can  not  be  appreciated  in  all  its  dangers  without  per- 
sonal experience  in  doing  it  on  a  damp  night  when  the  temperature  is 
below  the  freezing  point. 

In  regard  to  heating  and  lighting  passenger  cars  there  are  laws  in 
some  States  which  may  do  good  service  to  the  traveling  public,  but 
they  are  not  in  the  main  w-ell  considered  and  they  generally  omit  the 
important  question  of  A^entilation,  the  result  of  which  has  already  been 
evidently  bad  in  many  instances;  good  health  is  perhaps  next  in  public 
importance  to  life  itself,  and  the  badly  ventilated  car,  with  heat  uncon- 
trolled, is  liable  to  result  injuriously  in  a  direct  manner  upon  the  health 
as  well  as  indirectly  upon  the  life  on  account  of  violent  draughts  from 
opened  windows  beyond  one's  personal  control.  This  matter  should  be 
very  thoroughly  considered  before  any  legal  authority  is  brought  to 
bear  enforcing  compliance  with  certain  laws. 

The  same  in  general  may  be  said  with  regard  to  nearly  all  safety 
appliances  and  practices  for  railw^ay  use,  and  if  any  Federal  legislation 
is  had  in  regard  to  such  matters,  and  if  a  board  is  constituted  with 
authority  somewhat  analogous  to  that  of  the  British  Board  of  Trade  in 
such  matters,  it  will  be  hoped  by  all  true  friends  of  progress  and  pros-, 
perity  that  its  personnel  will  include  engineers  of  wide  experience  in 
matters  it  will  have  to  handle,  who  are  at  the  same  time  progressive 
men,  so  that  they  may  fully  understand  the  conditions  but  not  accept 
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the  existing  state  of  things  as  the  best  and  only  practicable  state. 
They  should  be  qualified  to  direct  experimental  inquiry  when  neces- 
sary, by  the  aid  of  railroad  companies,  in  such  a  manner  as  to  reach 
reliable  conclusions  with  the  least  exi^euditure  of  time  and  money,  for 
many  of  the  questions  which  would  come  before  such  a  board  can  not 
be  safely  decided  without  such  inquiry.  The  railroad  companies  them- 
selves are,  as  a  rule,  fully  occupied  with  questions  of  transportation, 
and  with  a  few  notable  exceptions  they  follow  old  i^ractices  by  force  of 
necessity,  and  a  Federal  board  would  not  fulfill  its  proper  functions  unless 
it  were  a  demonstrator,  in  a  certain  sense,  of  better  i^ractices  in  some 
particulars  important  to  the  safety  to.life  and  limb.     *     *     * 

FROM  THEO.  N.  ELY,  GENERAL  SUPERINTENDENT  OF  MOTIVE  POWER 
OF  THE  PENNSYLVANIA  COMPANY. 


Mr.  Wall,  superintendent  of  motive  power  of  our  Southwest  system, 
wrote  you  a  reply  to  a^ circular  of  inquiry  of  a  similar  nature  to  that 
under  consideration. 

The  letter  was  submitted  to  me  before  forwarding  to  you,  and  in  it 
Mr.  Wall  gave  you  an  indication  of  the  status  of  our  Western  company 
upon  the  subjects  treated. 

The  lines  east  and  west  of  Pittsburgh  are  governed  by  the  same 
standards  of  construction  (furnished  from  this  office)  and  the  principles 
relating  to  their  adoption  are  the  same  ;  so  that  it  will  not  be  necessary 
to  here  repeat  what  Mr.  Wall  has  already  written.  The  total  number  of 
freight  cars  east  of  Pittsburgh  and  Erie  is  58,382,  of  which  2,341  are 
equipped  with  Janney  couplers,  and  we  are  gradually  putting  them  on 
the  rest  of  the  rolling  stock. 

These  figures  taken  with  those  you  have  obtained  from  the  Western 
lines,  will  give  you  the  particular  information  desired. 

Your  circular  answered  by  Mr.  Wall  was  of  date  April  1,  1889,  and 
the  one  addressed  to  me  of  date  May  17,  1889. 

Eeplying  to  the  latter  : 

(1)  I  think  that  legislation  has  been  made  only  in  States  where  there 
are  railroad  commissioners ;  in  this  event,  the  question  could  best  be 
answered  by  such  commissioners. 

(2)  This  question  is  fully  answered  in  Mr.  Wall's  letter,  which,  as 
aforesaid,  are  the  conclusions  and  opinions  reached  in  the  meetings  of 
our  officers  here. 

(3)  All  the  locomotives  of  this  company  east  of  Pittsburgh  and  Erie, 
both  freight  and  passenger,  have  been  fitted  with  air-brakes  for  several 
years,  and  used  as  an  aid  to  brakemen  in  handling  trains. 

Air-brakes  have  now  been  applied  to  2,281  freight  cars,  and  we  are 
gradually  supplying  them  to  all  freight  cars  which  are  liable  to  run  in 
high-speed  freight  trains. 

It  is  impossible  to  say  at  this  time  what  influence  this  will  have  upon 
the  safety  of  train-men,  and  to  what  extent  it  will  be  necessary  for  them 
to  traverse  the  tops  of  the  moving  trains  when  the  whole  equipment 
shall  have  been  fitted  with  brakes. 

(4)  The  question  of  safe  lighting  of  passenger  cars  has  been  con- 
stantly before  this  company,  and  compressed  coal  gas,  Avhich  has 
proved  itself  to  be  very  safe,  has  for  many  years  been  used  on  the  main 
line. 

On  our  branch  and  isolated  lines  a  very  high  fire  test  burning  oil 
(300  degrees),  from  which  there  is  no  possible  danger  of  explosion,  is 
used. 
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Every  purchase  of  oil  is  carefully  tested  iu  our  chemical  laboratory 
at  Altoona,  and  that  which  does  uot  fully  meet  our  specifications  is 
never  used  under  any  conditions. 

We  have  not,  however,  been  satisfied  with  the  quality  of  our  carli^^ht- 
ing,  and  in  the  largely-increased  equipment  of  our  present  system  it  is 
very  inconvenient. 

For  several  years  we  have  been  experimenting,  and  are  now  intro- 
ducing the  carburetter  system  of  lights  in  sufficient  number  to  ascertain 
whether  they  will  give  as  good  results  on  a  large  scale  as  they  have 
given  in  an  exi)erimental  way.  We  think  this  light  is  as  safe  as  any 
practical  system  of  lighting  that  we  know  of. 

There  have  been  some  twelve  or  fifteen  parlor  cars  lighted  by  elec- 
tricity, exclusive  of  our  limited  express  trains,  for  two  or  three  years  ; 
but  we  do  not  consider  this  means  of  lighting  practicable  for  general 
use,  at  least  as  far  as  developed  at  this  time. 

In  the  matter  of  heating  passenger  cars,  our  experience  with  the 
stoves  that  we  use  has  been  such  that  we  have  uot  deemed  a  change 
necessary  from  the  stand  point  of  safety. 

We  have,  however,  had  the  matter  under  consideration  for  the  past 
six  or  seven  years,  with  some  interruptions,  with  a  view  to  obtaining 
a  more  satisfactory  means  of  heating  ;  but  we  do  not  feel  at  all  sure  that 
we  have  solved  the  problem,  although  the  progress  made  in  our  experi- 
ments with  steam  heating  during  the  past  winter  is  quite  encouraging  j 
we  know  of  no  system  of  steam  or  other  continuous  heating  that  has 
been  so  far  developed  that  it  can  be  pronounced  a  success. 

(5)  Improvements  of  a  greater  or  less  magnitude  are  constantly  being 
made  iu  equipment  for  the  purpose  of  making  travel  on  both  freight  and 
passenger  trains  safer;  but  there  are  none  which  need*  be  specially 
mentioned. 

(G)  I  am  clearly  of  the  opinion  that  Federal  regulation  of  tlie 
matters  under  consideration  would  not  be  desirable,  but  do  think  if  the 
Interstate  Commission  would  from  time  to  time  make  suggestions  for 
improvements  the  moral  effect  would  be  good,  and  that  it  would  tend 
to  keep  alive  the  spirit  of  progress. 

Wherever  State  legislation  has  been  had  upon  the  mechanical  appli- 
ances of  railroads,  the  results  have,  as  a  rule,  been  disastrous,  arising 
from  the  fact  that  no  commission  or  board  of  experts  that  it  would  be 
possible  to  organize  could  decide  definitely  as  to  the  relative  merits  of 
the  devices  which  might  be  presented,  and  as  to  whether  a  chosen  one 
would  practically  meet  the  purpose  for  which  it  was  intended. 

I  think  I  am  seconded  in  this  statement  by  every  officer  in  the  land 
that  has  liad  charge  of  the  development  of  railroad  practice.  The  ex- 
treme difficulty  of  making  decisions  where  radical  departures  are  in- 
volved can  be  appreciated  only  by  men  who  have  devoted  their  lives 
to  work  of  this  or  an  analogous  kind. 

The  adoption  of  what  is  known  as  the  Master  Car  Builders'  tyi)e  of 
coupling  is  a  good  illustration. 

For  a  number  of  years  a  party  of  men  most  earnestly  desiring  to 
obtain  a  coupling  which  would  meet  the  requirements  of  progress 
labored  diligently,  and  only  within  a  short  time  have  they  been  able  to 
recommend  to  the  roads  they  represented  a  type  of  coupling. 

The  interest  which  this  company  took  in  the  matter  before  the  con- 
vention enables  me  to  state  unhesitatingly  to  your  Board,  that  I  do 
not  believe  the  results  would  have  been  as  soon  reached  through  either 
Federal  or  State  action. 

The  Board  may  safely  assume  that  the  important  trunk  lines  will  ad- 
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vance  in  all  matters  relating  to  the  safety  of  life  and  limb  as  rapidly 
as  their  experiments  and  investigations  will  warrant  them  in  making 
changes  in  existing  methods. 

It  farther  follows  that  the  self-interest  of  the  smaller  lines  will  make 
it  imperative  to  adopt  the  improvements  agreed  upon  by  the  trunk 
lines. 

Further,  the  laws  of  many  States  exonerate  railroads  in  case  of  loss 
of  life,  injury,  or  damage  to  i)roperty  only  where  the  latest-known  im- 
provements for  preventing  the  same  have  been  adopted,  and  the  exist- 
ence of  such  laws  is  a  powerful  factor  in  stimulating  railroad  officers  to 
look  carefully  iuto  the  questions  of  safety  in  every  particular. 

There  is  another  phase  of  this  question,  which  has  not,  to  my  knowl- 
edge, been  considered  by  any  railroad  commission,  neither  is  it  implied 
in  the  circular  of  the  Federal  Commission,  namely,  the  quality  of  ma- 
terial used  in  railroad  structures,  roadway  and  rolling  stock. 

Should  legislative  action  be  deemed  advisable  for  such  matters  as 
couplings,  heating,  etc.,  it  would  be  as  pertinent  to  extend  such  legis- 
lation and  prescribe  what  kind  and  size  of  material  should  be  used  for 
car-axles,  wheels,  rails  for  the  road  bed,  and  that  used  in  bridges  ;  as, 
probably,  the  safety  of  life  and  property  is  more  affected  by  these  latter 
items  than  by  those  mentioned  in  the  circulars,  yet  no  commission 
could  possibly  venture  to  prescribe  in  these  latter  cases. 

The  Interstate  Commission  could  do  much  toward  disseminating  in- 
formation upon  various  subjects  relating  to  the  accidents  on  railroads 
and  the  causes  of  same  by  having  it  prepared  in  a  proper  manner  and 
forwarded  to  railroad  managers. 

To  be  more  valuable,  this  information  should  be  very  accurate,  and 
if  made  so,  railroad  people  would  be.very  glad  to  have  the  data. 

It  would  be  an  education  to  them  in  presenting  facts  derived  from 
various  conditions  of  service,  and  would  call  their  attention  to  matters 
which  are  the  most  important  to  remedy. 

Some  of  the  States  already  have  rejiorts  of  this  kind,  but  they  are  not 
compiled  and  are  of  no  assistance  to  railroad  officers. 

A  lew  railroad  newspapers  have  undertaken  to  collect  information  of 
this  kind,  but  with  indifterent  success. 

If  the  Board  will  undertake  a  work  of  this  kind,  accompanied  by 
any  suggestions  or  observations  which  may  come  to  them  and  give 
it  free  distribution,  it  will  unquestionably  be  of  practical  use,  and  such 
communications  would  be  well  received  by  railroad  companies. 

Til  is  will  be  better  than  any  attempt  at  Federal  legislation,  telling  rail- 
roads to  use  this  or  that  device.     *     *     * 

FROM  M.   N.   FORNEY. 
[Published  in  the  June  number  of  the  Railroad  and  Engineering  Journal.] 

[Condensed.] 

The  Interstate  Commerce  Commission  has  issued  a  circular  which 
may  be  regarded  as  the  first  reconnoissance  in  a  contest  which  will 
probably  last  for  some  time,  and  may  be  exciting  before  it  is  ended.  At 
present  there  are  probably  2,000  railroad  employes  killed  and  10,000 
more  or  less  seriously  injured  annually  on  the  railroads  in  this  country. 
That  railroad  companies  and  their  officers  will  resent  any  interference 
which  will  compel  them  to  give  greater  protection  to  the  lives  and 
limbs  of  their  employes  may  be  expected.  Not  that  such  officials  have 
less  humanity  than  any  other  class,  but  mankind  generally,  and  espe- 
cially that  part  if  it  which  is  placed  in  official  position,  is  prone  to  make 
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for  itself  little  puddles  of  prejudice,  ii^noriinee,  iiiid  indoleii(;e  in  which 
it  loves  to  wallow,  jind  is  (pute  sure  to  resist  beiug  disturbed,  no  matter 
how  urgent  the  reason  is  for  doing- so. 

The  fact  that  trailic  is  now  not  only  national  but  international ;  that 
cars  from  California  may  be  found  in  New  Brunwick,  and  that  those 
whose  home  is  near  the  llalls  of  the  Montezumas — metaphorically 
speaking — are  at  times  sheltered  under  the  ramparts  of  Quebec,  is 
reason  why  the  question  of  railroad  safety  appliances  can  not  be  ade- 
quately controlled  by  local  State  commissions,  but  should  be  under 
interstate  or,  perliaps,  international  authority. 

To  secure  the  adoption  of  uniform  safety  appliances  all  over  the 
country  is  a  very  big  contract,  and  the  difficulties  in  the  way  are  very 
great.  In  tlie  first  place,  it  is  not  easy  to  know  what  should  be  done. 
Who  is  there  who  would  be  regarded  as  adequate  authority  for  saying 
what  coupler  will  save  the  most  lives  and  be  the  least  dangerous? 
How  should  dead-blocks,  ladders,  steps,  running  boards,  ''  grab- 
handles,"  etc.,  be  arranged  so  as  to  give  the  greatest  protection  to  life 
and  limb?  With  the  mnltipiicity  of  methods  of  heating  and  lighting 
cars,  which  one  should  be  used  ?  And  as  those  arts  are  still  in  the 
evolutionary  stage,  if  one  of  them  is  the  best  now  will  it  continue  to  be 
the  best  ?  To  say  authoritatively  which  is  the  best  will  require  a  bureau 
of  railroad  engineering,  and  then  the  responsibility  will  be  transferred 
from  the  railroad  companies. 

A  very  full  investigation  of  the  question  of  legislation  with  reference 
to  railway  accidents  was  made  by  a  commission  appointed  by  the 
British  Parliament  in  1874.  This  commission  made  an  elaborate  re- 
port in  1877,  which,  with  the  evidence  submitted,  forms  a  volume  of 
more  than  1,200  pages.  It  is  full  of  interesting  and  valuable  informa- 
tion. It  contains  a  great  deal  of  testimony  bearing  upon  the  question 
of  legislation  for  the  prevention  of  railroad  accidents.  Some  of  the 
evidence  was  given  by  T.  K.  Farrer,  esq.,  permanent  secretary  of  the 
board  of  trade,  and  by  Captain  (now  Sir  Henry)  Tyler,  who  for  a  long 
time  was  an  inspecting  oliicer  of  the  board  ot  trade,  which  in  Great 
Britain  exercises  more  or  less  control  over  the  railroads  of  the  kingdom. 
A  considerable  amount  of  inquiry  was  made  by  the  commission  with 
reference  to  the  advisability  of  enlarging  the  i^owers  of  the  board  of 
trade  for  the  prevention  of  railway  accidents. 

*  #  #  #  #  #  » 

Both  the  witnesses  named  were  strongly  opposed  to  any,  or  at  least 
favored  very  little,  extension  of  the  power  of  the  board.  Their  testi- 
mony with  reference  to  the  limits  ot  government  interference  with  rail- 
road companies  may,  therefore,  be  accepted  w^th  more  confidence  than 
it  could  be  if  those  who  gave  it  sought  an  extension  of  their  authority. 

In  a  ''memorandum"  on  the  expediency  of  creating  additional  powers 
for  the  prevention  of  railway  accidents,  after  referring  to  the  fact  that 
some  companies  had  not  readily  adopted  improvements  in  railway  con- 
struction. Captain  Tyler  said : 

At  the  same  time  it  is  to  be  observed  that  during  the  past  five  years  such  improve- 
ments have  made  much  more  rapid  progress  than  during  any  previous  period  of  rail- 
way history.  The  series  of  annual  general  reports  on  accidents,  in  which  all  the 
causes  have  been  minutely  analyzed  and  all  the  remedies  carefully  set  forth,  has  been 
mainly  instrumental  in  producing  this  effect.  The  weak  points  on  various  railway 
sys*^em8  have  thus  been  demonstrated.     *     *     * 

If  only  the  same  process  be  continued,  the  same  care  be  taken,  and  the  recommenda- 
tions found  necessary  be  persistently  and  publicly  made  in  the  same  way  frqm  year 
to  year,  similar  beneficial  effects  may  ])q  expected  to  9<ocru()  in,  future  years  with  cgi}>. 

JI,  Mis,  00- 21 
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stantly  accumulating  force,  and  the  railway  system  of  this  country  will  attain  gen- 
erally a  very  high  degree  of  efficiency  in  all  respects,  including  matters  appertaining 
to  public  safety. 

The  companies  have  in  this  way  been  induced,  under  the  stimulus  of  official  recom- 
mendation, backed  by  well-informed  public  opinion,  themselves  to  carry  out  im- 
provements in  construction,  appliances,  or  working,  in  the  success  of  which  they  were 
mainly  interested.  They  have  satisfied  themselves  of  their  utility  before  adopting 
them,  and  have  employed  them  on  their  own  responsibility.  They  would  not  have 
the  same  interest  in  the  successful  working  of  improvements  forced  upon  them  under 
the  orders  of  a  tribunal,  and  many  other  disadvantages  would  be  experienced  in  the 
application  of  any  other  form  of  direct  compulsion.  The  companies  would  be  i)ar- 
tially  relieved  from  their  responsibilities,  further  invention  and  improvement  would 
to  some  extent  be  discouraged,  and  undue  responsibility  would  inevitably  be  thrown 
upon  the  tribunal.  So  long  as  railways  are  in  the  hands  of  companies,  working  for 
a  profit,  they  must  be  managed  by  the  officers  of  those  companies.  The  directors  and 
officers  being  directly  exposed  to  the  influence  of  public  criticism,  a  more  powerful 
effect  may  thus  be  produced  on  them  than  that  which  they  feel  from  any  pecuniary 
obligations  which  they  may  or  may  not  incur  in  cases  of  accident.  But  if,  in  work- 
ing their  various  systems,  under  different  conditions  and  in  different  localities,  they 
were  subject  to  the  direct  instructions  of  a  general  tribunal,  they  would  then  be  able 
to  plead  in  the  event  of  an  accident  that  they  had  not  been  called  upon  to  provide 
the  means  by  which  it  might  have  been  avoided.  The  responsibility  might  thus  be 
thrown  back  upon  the  tribunal,  and  public  opinion  would  be  diverted,  with  the  eager 
assistance  of  the  legal  advisers  and  officers  of  the  companies,  toward  the  proceedings 
of  the  tribunal,  which  would  be  ill  able  to  defend  itself,  and  would  be  exposed  from 
time  to  time  to  the  obloquy  of  not  having  been  sufficiently  active  in  requiring  im- 
provements in  various  parts  of  the  country  by  means  of  which  serious  accidents  might 
have  been  avoided.  The  tribunal,  helpless  as  to  any  control  over  the  actual  work- 
ing of  the  railways  or  the  discipline  maintained  among  the  servants  of  the  companies, 
would,  when  thus  attacked,  become,  in  self-defense,  more  and  more  exacting,  and  its 
tendency  would  be  to  err  in  the  extreme  of  excessive  interference.  Its  end  would  be 
ignominious,  under  a  joint  and  hostile  outcry  from  the  companies  and  the  public.  It 
would  be  accused  at  once  of  meddling  mischievously  and  of  not  interfering  suffi- 
ciently, and  would  fall  under  the  imputation  of  inefficiency  and  want  of  judgment  as 
accidents  occurred  to  afford,  rightly  or  wrongly,  opportunities  for  angry  criticism. 
Questions  of  compensation  to  injured  passengers  would  also  be  materially  complicated, 
as  blame  was  bandied  backward  and  forward  between  the  tribunal  and  the  compa- 
nies. ^ 

There  would,  of  course,  be  the  greatest  difficulty  in  determining  the  amount  of  inter- 
ference which  such  a  tribunal  should  exercise.  There  are  many  well-recognized  re- 
quirements ;  if  the  tribunal  had  power  to  enforce  any  of  them,  it  should  enforce  them 
all.  It  would  be  almost  impossible  to  draw  a  line.  On  the  discovery  of  any  new 
means  of  safety,  real  or  supposed,  the  tribunal  would  have  power  to  enforce  its  adop- 
tion. If  it  should  turn  out  to  be  less  successful  in  practice  than  was  expected,  or  if 
it  should  in  some  unforeseen  way  lead  to  mischievous  results,  the  position  of  the  tri- 
bunal would  not  be  improved,  and  an  outcry  at  one  time  for  the  universal  adoption  of 
some  particular  improvement  might  be  succeeded  by  another  outcry  at  some  other 
time  for  its  abolition,  or  for  some  other  improvement  in  place  of  it. 

Looking  to  the  history  of  the  past  five,  ten,  and  twenty  years,  respectively,  it  will 
be  seen  that  improvement,  which  has  been  more  or  less  gradually  progressive,  has 
also  advanced  more  rapidly  within  the  shorter  periods,  and  it  may  be  taken  for 
granted  that  further  improvement  will  continue  to  be  made  in  almost  every  branch 
of  railway  construction  and  apparatus.  While  recommendations,  as  at  present  made, 
may  be  general,  and  may  deal  with  principles,  any  attempt  to  compel  companies  to 
adopt  them  would  necessarily  deal  with  specific  apparatus.  The  requirements  en- 
forced by  any  tribunal  would,  therefore,  be  specific,  and  the  tribunal  would  be  obliged 
to  prescribe  the  particular  appliance  and  apparatus  to  be  adopted,  or,  in  other  words, 
to  decide  between  competing  inventors  on  the  respective  merits  of  their  inventions. 
What  was  considered  to  be  the  best  at  a  particular  period  would  be  insisted  on  for 
application  on  all  railway  systems,  and  its  general  adoption  would  tend  to  act  as  a 
bar  to  future  improvement. 

In  giving  his  testimony,  Mr.  Farrer,  the  secretary  of  the  board  of 
trade,  submitted  in  writing  a  short  outline  of  what  had  occurred  to  him 
on  the  subject  of  the  limits  of  government  interference  with  railway 
comi>anies,  from  which  the  following  extracts  are  made  : 

(1)  The  railway  companies  have  no  right  to  object  to  any  interference  requisite  for 
securing  the  public  safety.  They  have  a  monopoly  of  public  traffic,  and  are  bound 
to  do  whatever  is  necessary  for  that  object. 
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(•2)  Nor  is  it  nocosaary  to  arji^ne  that  railway  adiniiiistratiou  in  pcrfiict.  It  may  be 
admitted  that,  though  their  biisijioss  \h  in  general  well  and  ably  condiictcd,  tluiy  are 
sometimes  poor,  sometimes  ni,t><;ardly,  sometimes  slow,  and  sometimes  obstinate. 
Railway  companies  have  also  some  of  the  defects  of  public  d(!i)artments  in  the  size 
and  cumbrous  character  of  their  oliicial  machinery,  and  in  the  remoteness  of  the 
bearing  of  the  important  motive  of  self-interest  on  the  directors  and.  managing 
officers.     *     *     * 

(5)  But  after  all  these  admissions,  general  interference  with  the  administration  of 
railways  is  objectionable  on  the  following  grounds: 

(())  By  such  interference  you  are  setting  two  people  to  do  the  work  of  one.  Double 
management  is  notoriously  inefficient.     One  bad  general  is  better  than  two  good  ones. 

(7)  You  set  those  who  have  less  experience  of  management  and  less  personal  interest 
in  the  result  to  control  those  who  have  more. 

(8)  Control  is  either  apt  to  become  formal  and  a  shavn,  or  if  zealously  and  honestly 
exercised,  to  be  rigid,  embarrassing,  and  a  hindrance  to  improvement. 

(9)  Many  excellent  things,  the  adoption  of  which  is  desirable  for  public  safety — 
e.  g.,  the  block  system,  interlocking  points  and  signals,  efficient  brakes,  properly 
constructed  ties — are  not  things  which  can  be  once  for  all  settled,  defined,  and  pre- 
scribed, but  things  of  gradual  growth,  invention,  and  improvement.  Had  any  of 
these  been  prescribed  by  law  at  any  past  time  they  would  probably  not  have  been 
■what  they  are  now,  and  were  they  now  prescribed  and  defined  by  law  future  im- 
provement would  be  checked.  This  is  a  most  insidious  form  of  evil,  for  we  do  not 
know  the  good  whicli  we  thus  prevent.  It  is  no  answer  to  say  that  govern- 
ment control  would  be  intelligent,  and  would  encourage  improvement.  It  is  not 
government  or  its  officers  who  ihvent  and  adopt  inventions,  and  those  who  do  so  are 
far  less  likely  to  improve  when  Parliament  or  government  has  defined  and  prescribed 
a  definite  course,  the  adoption  of  which  frees  them  from  responsibilitj^.     *     *     * 

(12)  Lastly,  it  is  impossible  to  maintain  at  the  same  time  any  general  system  of 
government  control,  and  any  effectual  responsibility  on  the  part  of  the  companies. 
At  present  the  companies  are  responsible  to  public  opinion  and  to  Parliament  before 
which  they  have  constantly  to  appear,  and  they  are  under  heavy  liabilities  for  ac- 
cident and  danger  in  courts  of  law.  Once  admit  government  control  and  these  lia- 
bilities are  at  end.  No  one  can  find  fault  with  a  company  for  that  which  the  gov- 
ernment has  sanctioned.  With  a  system  of  control,  even  government  inquiry  will 
be  useless,  for  the  government  officers  would  be  inquiring  into  their  own  acts.     -     *    * 

(15)  It  is  scarcely  necessary  to  add  that  the  reasons  against  government  control 
which  are  above  advocated  are  entirely  consistent  with  a  thorough  system  of  gov- 
ernment inspection  and  investigation.  The  function  of  throwing  light  on  all  parts 
of  the  railway  system,  of  investigating  all  alleged  dangers,  whether  accidents  have 
happened  or  not,  and  of  ascertaining  the  true  cause  of  accidents  which  do  happen  is 
one  which  the  government  can  exercise  with  the  utmost  possible  advantage  and 
without  fear  of  dangerous  results.  It  is  one  which  is  useful  to  the  companies,  for  it 
points  out  to  them  real  sources  of  danger,  and  relieves  the  public  mind  where  there 
is  unfounded  apprehension  of  danger.  It  brings  to  bear  on  the  companies  the  pow- 
erful motives  of  fear  of  public  opinion,  of  parliamentary  pressure,  of  "apprehension  of 
loss  of  traffic,  and  of  legal  liability  for  damages.  And  it  does  this  without  ulterior 
ill  consequences.  It  is  because  these  forms  of  remedy  are  in  reality  of  very  great 
efficacy,  and  because  they  are  inconsistent  with  government  control,  that  I  depre- 
cate the  latter. 

The  board  of  trade,  the  secretary  said,  had  relied  more  upon  public 
than  upon  auy  legislative  action,  aud  as  he  t3ok  occasion  to  say  fur- 
ther, "they  have  thought  that  whereas  it  was  not  expedient  as  a  general 
thing  to  interfere  with  the  working  or  management  of  railways,  it  was 
the  business  of  the  government  to  throw  light  upon  everything  which 
occurred  on  railways  and  upon  the  causes  of  accidents." 

The  trouble  lies  in  knowing  just  what  ought  to  be  done.  There  ought 
not  to  be  much  difficulty  in  having  a  law  passed  compelling  railroad  com- 
panies to  use  a  certain  kind  of  coupler,  if  it  could  be  made  clear  to  Congress 
that  its  general  adoption  would  be  instrumental  in  saving  lives  and  limbs, 
without  incurring  other  equally  or  other  more  serious  evils.  Here  is 
where  the  difficulty  comes  in.  The  Congress  ought  not  to  compel  the 
adoption  of  automatic  couplers  or  steam  heating  for  cars,  nor  continu- 
ous brakes  for  freight  trains,  without  knowing  that  it  is  practicable  to 
use  them^  aud  that  the  ends  sought  will  be  acoowplislied  thereby.    To 
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illustrate  the  dauger  which  lies  in  this  direction,  it  may  be  said  that 
only  a  few  years  ago,  when  the  adoption  of  automatic  couplers  was 
made  compulsory  by  legislation,  one  company  adopted  a  form  of  coupler 
and  applied  it  extensively  to  its  cars,  which  afterwards  proved  to  be  a 
complete  failure.  The  company  wasted  many  thousands  of  dollars,  and 
no  good  was  accomplished.  The  managers  of  the  line  referred  to,  after  in- 
vestigating the  matter,  made  the  mistake  of  recommending  the  coupler 
which  was  adopted.  The  Interstate  Commerce  Commission  ought  to  have 
full  power  to  make  investigations  into  the  causes  of  accidents,  and  make 
these  causes  public,  and  for  the  present  such  powers  vvould  be  their  strong- 
est weapons  which  they  could  wield  with  little  danger  to  themselves  but 
with  much  benefit  to  the  public,  and  without  seriously  antagonizing  the 
great  power  and  the  iniiuenceof  the  railroad  companies  against  their  be- 
neficeut  work.  The  time  may  come  when  compulsory  legislation  may  be 
demanded,  but  there  is  great  dauger  in  the  exercise  of  such  power.  To 
give  authority  to  enforce  the  adoption  of  safety  appliances  would,  in 
the  present  state  of  our  civil  service,  almost  certainly  lead  to  corrup- 
tion. Such  power  would  be  an  invitation  to  bribery,  and  many  of  the 
promoters  of  patented  devices  would  be  only  too  ready  to  blind  the  eyes 
and  pervert  the  judgments  of  any  or  all  who  could  exercise  it. 

There  are  some  precautions  for  the  safety  of  railroad  employes,  such 
as  a  maximum  and  minimum  height  of  draw-bar,  a  standard  form  of 
wheel  tread  and  flange  and  width  of  gauge  of  wheel,  the  form,  propor- 
tions and  height  of  dead-blocks,  and  a  minimum  clear  space  between 
cars  when  the  dead-blocks  are  in  contact,  which  certainly  should  be 
generally  adopted ;  but  a  distinct  recommendation  of  these,  and  the 
fact  that  the  neglect  to  act  upon  such  a  recommendation  would  incur 
more  or  less  legal  responsibility  for  injuries  to  employes,  would  for  the 
present,  at  least,  be  authority  enough.  To  compel  all  the  railroad 
companies  of  the  country  to  adopt  some  system  of  steam  heating  for 
cars,  continuous  freight  car  brakes,  automatic  couplers,  and  improved 
signals  would  involve  the  expenditure  of  many  millions  of  dollars,  and 
would  bankrupt  some  of  the  weaker  lines.  The  consequence  would  be, 
if  it  had  the  power  to  compel  the  adoption  of  such  a[)pliances,  that  pres- 
sure would  constantly  be  brought  to  bear  on  the  Commission  to  recom- 
mend only  such  as  the  poorer  roads  could  afford  to  put  on. 

A  system  of  inspection  which  would  take  cognizance  of  over  a  mil- 
lion of  cars  and  some  twenty-eight  thousand  locomotives  is  a  colossal 
undertaking,  and  in  the  shadow  of  some  of  the  scandals  which  are 
whispered  and  spoken  with  more  or  less  distinctness  concerning  the 
steam-boat  inspection  service,  it  would  seem  to  be  a  dangerous  under- 
taking. 

There  are  the  precedents  of  the  working  of  the  board  of  trade  of 
Great  Britain  and  of  some  of  our  own  State  railroad  commissions  to 
show  how  successful  such  agencies  may  be  when  trusted  with  little 
other  power  than  that  of  investigation  and  recommendation,  and  with 
the  duty  imposed  on  it  of  making  public  the  evils  that  they  discover. 
In  the  light  of  such  experience  it  would  seem  unwise  to  give  to  any 
"special  administrative  agencies"  any  other  power  to  interfere  with 
railroad  companies  for  the  purpose  of  lessening  the  number  of  accidents 
than  that  of  investigating  and  reporting  on  such  accidents  and  safety 
appliances,  with  authority  to  recommend  such  as  are  approved. 

If  the  investigation  of  railroad  accidents  and  their  causes,  and  the 
efficiency  of  safety  appliances  is  undertaken  by  the  Commission,  it  must 
be  done  by  an  additional  bureau;  and  if  in  addition  it  is  to  suggest 
what  appliauces  should  be  us^d  to  prevaut  accidents,  the  personnel  of 
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the  now  department  slioiiUI  eoiisist  of  teeliiiieal  exi)erts.  It  seems  Jis 
tliou.Qh  it  would  be  pnietieiible  to  ereiite  an  administiJitive  body  oltliis 
kind  as  an  anxiliary  to  the  i)iesent  Commission,  Just  as  the  Bureau  of 
Steam  Engineering  and  of  Construction  form  part  of  the  administra- 
tive mechanism  of  the  Navy  Deparunent.  An  expert  is  phiced  at  the 
head  of  each  of  these  bureaus,  with  the  requisite  assistants  to  aid  him. 
In  response  to  the  Commission's  circular,  our  suggestion  then  is,  that 
a  bureau  of  mechanical  construction  and  operation  should  be  created  as 
an  auxiliary  to  the  present  Commission,  and  with  a  technical  expert  at 
its  head  and  three  assistants,  to  correspond  to  the  inspectors  of  the 
British  board  of  trade,  this  bureau  to  have  authority  to  investigate 
and  report  on  railroad  accidents,  to  test  safety  appliances,  and  recom- 
mend to  the  Commission  such  legislation  as  the  investigations  of  the 
bureau  may  suggest  is  needed.  This  is  as  far  as  it  would  seem  wise  to 
go  at  present. 

FROM   CLEMENS   IIERSCHEL,    CIVIL   ENGINEER. 

[Formerly  of  the  Massachusetts  railroad  cominission.] 

[Condensed.  1 


Safety-appliance  legislation  is  found  in  the  Commonwealth  of  Mas- 
sachusetts M^ith  respect  to  dwelling-houses,  tenements,  factories,  and 
I)ublic  conveyances  of  the  various  kinds.  With  respect  to  railroads  it 
may  be  broadly  divided,  as  it  affects  the  traveler  on  the  highways,  the 
passenger,  or  the  employe  with  about  as  much  legislation  attempted  in 
behalf  of  the  one  class  as  the  other,  though,  for  reasons  to  appear  pres- 
ently, freight-train  brakemen  have  probably  profited  less,  up  to  the 
present  time,  from  legislation  enacted  in  special  behalf  of  their  well- 
being  and  safety  than  has  any  other  class  connected  with  or  affected  by 
the  operation  of  railroads. 

Such  legislation  affecting  wayfarers  has  been  the  act  enjoining  rail- 
road corporations  to  put  a  bell  (weighing  not  less  than  35  pounds)  on 
their  locomotives  (1835j,  to  place  sign-boards  at  grade  crossings  (1835), 
and  so  on  down  to  the  present  day.  As  affecting  passengers,  we  have  had 
the  act  holding  railroad  corporations  "to  furnish  reasonable  accommo-' 
dations  for  passengers,  with  reference  to  their  convenience  and  safety" 
(1849),  specifying  the  kind  of  illuminating  oil  which  might  be  used  in 
lighting  cars  (1868  and  1872),  requiring  the  use  of  safety  switches  in  the 
main  tracks  (1871),  and  so  on,  down  to  recent  legislation  with  reference 
to  heating  and  lighting  cars.  Many  enjoined  safety  appliances,  and 
rules  acting  in  the  interest  generally  of  a  safe  operation  of  the  railroad, 
inure  to  the  benefit  of  both  passenger  and  employe  ;  such  as  all  legis- 
lation which  looks  to  the  safety  of  trains  of  cars  as  such,  to  the  pre- 
vention of  collisions  at  railroads  (1855)  and  other  grade  crossings,  to 
examinations  for  color  blindness,  and  others.  But  as  afit'ecting  the 
safety  of  employes  alone,  there  has  been  the  act  requiring  bridge 
guards  on  either  side  of  overhead  bridges  (1869),  (to  warn  freight  brake- 
men  of  their  approach  to  and  under  an  overhead  bridge),  that  requir 
ing  the  blocking  of  frogs,  switches,  and  guard-rails  (1886),  (to  prevent 
employes  accidentally  tripping  up  or  getting  their  feet  jammed  and 
firmly  held  while  walking  on  the  tracks),  the  recent  acts  and  resolve 
looking  towards  the  introduction  of  automatic  freight-car  couplers,  and 
other  such  legislative  action. 
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Palpably,  all  legislation  of  tlie  kinds  enumerated  might  be  classed  as 
proceeding  on  the  lines  of  a  j^aternal  form  of  government;  and  while 
I  am  prepared  to  make  an  argument  showing  evils  brought  in  its  train, 
I  could  also  make  one  showing  the  benefits  conferred  by  it  upon  the 
I)arties  affected. 

I  am  not  prepared,  however,  to  set  my  wisdom  above  that  of  the  gen- 
eral drift  of  opinion  for  so  many  years  past,  and  in  existence  to-day, 
and  I  therefore  hold,  and  must  hold,  that  the  balance  of  advantages  and 
disadvantages  is  in  favor  of  the  class  of  legislation  alluded  to  ;  that  it 
confers  a  greater  good  upon  a  greater  number  than  would  an  absti- 
nence from  such  legislation  ;  that  the  general  effect,  therefore,  has  been 
a  good  one. 

Undoubtedly  the  most  potent  agency  in  rendering  active,  or  in  en- 
forcing, such  legislation  in  Massachusetts,  has,  for  the  last  twenty 
years,  been  the  existence  of  a  Board  of  Eailroad  Commissioners,  com- 
posed of  men  from  the  walks  of  life  most  in  keeping  with  the  various 
duties  developing  upon  the  Board,  and  armed  with  only  advisory,  not 
mandatory  powers ;  as  also  with  those  necessary  for  their  examining 
into  complaints,  and  the  making  of  independent  investigations.  To  ex- 
press my  own  estimate  of  the  proper  work  for  such  a  board  in  the  line 
of  introducing  improved  appliances  (and  I  will  state  that  it  is  derived 
from  my  personal  experience  on  the  Massachusetts  board)  I  should  say 
that  its  duties  should  consist  in  the  main  in  encouraging  or  urging  the 
laggards  to  keep  abreast  of  the  leaders,  in  the  natural  reaching  out  and 
struggle  constantly  and  inevitably  going  on  for  the  attainment  of  per- 
fection. Herein  will  always  be  found  an  ample  field  for  work  ;  and  suc- 
cess in  such  endeavors  will  materially  raise  the  standard  of  railroad 
construction  and  of  operation  in  any  one  State,  or  in  the  United  States. 

I  believe  the  work  of  the  Massachusetts  railroad  commissioners  has 
had  such  an  effect  in  years  past,  and  tends  in  that  direction  at  the 
present  day.  And  I  hold  that  an  agency  for  like  purposes,  and  con- 
stituted and  equipped  in  a  similar  manner,  should  have  for  its  field  of 
operation  the  railroads  of  the  United  States.  But,  more  than  this,  an 
agency  endowed  with  this  broad  field  of  jurisdiction  has  become  abso- 
lutely necessary,  unless  we  be  content  to  have  the  good  work  above 
described  come  to  a  stop  in  certain  directions.  State  boards  of  rail- 
road commissioners  are  nigh  powerless,  for  example,  in  dealing  with 
the  automatic  freight  car  coupler  question  ;  for  the  reason  that  freight 
cars  are  interchanged  between  the  railroads  of  the  whole  United  States ; 
similar  with  regard  to  freight-train  brakes,  and  generally  with  all  mat- 
ters relating  to  freight  cars.  In  some  degree  they  can  control  matters 
affecting  the  i)assenger  service  where  cars  run  generally  through 
only  two  or  three  States.  But  even  here  a  central  power  of  some  sort, 
be  it  only  mildly  advisory,  is  much  needed  for  the  establishment  of 
uniformity  of  couplings,  and  of  other  mechanical  details.  To  illustrate, 
take  the  simple  matter  of  bell-cord.  It  has  often  been  suggested  to 
substitute  for  it  a  line  of  electric- bell  wire,  so  as  to  be  able  to  signal  to 
the  runner  from  any  car  by  means  of  the  ordinary  push-button;  as 
taking  up  less  room  in  the  car;  avoiding  the  smashing  of  lamps  and 
danger  or  injury  to  passengers  when  the  cord  is  accidentally  and 
quickly  hauled  through  tbe  car,  which  sometimes  happens ;  and  as  a 
better  method  of  intercommunication  in  other  respects.  Kothing  stands 
in  the  way  of  its  general  introduction  but  the  lack  of  some  standard 
connection  between  the  ends  of  the  bell-wires  from  car  to  car.  And  it 
can  hardly  be  claimed  in  the  case  of  so  simple  a  mechanical  appliance 
that  any  efQcieut  connection  of  this  sort  could  not  be  desiguedj  uu- 
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fortmiately,  of  about  equal  value,  comparing"  one  with  auotlier,  meeliau- 
ically  and  otherwise.  But  some  (jeutial  authority  should  be  able  to 
speak  the  decisive  word  in  the  establishment  of  the  standard  bell-wire 
coupling — upon  which,  further  details  could  well  be  left  to  their  natu- 
ral  develoi)ment. 

This,  again,  is  the  precise  situation  with  regard  to  passenger-car  heat- 
ing, except  that  the  matter  of  a  standard  car  connection  becomes  here 
one  of  greater  mechanical ditMculty.  But  a  competent  central  authority 
could  readily  aid,  encourage,  or  influence  the  establishment  of  the  stand- 
ard steam  coupler;  upon  which,  the  heating  of  cars,  in  itself,  could 
again  be  left  to  natural  developments ;  aided  and  encouraged,  where 
need  be,  until  the  most  conservative  and  inert  had  progressed  within  a 
reasonable  measure  of  the  standard  set  them  by  the  progressive  and  the 
active. 

Uniformity  is  at  times  of  extreme  value  where  no  invention  whatso- 
ever is  called  for  -,  yet  it  is  attainable — worse  than  that,  should  it  once 
be  attained,  may  be  maintained — only  by  the  influence  of  centralized 
authority.  To  illustrate,  take  the  matter  of  a  uniform  height  above  the 
rail  level  of  the  freight-car  draw-bar.  This  is  a  matter  seriously  affect- 
ing the  safety  of  freight-train  brakemen,  and  must  precede  or  accom- 
pany the  establishment  of  the  standard  automatic  coupler.  It  has  been 
sought  to  be  established  for  many  years,  and  a  multitude  of  accidents 
have  resulted  each  year  from  the  lack  of  it ;  when  the  authority  of  some 
legally  constituted  central  advisory  body  could  probably  have  estab- 
lished it  long  ago,  and  within  a  twelve-month  from  the  issuing  of  a  mere 
recommendation  that  this  standard  height  be  thus  and  so ;  especially 
if  such  mere  recommendation  be  reinforced  by  the  knowledge,  pre- 
viously inculcated,  that  failure  to  comply  with  recommendations  of  the 
Commissioners,  generally  brought  in  its  train  compulsory  legislation  of 
a  kind  that  was  more  expensive  to  comply  with  than  was  the  original 
recommendation ;  and  other  mild,  indirect,  yet  efficient  means  to  effect 
a  compliance  with  reasonable  requirements  of  this  sort  will  readily 
suggest  themselves  to  the  wise  and  the  experienced. 

I  come  therefore  to  what  I  consider  the  most  important  of  the  stated 
matters  for  discussion  in  the  circular  of  the  Commission ;  viz,  the  eighth, 
which  reads  as  follows  : 

If  Federal  legislation  be  expedient,  what  special  administrative  agencies,  if  any, 
should  be  provided  to  carry  it  out  ?  Whether  Federal  inspection  should  be  attempted, 
aud  to  what  extent  and  how  ?  ¥/hether  aboard  should  be  created  after  the  analogy 
of  the  steam-boat  inspection  service?  If  so,  how  such  a  board  should  be  constituted 
in  regard  to  the  number  and  character  of  its  members;  what  its  powers  and  duties 
should  be ;  what  its  connection  with  other  branches  of  the  administration. 

This  I  have  called  the  most  important  of  the  stated  matters  for  dis- 
cussion, because  I  believe  that  without  the  establishment  of  a  Federal 
administrative  agency,  to  carry  out  Federal  legislation  in  the  line  of  in- 
troducing safety  appliances  on  the  railroads  of  the  United  States,  their 
introduction  in  the  passenger,  and  particularly  in  the  freight  car  serv- 
ice, will  either  be  retarded  for  scores  of  years,  or  will  be  rendered  at- 
tainable only  at  an  enormous  cost.  Consequently,  without  treating  of 
the  establishment  of  such  a  Federal  agency,  this  discussion  could  not 
have  that  potency  for  good,  which,  to  my  mind,  alone  justifies  it. 

Whatever  may  be  the  truth  in  the  never-ending  discussion  as  to  the 
relative  merits  of  centralized  and  of  confederate  forms  of  government, 
whatever  their  respective  capabilities  for  good  in  the  sociological  and 
political  world,  this  truth  is  plainly  written  on  the  face  of  the  progress 
of  events  in  the  mechanical  world  ;  that  there  is  a  constant,  universal 
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craving  and  a  striving  for  uniformity,  and  tliat  it  alone  is  capable  of 
conferring  a  maximum  of  the  benefits  to  be  derived  from  inv^entive  skill 
upon  mankind.  A  central  authority  in  the  interests  of  attainment  of 
such  uniformity  in  mechanical  matters,  neednot,  therefore,  arouse  the 
opposition  of  the  votaries  of  any  school  of  sociology  or  of  politics.  To 
favor  it,  would  only  be  acting  in  conjunction  with  the  natural,  onward 
march  of  events;  to  oppose  it,  is  only  to  delay  the  final  consummation, 
or  to  cause  a  very  great  waste  in  the  process  of  its  accomplishment. 

There  is,  indeed,  a  palpable,  an  irrepressible,  conflict  between  con- 
servative notions  of  State  lines  ;  for  instance,  the  progress  of  the  inven- 
tions. Let  us  consider,  for  example,  the  fading  of  State  lines  already 
accomplished  in  the  public  mind,  as  brought  about  by  the  ever-growing 
use  of  through  express  trains,  and  the  amalgamation  accomplished  by 
that  use,  not  to  speak  of  the  effects  of  that  latest  marvel,  the  long-dis- 
tance telephone.  Let  us  consider  the  absolute  necessity  for  a  proper 
service  by  means  of  which  a  i^erson  can  talk  at  any  hour  ot  the  day  or 
night,  from  Holyoke,  Mass.,  for  instance,  to  most  of  his  friends  in  Bos- 
ton, New  York,  Philadelphia,  or  in  Buffalo,  soon  in  Chicago,  that  such 
telephone  service  should  be  controlled  throughout  the  United  States  by 
one  company,  or  at  least  by  one  governing,  executive  powder. 

Thoughts,  such  as  these,  will  reconcile  anyone,  it  seems  to  me,  to 
ideas  of  centralization  in  mechanical  matters,  or  to  the  idea  of  one 
central  authority  having  at  least  some  measures  of  potent  influence,  or 
of  authority  in  the  operation  of  that  mechanical  feature  of  modern  life, 
the  railroads  of  the  United  States. 

But  I  do  not  believe  that  this  central  authority  should  have  its  work 
closely  prescribed  to  it.  It  should  not,  as  it  seems  to  me,  be  instructed 
whether  to  inspect  railroad  rolling  stock  or  not;  it  ma}^  be  authorized 
to  do  so ;  but,  speaking  in  general  terms,  its  work  should  form  itself 
and  grow  with  the  needs  of  its  own  day  and  generation.  There  is 
to  day  a  demand  for  uniform  freight-car  brakes  and  couplers — let  the 
board  primarily  attend  to  this  demand.  Other  work  will  come  to  it  in 
due  season,  or  is  even  now  waiting  to  be  taken  up.  Such  work  as  re- 
spects the  freight-car  service  is  wanted  not  only  in  the  interests  of  a 
better  freight  service,  but  mainly,  or  most  glaringly,  in  the  interests  of 
humanity — to  diminish  needlessly,  criminally,  large  losses  of  life  and 
limb  among  freight  car  brakemen. 

They  are  the  main  sufferers  to-day  from  their  repressible  contest  above 
spoken  of,  between  the  striving  for  uniformity  in  the  mechanical  world, 
which  interchanges  freight-cars  between  Oregon  and  Massachusetts, 
and  the  conservative  political  ideas  of  the  fathers,  which  fain  would  de- 
ter from  causing  a  central  authority  to  make  all  those  cars  of  a  uniform 
and  of  the  most  approved  mechanical  structure.  In  the  passenger  serv- 
ice, the  power  of  mighty  potent  monoplies,  has  mitigated  this  conflict. 
And  with  the  less  extensive  interchange  of  passenger-cars,  it  never 
could  be  so  fraught  with  danger  to  passengers  and  employes  as  it  is  to 
freight-train  brakemen.  With  these  the  evil  here  referred  to  is,  and 
for  many  years  has  been,  a  great  one.  The  facts  already  before  the 
Commission  render  it  unnecessary  to  detail  here  the  horrid  tale  of  men 
killed  and  maimed,  for  lack  of  a  mere,  small  element,  awaiting  incor- 
poration into  our  social  organization. 

To  describe  it  again,  this  lacking  element,  is  some  general  legislation, 
and  the  establishment  of  an  administrative  authority,  looking  towards 
the  attainment  of  uniformity  in  freight-car  construction  and  equipment. 
I  hold  the  existing  evil  to  be  so  manifest  and  so  great,  that  a  fair  rep- 
resentation of  it  will  probably  be  sufficient  to  make  converts  to  meas- 
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ures  for  its  removal.  Single  corponitions,  (u)nuiiissi()ns,  or  individuals 
cope  against  it  in  vain.  It  is  brougiit  forward  for  Congressional  ao 
tiou,  and  as  a  measure  of  humanity  (to  freight-train  brakcunen),  and 
as  such  should  conquer,  be  the  technical,  political  objections  to  it  what 
they  may. 

FROM   CHARLES  PAINE,   OF   PITTSBURGH,   CIVIL   ENGINEER,   ETC. 

1  Condensed.] 


I  ask  the  attention  of  the  Commission  only  to  replies  to  the  sixth, 
seventh,  and  eighth  questions. 

(6)  Federal  legislation  is  very  desirable  to  secure  an  approach  to  uni- 
formity throughout  the  country,  and  as  a  guide  to  State  legislation, 
which  will  doubtless  bo  largely  influenced  by  wise  Federal  legislation. 
Such  legislation  should  be  confined,  at  least  for  the  present,  to  the  most 
general  enactments,  constituting  a  commission  or  board,  defining  its 
powers,  its  duties,  and  its  compensation. 

Subsequent  legislation  could  be  had  upon  the  recommendation  of  the 
board,  by  whom  judicious  laws  could  be  matured  better  than  by  Con- 
gress. Generally,  laws  relating  to  technical  matters  can  not  be  framed 
elastic  enough  to  meet  varying  circumstances  without  considerable 
previous  experimenting  ;  but  the  rules  laid  down  by  a  board  will  admit 
of  more  frequent  amendment  and  of  quicker  adaptation  to  new  circum- 
stances or  new  discoveries.  Consequently,  the  board  should  have  au- 
thority to  make  rules  of  a  general  character,  stating  the  conditions 
which  must  be  fulfilled  by  the  devices  which  shall  be  adopted  for  the 
safety  of  trains  and  of  employes  of  railways,  taking  care  to  avoid,  so  far 
as  x)ossible,  rulings  in  favor  of  any  special  device.  The  board  should 
also  have  authority  to  appoint  inspectors  to  investigate  and  report  to 
the  board  upon  accidents,  or  upon  any  other  matters  which,  in  the 
opinion  of  the  board,  it  is  desirable  to  have  investigated,  in  the  interest 
of  the  security  of  life  and  property  upon  railways  ;  but  I  think  such 
inspectors  should  have  no  authority  except  to  require  the  attendance  of 
witnesses  and  the  production  of  books  and  papers. 

An  excellent  example  of  the  mode  in  which  the  board  could  perform 
its  important  and  delicate  functions  is  furnished  by  the  circular  of  the 
board  of  trade  of  Great  Britain,  addressed  to  railway  companies,  dated 
August  30, 1877,  which  may  be  found  printed  in  the  Blue  Book,  entitled, 
"Return  (continuous  brakes)  by  the  railway  companies  of  the  United 
Kingdom  for  the  six  months  ending  the  31st  of  December,  1888,"  page 
121.  These  general  rules  were  so  carefully  and  so  intelligently  drawn 
they  have  served  their  purpose  until  this  day,  in  spite  of  the  great  ad- 
vances which  have  been  made  in  the  pei'fecting  of  railway  brakes.  They 
have  been  copied,  or  adopted  in  entirety,  by  nearly  all  the  governments 
in  Europe.  They  admit  of  any  reasonable  diversity  in  experimenting, 
but  they  point  directly  towards  the  most  perfect  achievement  of  the  end 
proposed. 

(7)  In  addition  to  the  subjects  of  legislation  referred  to  in  the  seventh 
question  of  the  circular,  viz,  couplers,  train-brakes,  car  heating,  and 
lighting,  the  matters  most  in  need  of  help  by  legislation  are  block-sig- 
naling and  the  interlocking  of  switches  and  signals. 

The  experience  of  Great  Britain  confirms  that  of  the  United  States, 
where  it  is  seen  that  it  is  only  the  most  imperative  necessity  which  will 
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lead  railways  to  fully  adopt  the  best  safety  appliances,  or  indeed  any, 
for  these  purposes  ;  because  the  technical  knowledge  of  the  boards  of 
direction,  who  control  the  expenditures  upon  railways,  is  too  limited 
for  them  to  appreciate  the  immense  importance  to  the  safety  of  the 
public  of  such  devices,  most  of  these  directors  having  scarcely  seen  or 
even  heard  of  such  apparatus. 

The  necessity  of  i^aying  interest  on  bonds  and  dividends  to  stock- 
holders is  naturally  much  more  pressed  upon  their  attention,  since  their 
especial  business  is  the  profitable  employment  of  capital.  Advice  upon 
matters  of  improvement  in  technical  details  is  the  last  which  they  are 
likely  to  ask  for,  or  even  listen  to  respectfully  if  volunteered  by  the 
railway  experts  in  the  employ  of  the  corporations.  Of  course  to  this 
there  are  some  notable  exceptions,  not  many. 

Searching  investigations  into  the  causes  of  accidents  by  an  intelli- 
gent and  unprejudiced  board  would  give  valuable  and  sufficient  in- 
formation on  these  subjects  to  directors  and  to  juries  ;  and  juries  are 
such  efficient  administrators  of  the  law,  when  once  well  informed,  that 
the  Federal  board  could  rely  upon  them  to  give  effect  to  their  rulings 
without  asking  for  the  board  any  executive  powers.  At  the  present 
time  there  is  no  standard  of  efficiency  by  which  the  courts  can  be 
guided ;  that  standard  is  a  matter  of  proof  in  every  case  of  personal 
injury,  and  it  depends  more  upon  the  acquaintance  of  the  prosecuting 
attorney  with  the  details  of  railway  operations  than  upon  anything 
else  whether  the  court  becomes  properly  informed  as  to  the  correct 
standard,  or  best  standard  of  practice,  or  not.  If  rules  defining  the 
standard  of  efficiency  to  be  adopted  by  the  railways  were  framed  by  a 
Federal  board  in  reference  to  couplers,  train  brakes,  heating  and  light- 
ing, and  also  as  to  block  signaling  and  interlocking,  the  railways  would 
at  once  find  their  account  in  attaining  to  such  standards ;  as  to  which 
there  need  be  no  difficulty  nor  long  delay,  since  such  appliances  exist 
and  are  already  in  practical  use  in  considerable  variety,  not  only  abroad, 
but  in  this  country,  on  the  best  roads. 

(8)  No  doubt  it  is  towards  the  saving  of  lives  and  the  limbs  of  rail- 
way employes  that  the  first  attention  of  the  board  should  be  directed, 
and  it  would  be  quite  proper  for  Congress  to  enact  by  law  that,  after  a 
not  remote  date^  it  shall  be  unlawful  for  employes  of  railways  to  go  on 
top  of  any  train  while  it  is  in  motion.  After  train-brakes  operated  from 
the  engine  are  in  general  use,  the  presence  of  men  on  top  of  freight 
trains  will  be  as  unnecessary  as  now  upon  passenger  trains.  When 
these  advances  have  been  required,  the  legislature  should  also  provide 
that  no  railway  shall  be  required  to  handle  the  cars  of  any  other  rail- 
way after  a  fixed  future  date,  unless  they  conform  in  all  important  re- 
spects to  the  rules  of  the  Federal  board. 

This  board  should  be  an  independent  body,  to  be  composed  preferably 
of  one  civil  engineer,  one  mechanical  engineer,  and  one  patent  lawyer. 
Such  a  board  might  have  authority  to  require  from  railways  reports  of 
all  accidents  and  other  matters  bearing  upon  the  safety  of  persons  and 
of  property. 

FROM   G.   W.   RHODES,  SUPERINTENDENT   OF   MOTIVE   POWER    OF   THE 
CHICAGO,  BURLINGTON  AND   QUINCY  RAILROAD. 

(2.)  The  prospect  of  a  uniform  and  safe  coupler  coming  into  general 
use  in  our  opinion  is  very  favorable.  Those  conversant  with  the  care- 
ful and  thorough  work  done  by  the  Master  Gar- Builders'  Association 
feel  entire  confidence  in  the  wisdom  of  their  recommendation.    The 
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Master  Ciir-l>uil(lcis'  standard  is  not  Ji  new  deviee.  The  princiiplc  of 
the  verticiil  plane  l)ein<;-  the  simplest  method  of  doing'  away  with  the 
evil  and  dangers  growing  out  of  slack  in  couplings  was  years  ago 
recognized  and  at  once  superseded  the  link  and  pin  on  passenger 
trains. 

The  Burlington  brake  tests,  fortunately,  were  in  progress  while  this 
question  of  couplers  was  up,  and  demonstrated  in  the  strongest  possible 
way  that  with  power  brakes  in  use  couplers  without  slack  were  abso- 
lutely essential.  The  standard  coupler  is  making  good  progress  on 
some  of  the  principal  railroads  and  will  make  more  headway  as  its 
merits  become  more  fully  recognized. 

(3)  Continuous  train  brakes  are  making,  in  our  opinion,  as  much  head- 
way as  is  desirable.  The  first  essential  has  been  carried  out  viz,  an 
exhaustive  test  in  order  to  fully  determine  the  practicability  of  the  va- 
rious devices  placed  on  the  market.  The  Burlington  brake  test,  carried 
out  in  1886  and  1887  under  the  auspices  of  the  Master  Gar-Builders'  As- 
sociation, has  eliminated  from  consideration  inferior  devices  which  are 
making  considerable  headway  on  different  roads  throughout  the  coun- 
try. The  importance  of  a  good  foundation  gear  as  one  of  the  first  steps 
towards  the  successful  introduction  of  automatic  brakes  is  realized 
and  its  solution  is  now  intrusted  to  a  committee  of  the  (Jar-Building 
Association.  In  our  opinion  it  will  be  exceedingly  difficult  to  'ever  do 
away  with  brakemen  traversing  the  tops  of  cars.  Brakemen's  duties 
constantly  require  them  at  various  places  on  the  train.  Their  natural 
instincts  will  always  promj)t  them  to  take  the  easiest  road,  which  is  by 
long  odds  on  the  tops  of  cars. 

(4)  Heating  is  making  fair  progress,  though  last  season  was  un- 
favorable to  making  tests,  owing  to  mild  character  of  winter.  A  sys- 
tem that  may  do  very  well  in  mild  weather  would  not  answer  at  all  in 
cold  weather.  In  our  opinion,  whatever  method  of  continuous  heating 
may  be  adopted,  it  will  be  a  matter  of  prudence  to  have  a  stove  also  in 
the  car  as  an  auxiliary  in  case  of  the  failure  of  continuous  heater. 

For  lighting  cars  we  consider  the  present  300-degree  oil  quite  safej 
there  has  been  no  case  on  record  that  we  are  aware  of  where  a  train 
has  been  set  on  fire  from  the  lamps  with  300-degree  oil. 

(5)  We  have  nothing  special  to  say  in  reply  to  question  5.  We  are 
of  the  opinion  this  question  w^ould  have  been  better  had  it  been  more 
specific  as  to  what  is  meant  by  other  safety  devices. 

(7)  It  is  extremely  doubtful  whether  either  Federal  or  State  legisla- 
tion on  such  subjects  will  produce  good  results.  Constant  improve- 
ments are  being  made  in  all  safety  appliances,  and  the  railroads  may, 
we  think,  safely  be  trusted  to  do  whatever  their  circumstances  will  per- 
mit in  the  direction  of  adopting  the  best  methods.  They  are  constantly 
in  consultation  for  this  purpose,  and  with  most  of  them  the  application 
of  the  best  known  safety  appliances  is  only  delayed  by  a  lack  of  means 
to  pay  for  them.  In  many  cases  this  very  lack  of  means  is  caused 
mainly  by  legislation.  When  the  railroad  train  of  to-day  is  compared 
with  that  of  thirty  years  ago,  either  in  respect  to  comfort,  speed,  or 
safety,  it  will  doubtless  be  granted  that  as  much  progress  has  been 
made  as  could  reasonably  be  expected,  and  we  see  no  reason  to  doubt 
that  their  {)rogress  will  continue  from  natural  causes  and  by  natural 
methods,  and  that  legislation,  either  State  or  Federal,  would  probably 
retard,  more  than  it  would  hasten  the  application  of  proper  standards. 
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CIRCULAR  OF  THE  COMMISSION  REGARDING    AUTOMATIC  FREIGHT- 
CAR  COUPLERS. 


April  1,  1889. 


Dear  Sir  :  lu  view  of  the  large  number  of  accidents  to  railroad  em- 
ployes which  occur  in  coupliug-  aiid  uncoupling  freight  cars,  and  of  the 
general  belief  that  these  accidents  can  be  greatly  diminished  by  the 
adoption  of  suitable  automatic  appliances,  the  Commission  desires  to 
obtain  faller  information  regarding  the  couplers  now  in  use,  and  to 
have  the  benefit  of  the  experience  of  those  directly  engaged  in  building 
and  operating  freight  cars,  in  forming  an  opinion  as  to  what,  if  any- 
thing,  is  required  of  legislation.  Your  answer  to  the  following  ques- 
tions is  therefore  requested : 

I.  (a)  What  number  and  proportion  of  the  freight  cars  owned  or 
leased  by  your  road  are  equipped  with  some  form  of  automatic  coupler? 
[h)  What  forms  are  in  use  and  how  many  cars  are  fitted  with  each  ? 
(c)  Please  state  briefly  what  you  believe  to  be  the  advantages  of  the 
automatic  couplers  in  use  by  you. 

II.  {a)  Which  of  these  couplers,  if  any,  belong  to  the  standard  type 
adopted  by  the  Master  Car-Builders'  Association  ?  {h)  Which  can  be 
conformed  to  that  type  *?  (c)  Is  your  road  taking  or  contemplating  any 
action  towards  the  adoption  of  the  Master  Car-Builders'  coupler?  (d) 
If  there  are  obstacles  to  such  action,  what  are  they? 

III.  Is  it  your  opinion  that  a  single  type  of  automatic  coupler  should 
be  aimed  at,  each  form  of  which  couples  with  every  other  form,  or  are 
there  practical  reasons  which,  to  your  mind,  make  two  or  more  inde- 
pendent standard  types  preferable?  Please  state  the  considerations 
upon  which  you  base  your  opinion. 

lY.  What  bearing  would  the  adoption  of  a  standard  coupler  have 
upon  the  more  general  use  of  train  brakes? 

Y.  Is  it  your  opinion  that  the  use  of  good  automatic  couplers  tends, 
by  lessening  shocks  or  otherwise,  to  diminish  the  number  of  that  par- 
ticularly fatal  class  of  accidents  caused  by  falling  from  trains  or  en- 
gines? 

The  Commission  specially  invites  any  observations  that  your  experi- 
ence may  suggest  on  the  general  subject.     Comparative  statistics  bear- 
ing upon  the  question  will  be  of  especial  value. 
Yery  respectfully, 

Edw.  a.  Moseley, 

Secretary, 


Replies  to  this  circular  were  received  from  the  master  car-builders  of 
nearly  all  the  larger  roads.  From  these  replies  and  also  through  the 
courtesy  of  manufacturers,  whose  statements,  however,  were  for  the 
most  part  confidential,  a  very  complete  idea  was  gained  of  the  progress 
made  by  the  master  car-builders'  type  of  coupler.  The  total  number  of 
freight  cars  equipped  with  these  couplers  is  about  30,000.  The  follow- 
ing roads  have  five  hundred  or  more  in  use: 

Cars. 

Atchison,  Topeka  and  Santa  F^  and  controlled  lines 2,559 

Atlantic  Coast  Line 750 

Cleveland,  Columbus,  Cincinnati  and  Indianapolis 1,600 

Chicago,  Rock  Island  and  Pacific 1,500 

Lake  Shore  and  Michigan  Southern ^ 500 


FEDERAL  UEGULATION  OF  SAFETY  APPLIANCES.     333 

Cars. 

New  York,  Lake  Erie  and  Western li,  7:i2 

Now  York  Central  and  West  Shore 2,090 

Now  York,  Susquehanna  and  Western 500 

Now  York,  Ontario  and  Western 500 

Pennsylv^aiia  system 7,200 

Richmond  and  Danville 2,250 

Western  New  York  and  Pennsylvania 1,  000 

Private  owners 1,289 

The  following  is  an  extract  from  a  letter  from  Mr.  E.  B.  Wall,  of  the 
Pennsylvania  system,  beginning  with  his  answer  to  the  third  question  : 

Three.  I  am  opposed  to  two  or  more  types.  I  know  that  such  action 
is  favored  by  some  roads.  None  of  the  iudorsers,  so  far  as  1  know,  are 
connected  with  the  larger  systems.  The  argument  advanced  for  two 
types  is  that  the  ''Master  Car-Builders'"  type  is  more  expensive  than 
the  automatic  link  and  pin  coupler,  therefore  there  should  be  two 
types,  the  "Master  Oar-Builders"  and  the  automatic  link  and  pin.  I 
consider  that  the  link  and  pin  method  of  train  connection  embodies 
certain  very  serious  objections  that  should  not  be  perpetuated.  It  has 
been  proved  by  careful  experiment  that  it  is  impossible  to  operate  au- 
tomatic train  brakes  with  the  link  and  pin  connection.  For  proof  of 
this  statement  I  would  refer  you  again  to  the  reports  above,  and  also 
to  the  report  of  the  brake  committee  of  the  Master  Car-Builders'  As- 
sociation, found  in  tlie  proceedings  of  the  twenty-first  annual  conven- 
tion, pag:e  25.  A  coupling  can  not  be  as  readily  effected  between  a  car 
equipped  with  the  automatic  link  and  pin  coupler  and  a  car  equipped 
with  the  common  link  and  pin  drawhead  as  between  two  common  link 
and  pin  -drawheads,  unless  the  trainmen  are  especially  instructed,  such 
special  instructions  are  not  practicable  ih  the  large  interchange  of  cars 
now  prevailing  in  this  country.  It  is  also  more  hazardous  to  couple 
an  automatic  link  and  pin  coupler  to  one  of  the  "Master  Car-Builders'" 
type  than  to  couple  a  common  drawhead  to  one  of  the  "  Master-Car 
Builders'"  type.  It  is  generally  considered  among  the  larger  roads,  and 
many  of  the  smaller  ones,  that  in  making  the  change  to  a  new  form  of 
train  connection  we  should  secure  the  greatest  possible  number  of  ad- 
vantages at  once.  This  would  not  result  if  an  intermediatory  form  of 
coupler  like  the  automatic  link  and  pin  were  sanctioned. 

Four.  The  adoption  of  an  automatic  coupler  would  have  no  bearing 
on  the  general  use  of  train  brakes,  unless  such  standard  coupler  was 
the  "Master  Car-Builders'"  type,  as  the  "Master  Car-Builders'"  type, 
so  far  as  we  know  at  present,  is  the  only  kind  of  coupler  that  dispenses 
with  loose  slack  in  the  train  connection.  It  substitutes  for  loose  slack, 
spring  slack.  The  distinction  between  these  two  different  forms  of 
slack  is  very  important.  A  long  train  can  not  be  started  unless  the 
locomotive  is  enabled  to  initiate  the  movement  of  the  cars  separately. 
More  cars  can  be  started  with  spring  slack  than  with  loose  slack.  This 
is  accomplished  by  first  backing  the  locomotive  against  the  train  until 
all  of  the  slack  is  taken  up.  Then  when  the  locomotive  pulls  out,  the 
compressed  springs  assist  the  movement  of  each  successive  car.  In 
starting  very  long  trains,  it  is  sometimes  advantageous  to  apply  the 
hand  brakes  on  the  rear  cars  of  the  train.  This  was  shown  in  the 
Burlington  brake  trials.  When  there  is  loose  slack  as  either  in  the 
common  or  automatic  link  and  pin  draw-bar,  the  tendency  of  the  cars 
to  run  up  on  the  locomotive  when  the  automatic  brakes  are  applied, 
except  where  such  application  is  through  the  medium  of  electricity, 
is  so  great  that  it  is  impossible  for  the  trainmcu  to  remain  on  their  feet 
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in  the  cabin  car,  and  for  stock  in  cattle  cars,  and  merchandise  in  box 
cars,  to  escape  damage.  I  believe  that  the  general  adoption  of  the 
*' Master  Car-Builders'"  type  of  coupler  will  have  a  very  important 
bearing  upon  the  general  use  of  train  brakes.  Train  brakes  certainly 
contribute  very  largely  to  the  safety  of  employes.  Tliey  also  are  a 
great  advantage  in  the  operation  of  railroads.  They  can  not  be  used 
unless  loose  slack  is  dispensed  with.  Therefore,  the  general  introduc- 
tion of  the  "  Master  Car  Builders'"  type  of  coupler  is  absolutely  essen- 
tial to  the  adoption  of  train  brakes. 

Five.  I  believ^e  that  the  "Master  Car-Builders'"  coupler  tends  to  di- 
minish the  number  of  accidents  caused  by  falling  from  trains  or  engines. 
The  spring  slack  provided  enables  the  train  to  be  started  or  stopped  with- 
out shock.  At  sags  or  bollows  where  thetrain  has  a  tendency  to  bunch, 
there  is,  with  the  "Master  Car-Builders'"  type  of  coupler,  no  violent 
shock,  neither  is  there  a  tendency  of  the  draw-bar  to  pull  out,  which  is 
now  so  common  with  the  link  and  pin  coupler.  This  shock  at  sags  and 
hollows  and  the  resulting  tendency  to  pull  out  draw-bars  has  been  a  par- 
ticularly fruitful  source  of  accidents. 

Eesponding  to  the  invitation  for  observations  on  the  general  subject, 
I  think  that  the  progress  towards  the  solution  of  the  problem  of  an 
automatic  train  connection  is  at  present  satisfactory.  Tbe  Master  Car- 
Builders'  Association,  after  exhaustively  studying  the  problem  for  a 
number  of  years,  reached  their  recommendation.  This  recommendation 
was  approved  by  the  majority  of  roads  who  were  members  of  tbe  asso- 
ciation. The  association  is  made  up  of  men  in  charge  of  car  construct- 
ing and  maintaining  departments.  These  members  vote  on  each  1,000 
cars  that  the  road  they  represent  owns.  At  the  convention  where  the 
report  is  read  a  vote  is  taken  to  submit  to  letter  ballot.  This  letter 
ballot  is  not  made  until  the  members  of  the  association  have  had  an  op- 
portunity to  consult  with  the  general  manager  or  president  of  their 
railroad.  As  the  report  on  couplers  was  treated  in  this  way,  it  repre- 
sents tbe  judgment  of  the  majority  of  the  railroad  managers  and  presi- 
dents in  this  country.  The  recommendations  of  the  Master  Car-Build- 
ers' Association  were  also  approved  by  the  General  Managers'  Associa- 
tion at  Chicago. 

A  large  number  of  roads  have  applied  couplers  within  this  type  and 
there  are  more  automatic  couplers  of  this  type  in  service  than  all  the 
automatic  link  and  pin  couplers  put  together.  The  attempts  of  State 
legislation  to  solve  the  problem  have  been  in  no  case  successful.  It  is 
my  humble  opinion  that  legislation  by  Congress  on  the  subject  at  this 
time  would  be  absolutely  fruitless.  If  such  legislation  favored  an  in- 
termediatory  coupler,  like  the  automatic  link  and  pin,  it  would  increase 
the  dangers  to  life  and  limb,  and  would  retard  the  benefits  to  be  gained 
in  economies  of  operation.  If,  on  the  other  hand,  Congressional  legis- 
lation enforced  the  immediate  application  of  the  "Master  Car-Builders' " 
type,  it  would  work  a  very  serious  hardship  to  a  great  many  financially 
impoverished  roads  and  result  in  the  application  of  the  cheapest  and 
most  inferior  forms  of  couplers  within  the  type.  If  the  Commission 
after  reviewing  the  subject  could  find  it  in  its  judgment  to  indorse  tbe 
"  Master  Car-Builders' "  type  of  coupler,  I  think  that  much  better  results 
would  follow  than  could  be  secured  by  any  action  of  Congress. 

We  can  give  evidence  that  the  railroads  of  the  country  are  fully  alive 
to  the  seriousness  of  the  question,  and  after  a  long  and  careful  study 
they  have  reached  a  conclusion.  They  are  following  the  results  of  this 
conclusion  with  commendable  rapidity,  and  the  experience  thus  far  ob- 
tained confirms  its  correctnegg, 
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AUTOMATIO   AIR-BRAKES   FOR   FREIGHT   CARS. 

[By  H.  H.  Wostinglioiise,  in  responso  to  a  request  i'or  statiHtics  froiri  tlie  Westing- 
houso  Air-Brake  Company,  some  parts  being  omitted  and  others  somewhat  con- 
densed.] 

Tlie  number  of  automatic  brakes  now  applied  to  freight-cars  in  this 
country  is  about  92,000  ;  25,000  of  which  were  applied  during  the  year 
1888,  and  14,000  have  been  furnished  so  far  this  year.  Appended 
hereto  is  a  list  of  the  roads  who  have  made  a  considerable  use  of  brakes, 
and  the  number  furnished  to  each  one.  This  list  is  not  entirely  accu- 
rate, because  many  of  these  brakes  have  been  furnished  through  car- 
builders,  and  we  therefore  sometimes  are  unable  to  get  correct  state- 
ments as  to  where  the  material  is  to  be  used.  The  total  number  of 
locomotives  fitted  with  air-brakes  is  about  17,000;  of  which  number, 
from  10,000  to  12,000  are  used  generally  in  freight  service,  although  all 
of  the  apparatus  furnished  by  this  company  is  thoroughly  interchange- 
able; that  is  to  sa}^,  there  is  no  difference  in  the  mechanism  or  the 
operation  of  brakes  on  freight  and  on  passenger  locomotives.  The  same 
is  true  with  reference  to  car  fixtures,  except  as  to  form.  It  has  been 
found  possible  to  make  smaller  and  more  compact  apparatus  for  use  on 
freight  cars.  We  are  pleased  to  say  that  the  general  tendency  seems 
to  be  to  provide  all  locomotives  with  driving-wheel  brakes,  and  the 
necessary  apparatus  to  handle  power  brakes  on  cars.  That  power 
brakes  are  necessary  on  freight  trains,  is  a  general  conviction  of  recent 
date,  and  some  account  of  the  early  period  of  their  use  will  be  interest- 
ing and  important,  when  the  extent  and  direction  of  future  develop- 
ment is  under  consideration. 

The  first  application  of  the  brake  to  freight  trains  came  about  natur- 
ally from  the  success  that  had  been  realized  in  its  use  upon  passenger 
trains,  but  the  attempt  to  use  It  on  freight  trains  was  the  result  of  ex- 
traordinary circumstances,  it  having  been  thought  that  first  cost  and 
the  absence  of  experience  on  the  part  of  train-men  in  handling  it  were 
objections  that  more  than  counterbalanced  the  benefit  to  be  derived. 
Another  important  influence  against  its  favorable  consideration  was 
the  interchangiug  of  freight  cars,  for  it  was  thought  that  the  per  cent- 
age  of  brakes  which  would  be  available  for  use  on  any  one  road  would 
be  too  small  to  produce  an  appreciable  result.  To  the  Denver  and  Rio 
Grande  (narrow  gauge)  road  this  was,  however,  no  objection,  as  there 
was  no  interchange  of  cars,  because  they  were  entirely  surrounded  by 
standard-gauge  roads.  The  grades  on  this  road  are  excessive,  and  the 
difficulty  of  obtaining  a  sufficient  number  of  reliable  train-men  formed 
a  special  inducement  to  them  to  make  a  trial  of  the  air-break  in  freight 
service.  They  commenced  to  use  what  is  known  as  the  straight  air 
system  in  1881,  and  the  results  were  in  the  highest  degree  successful 
and  satisfactory.  During  the  period  of  the  first  use  of  these  brakes  on 
the  Denver  and  Eio  Grande  Railroad  the  automatic  brake  had  become 
practically  standard  upon  passenger  trains,  and  its  greatly-increased 
efficiency  and  automatic  features  had  proved  to  be  of  the  utmost  value, 
and  particularly  its  automatic  application  when  trains  became  sepa- 
rated by  accident.  At  such  times  the  brakes  are  applied  with  equal 
force  to  both  portions  of  the  train,  and  there  is  no  possibility  of  a  col- 
lision between  the  separated  parts. 

*  *  *  #  #  *  # 

The  Central  Pacific  Railroad  Company  was  the  first  to  enter  upon 
the  application  of  the  automatic  brake  to  freight  cars.    The  conditions 
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on  this  road  were  not  unlike  the  Denver  and  Eio  Grande  except  in  the 
single  item  of  gauge  of  track.  The  number  of  foreign  cars  hauled  over 
their  lines  was  comparatively  small  and  the  grades  were  very  steep. 
They  made  a  very  general  application  of  the  brake,  and  it  may  be  said 

that  now  their  entire  equipment  is  fitted  with  it. 

#  *  *  *  *  #  * 

For  a  considerable  period  but  little  progress  was  made  in  the  further 
application  of  brakes  to  freight  cars.  The  principal  objection  raised 
was,  that  east  of  the  Missouri  and  Mississippi  Rivers  the  interchange 
of  cars  was  so  very  great,  that  unless  there  was  a  general  and  almost 
simultaneous  fitting  up  of  freight  cars  by  all  the  various  roads,  but 
little  use  of  them  could  be  had  for  many  years.  This  opinion  was,  how- 
ever, not  shared  by  the  managers  of  the  Chicago,  Burlington  and 
Quincy  road.  They  came  to  the  conclusion  that  it  would  be  possible 
to  fit  up  a  portion  of  their  cars  that  were  generally  used  in  local  service, 
and  with  the  addition  of  the  foreign  cars  of  the  western  lines  already 
mentioned  it  was  believed  that  enough  could  be  had  to  be  of  great 
service.  They  have  acted  upon  this  presumption  and  the  benefits  are 
unquestioned  and  unqualified.  This  demonstration,  removed  what 
seemed  to  be  a  most  serious  objection  to  the  commencement  of  the 
general  introduction  of  power  brakes  on  freight  trains.  It  may  be 
stated  as  a  matter  of  record,  that  on  a  road  like  the  Chicago,  Burling- 
ton and  Quincy,  on  which  the  grades  are  of  a  kind  ordinarily  found 
throughout  the  country,  if  the  locomotive  and  10  per  cent,  of  the  train 
is  fitted  with  power  brakes,  greatly  better  results  in  stopping  can  be 
had  than  with  the  ordinary  train  crew  using  hand  brakes,  with  the 
great  added  advantage  that  the  power  is  instantly  available  at  all  times, 
either  in  good  or  bad  weather;  while  with  the  train-men  only  there 
are  many  times  during  cold  or  disagreeable  weather  in  which  they  are 
not  in  any  respect  available  for  an  emergency  stop. 

The  introduction  of  power  brakes  on  extreme  western  lines  had  as- 
sumed such  proportions,  that  in  1886  the  Master  Car  Builders  appointed 
a  committee  to  investigate  the  subject,  with  a  view  to  determining 
whether  existing  forms  of  apparatus  were  suitable  under  all  conditions. 
This  was  done  in  view  of  tbe  fact  that  it  was  absolutely  essential  that 
brakes  for  freight  cars  should  be  of  uniform  construction  if  they  were 
to  be  of  general  use,  and  before  standards  were  absolutely  fixed  it  was 
deemed  expedient  to  examine  the  question  from  the  stand-point  of  future 
requirements,  as  well  as  under  the  existing  conditions  of  practice.  The 
accounts  of  these  trials  have  been  published  in  detail,  so  that  it  is  not 
necessary  to  refer  to  them  except  in  a  general  way. 

It  was  shown  that  several  forms  of  brakes  would  operate  on  trains 
of  moderate  length,  but  many  of  these  were  not  worthy  of  considera- 
tion on  account  of  the  absence  of  automatic  action.  The  automatic 
brakes  that  were  first  tried  did  not  prove  to  be  sufficiently  prompt  to 
properly  work  the  brakes  on  long  freight  trains,  and  while  this  require- 
ment is  not  at  present  demanded  in  the  highest  degree,  because  it  is 
very  seldom  that  a  freight  train  is  supplied  with  cars  having  brakes  on 
all  of  them,  yet  it  is  fair  to  presume  that  within  a  reasonable  period  of 
time  the  number  of  cars  fitted  with  continuous  brakes  will  be  so  greatly 
increased  as  to  make  it  important  that  they  should  be  operated 
throughout  the  entire  length  of  solid  trains. 

Experiments  werecarried  on  in  a  thoroughly  practical  way  upon  a  train 
of  cars  upon  the  tracks  of  the  Chicago,  Burlington  and  Quincy  Railroad 
at  Burlington.    The  ultimate  outcome  pf  these  experiments  was  the  sue- 
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cessful  operation  of  the  brakes  in  accordance  with  the  requirements  in- 
dicated by  the  Master  Car  Buiklers.  The  change  is  so  slight  that  the 
two  forms  of  brake  are  operated  in  the  same  train  and  by  the  same  ma- 
nipulation on  the  locomotive.  Engineers  and  train-men  throughout  the 
country  have  been  educated  to  understand  the  construction  and  opera- 
tion of  the  air-brake  as  now  in  general  use.  Modifications  that  would 
require  a  new  method  of  handling  would  have  been  most  unfortunate, 
and  would  no  doubt  have  greatly  interfered  with  the  introduction  of 
the  new  form  of  brake.  At  the  time  the  new  brake  was  introduced, 
December,  1887,  there  were  already  in  use  about  50,000  of  the  original 
automatic  brakes.  A  change  that  interfered  with  the  operation  of  this 
large  number  of  brakes  would  have  been  a  matter  of  such  serious  injury 
to  those  who  had  already  made  their  investment's,  that  it  is  question- 
able whether  they  would  have  taken  up  the  new  form,  although  its  ulti- 
mate advantages  were  demonstrated,  and  its  success  was  conceded  by 
all  railroad  managers  who  had  any  knowledge  of  the  subject. 

A  careful  review  of  the  history  of  the  introduction  of  power  brakes 
on  freight  trains  shows  that  the  important  element  in  its  increased  use 
has  been  the  demonstration  by  railroads  having  unusual  conditions  of 
grades  and  location  that  the  devices  designed  for  the  purpose  were 
adequate,  and  that  the  claim  that  their  use  facilitated  and  reduced  the 
cost  of  transportation  is  true. 

While  the  progress  towards  a  complete  consummation  has  been  slow, 
we  think  that  the  facts  cited  indicate  conclusively  that  it  has  not  been 
for  want  of  proper  mechanical  appliances.  It  is  our  impression  that  the 
incentives  which  have  led  to  the  application  of  brakes  have  been  in  the 
main  pecuniary,  and  not  to  any  extent  humanitarian.  The  number  of 
employes  that  are  injured  and  killed  for  want  of  power  brakes  is  be- 
coming so  great,  that  from  this  point  of  view  alone  the  subject  assumes 
a  very  serious  aspect,  and  while  this  is  deserving  of  the  most  serious 
consideration,  we  feel  that  it  is  a  matter  of  congratulation  that,  in 
addition  to  being  life-saving  and  injury-jD  re  venting  appliances,  there 
can  no  longer  be  a  doubt  as  to  their  value  in  o|)eratiug  railroads  more 
economically  than  can  be  done  without. 

We  feel  that  the  question  as  to  whether  our  statements  are  or  are 
not  interested  should  not  interfere  with  the  adoption  of  some  provision 
in  the  interest  of  railroads  for  testing  and  determining  the  value  of 
brake  mechanism  that  is  intended  to  be  run  in  conjunction  with  the 
apparatus  that  is  now  in  general  use.  The  experiments  at  Burlington 
clearly  demonstrated  the  futility  of  anything  but  an  extended  and  com- 
prehensive test.  The  fact  that  a  few  brakes  are  tried  together  and 
seem  to  work  well  under  conditions  that  will  not  obtain  in  regular 
freight  practice  should  not  be  held  to  prove  that  the  necessary  require- 
ments are  complied  with.  On  a  train  of  fifteen  cars  what  is  known  as 
the  buffer  brake  made  an  extended  and  complete  demonstration 
throughout  a  considerable  portion  of  the  eastern  country,  and  with  a 
train  of  twenty-five  cars  at  Burlington  they  performed  substantially  in 
accordance  with  all  the  claims  that  were  made  for  this  style  of  brake. 
When  tried  ui)on  a  train  of  fifty  cars  the  device  was  a  complete  and 
total  failure,  and  yet  it  was  only  by  good  fortune,  combined  with  good 
judgment,  that  the  trials  happened  to  be  made  so  extensive  as  they 
were. 
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The  following  roads  have  more  than  1,000  cars  equipped  with  auto- 
matic air-brakes : 

Cars. 

Atchison,  Topeka  and  Santa  F^  and  controlled  roads 20, 451 

Chicago,  Burlington  and  Quincy  and  controlled  roads 2,261 

Denver  and  Rio  Grande '. 1,139 

D  ninth  and  Iron  Range 1, 126 

New  York,  Lake  Erie  and  Western 1, 032 

Pennsylvania  system 6,  035 

Richmond  and  Danville 1,287 

Southern  Pacific 16,245 

Union  Pacific 15,433 

Northern  Pacific 6,788 

Private  owners 5, 763 

LETTER  FROM  E.  F.  O'SHEA,  GRAND   SECRETARY  AND   TREASURER  OF 
THE   BROTHERHOOD   OF   RAILROAD  BRAKEMEN. 

[Condensed.] 


I  desire  to  say  by  way  of  explanation  that  our  Brotherhood  is  but 
five  years  old  and  its  growth  has  been  very  rapid.  I  have  no  means  of 
knowing  how  many  brakemen  are  employed  on  American  railways, 
therefore  I  am  unable  to  say  just  what  proi)ortion  of  them  are  members 
of  our  Brotherhood. 

Our  Brotherhood  has  nearly  15,000  members,  consisting  of  brakemen, 
conductors,  yard-masters,  and  men  engaged  in  various  other  occupa- 
tions, all  of  whom  have  been  brakemen.  About  one-half  of  that  num- 
ber, say  7,000,  are  at  present  brakemen,  and  a  claiin  for  death  or  total 
disability  is  presented  at  this  office  every  day  in  the  year. 

The  whole  number  of  brakemen  is  surely  not  less  than  70,000,  there- 
fore the  total  number  of  deaths  and  totally  disabling  injuries  are  not 
less  than  3,650  each  year ;  this  does  not  include  pinched  fingers,  mashed 
hands,  broken  limbs,  falls,  bruises,  sprains,  etc.,  from  which  the  sufferer 
recovers. 

The  question  arises,  "Are  all  of  these  caused  by  the  old  style  of  brake 
and  couplers!"  I  answer,  "With  very  few  exceptions,  yes." 

On  inclosed  notices  under  head  of  "cause"  you  will  read  various 
causes  assigned,  nearly  all  of  which  can  be  traced  to  the  old  brake  and 
coupler.  Nine-tenths  of  all  "railroad  accidents,"  " railway  wrecks," 
"collisions,"  etc.,  mentioned  under  those  headings,  could  be  prevented 
by  the  use  of  automatic  brakes  and  couplers  on  freight  cars,  and  many 
cases  of  death  from  consumption,  typhoid  fever,  pleuropneumonia,  and 
other  similar  diseases  can  be  traced  to  exposure  and  overexertion  made 
necessary  by  the  old-style  brake  and  coupler. 

No  reliable  insurance  company  wants  to  take  Such  risks  as  to  insure 
the  lives  of  freight  brakemen,  and  will  not  do  so  without  an  enormous 
charge  for  premium,  which  the  brakemen^s  meager  wages  will  not  allow 
them  to  pay-  Therefore  our  Brotherhood  is  his  only  protection.  He 
cheerfully  pays  all  assessments,  knowing  that  when  his  turn  comes,  and 
he  always  expects  it,  his  loved  ones  will  not  be  left  in  absolute  want. 

There  is  no  longer  any  excuse  for  delay  in  equipping  freight  cars 
with  these  safety  appliances,  for  they  have  been  tested  and  found  to 
work  better  than  the  present  style.  Their  adoption  has  been  recom- 
mended by  the  Master  Oar  Builders'  Association,  and  the  only  thing 
now  necessary  is  for  the  different  companies  to  act  together,  which 
they  will  not  do  unless  comx)elled  by  law. 
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This  terrible  slaughter  of  youn^,  able-bodied  men  is  increasing?  eaeh 
year,  and  it  has  come  to  be  considered  a  matter  of  course  for  a  brake- 
inau  to  have  his  life  crushed  out  beneath  the  wheels  and  his  nnm^led 
remains  strewn  alonj;-  the  track.  The  men  themselves  can  not  prevent 
it ;  somebody  must  do  the  work;  and  so  they  make  the  best  of  it  and. 
take  their  chances. 

If  an  equal  number  of  passengers  were  killed  and  crippled  each 
year  the  i)eople  and  press  would  awaken  to  a  realization  of  the  situa- 
tion and  demand  a  remedy.  Is  not  the  brakeman's  life  just  as  dear  to 
him  and  his  loved  ones  as  the  life  of  any  other  person,  and  shonld  not 
an  honest  effort  be  made  to  save  him  from  a  death  horrible  to  contem- 
plate! This  is  especially  true  when  we  remember  that  there  is  a  rem- 
edy if  it  would  only  be  applied. 

People  say,  "  If  he  don't  like  his  job  he  can  quit."  True  enough,  but 
what  is  he  to  do  ?  They  can  not  all  quit,  and  there  is  nothing  else  for 
them  to  do  ;  besides,  their  places  must  be  filled,  and  the  slaughter  would 
continue.  The  newspapers  no  longer  consider  the  death  of  a  brake- 
man  deserving,  of  more  than  a  two  line  item  headed,  "Only  a  brake- 
man,"  and  the  reader  passes  it  over  and  it  is  forgotten. 

Had  I  the  opportunity  to  do  so,  I  could  show  you  a  record  of  death 
and  mutilation  of  able-bodied  young  men  that  would  make  your  heart 
sick.  You  would  be  horrified  and  think  it  all  a  hideous  nightmare,  but 
I  can  prove  that  it  is  as  true  as  gospel.  I  could  continue  indefinitely, 
but  it  is  unnecessary.  I  submit  these  facts  and  figures  for  your  con- 
sideration and  that  of  your  colleagues  in  the  hope  that  you  will  seri- 
ously consider  the  matter.  If  you  do  so,  I  am  convinced  you  will  see 
the  need  of  national  legislation,  for  State  legislatures  have  never  yet 
accomplished  anything  in  this  direction,  nor  will  they  do  so  while  rail- 
road companies  wield  so  powerful  an  influence  among  them. 

It  is  my  firm  belief  that  I  have  greatly  underestimated  the  number 
of  deaths  and  accidents  and  I  am  quite  positive  I  have  not  over-esti- 
mated them.  If  an  equal  number  of  horses  or  cattle  were  killed  each 
year  by  the  cars  a  remedy  would  be  applied,  and  1  ask  you  in  the  name 
of  humanity  and  Christianity  to  take  some  action  in  the  matter.  To 
continue  this  horrible  slaughter  when  it  can  be  so  easily  remedied  seems 
to  me  nothing  less  than  a  crime.  The  men  are  powerless  to  help  them- 
selves, the  railroads  are  slow  to  act,  and  the  butchery  continues. 

Improvements  have  been  made  in  every  other  direction,  but  not  one 
step  in  this.  To  strike  is  no  remedy,  to  quit  is  starvation,  and  to  con- 
tinue  is  death;  not  immediately  perhaps,  but  inevitable  if  he  remains 
long  enough  in  the  service.  There  is  an  army  of  cripples  in  this  coun- 
try caused  by  the  present  style  of  brakes  and  couplers  whose  empty 
sleeves,  mangled  limbs,  stumps,  and  crutches  mutely  appeal  to  your 
honorable  body  to  remove  the  cause,  and  the  list  is  being  increased  every 
day. 


PETITION  OF  RAILROAD  BRAKEMEN  TO   THE  INTERSTATE  COMMERCE 

,     COMMISSION. 

The  Members  of  the  Interstate  Commerce  Commission^  Hon.  Thomas  M, 
Cooley,  Chairman,  Washington,  D.  C: 
Gentlemen:  We,  the  undersigned,  respectfully- petition  your  honor- 
able body  to  take  such  steps  as  you  may  deem  proper  to  bring  about 
the  adoption  of  automatic  brakes  and  couplers  on  freight  cars  on  the 
railroads  of  the  United  States. 
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Each  of  tbe  undersigned  is  in  actual  service  as  a  railroad  brakeman 
or  lias  been  employed  a  sufficient  length  of  time  to  become  fully  ac- 
quainted with  the  duties  and  perils  of  the  position,  and  although  some 
of  us  have  been  promoted,  we  most  earnestly  appeal  to  your  honorable 
body  to  urge  upon  Congress  the  necessity  of  national  legislation  in  this 
matter,  that  the  terrible  slaughter  of  brakemen  on  the  railroads  of  this 
country  every  year  may  be  largely  diminished. 

Automatic  brakes  and  couplers  are  practicable;  no  one  would  be  in 
jured,  and  many  lives  and  limbs  would  be  saved  by  their  adoption. 

T.  T.  Slattery,  N.  r.  C.  R.  R. 

E.  L.  Barnard,  B.  and  A.R.R, 

Wm.  H.  Lyons,  B.  and  A.  R.  R. 

E.  M.  Hardie,  N.  Y.  G,  R.  R, 

And  9,678  others. 


Appendix   1 1 


RELATIONS  EXISTING  BETWEEN  RAILWAY  CORPORATIONS  AND 

THEIR  EMPLOYES. 


A  circular,  a  copy  of  which  is  appended,  was  sent  on  August  12,  1889,  to  all  rail- 
road commissions,  railroad  journals,  and  press  associations  for  information  and  pub- 
lication, and  to  the  officials  of  eighty-five  leading  railway  corporations  for  replies. 
It  was  as  follows : 

Interstate  Commerce  Commission, 

Washington,  August  1,  1889. 


Dear  Sir:  All  facts  regarding  the  relations  existing  between  railway  corporations 
and  their  employes  are  always  of  public  interest,  and  may  be  of  importance  in  deter- 
mining questions  upon  which  the  interest  of  the  employers  as  well  as  of  the  employed 
may  depend. 

Th3  Commission  therefore  address  to  yon  the  following  inquiries,  believing  that 
you  will  appreciate  the  purpose  of  the  call,  and  that  you  will  cheerfully  render  any 
assistance  that  may  be  within  your  power  to  facilitate  the  gathering  of  the  informa- 
tion which  they  are  designed  to  elicit : 

(1)  Is  an  insurance  fund  or  guaranty  fund  of  any  sort  provided  for  the  employes 
of  your  company  on  which  they  have  a  right  to  draw  in  case  of  sickness  or  accident,' 
or  from  which  payment  may  be  made  to  their  families  in  case  of  death  ?  If  such  fund 
exists,  please  state  in  what  manner  it  was  accumulated ;  how  it  is  maintained;  under 
whose  direction  it  is  administered ;  under  what  conditions  money  may  be  drawn 
from  it,  and  any  other  facts  respecting  it  which  you  may  think  it  important  to  state. 
If  there  are  any  contracts  or  other  writings  or  printed  documents  which  will  give 
definite  information,  and  which  are  in  your  possession,  the  Commission  would  be 
pleased  to  receive  copies  thereof.  Please  also  state  the  length  of'time  the  fund  has 
been  established ;  the  reasons  which  have  led  to  its  establishment,  and  the  feeling 
in  respect  to  it  on  the  part  of  the  employes.  If  no  fund  of  the  sort  named  exists, 
please  state  if  any  attempt  has  ever  been  made  to  establish  one,  to  what  extent,  if  at 
all,  the  attempt  succeeded,  and  why  it  failed. 

(2)  Has  the  company  eating  or  lodging  houses  for  train-men  when  away  from  home 
or  does  it  provide  reading-rooms  or  other  places  of  resort  ?  If  so,  full  particulars  will 
be  duly  appreciated. 

(3)  Is  any  provision  made  by  your  company  for  technical  education  in  your  shops, 
whereby  it  seeks  to  train  men  for  its  service  ?  Is  there  any  recognized  system  of  pro- 
motion in  the  service  of  the  company  whereby  it  may  be  expected  the  men  will  be 
induced  to  labor  for  marked  efficiency?  Are  any  special  rules  in  force  to  insure  the 
competency  of  locomotive  engineers  and  other  train-men  ? 

341 


342      REPORT    OF    THE    INTERSTATE    COMMERCE    COMMISSIOI^. 

Slioiild  your  own  iuformation  on  auy  of  these  subjects  be  defective,  please  give 
tbe  names  and  addresses  of  any  persons  connected  with  your  company  who  may  be 
able  to  supply  any  deficiencies. 
By  order  of  the  Commission. 

Edward  A.  MosEley, 

Secretary. 


Answers  to  the  foregoing  circular  have  been  made  by  every  company  to  which  it 
was  addressed.  Twelve  out  of  eighty-five  companies  maintain  insurance  or  guar- 
anty funds  and  seventy-three  do  not.  Of  these  seventy-three,  however,  five  have 
hospital  funds,  five  have  benefit  associations  maintained  wholly  by  the  employes, 
and  one — the  Cleveland,  Cincinnati,  Chicago  and  St.  Louis  Railway  Company — con- 
tributes $500  annually  to  the  support  of  the  '^  Bee  Line  Mutual,"  managed  by  the  em- 
ployes ;  and  one— the  Central  Vermont  Railroad  Company — is  taking  steps  to  estab- 
lish an  insurance  fund.  Forty-three  companies  provide  eating  or  lodging  houses 
and  reading-rooms  to  a  greater  or  less  degree,  and  forty-two  do  not.  Twenty  com- 
panies provide  technical  education  and  sixty-five  do  not.  The  answers,  which  are 
substantially  as  lollows,  are  arranged  alphabetically,  and  with  the  name  of  the  presi- 
dent, general  manager,  or  officer  of  the  road  who  responded. 

ATCHISON,    TOPEKA   AND    SANTA  FE   RAILROAD   COMPANY. 

[By  Mr.  A.  A.  Robinson,  General  Manager.] 

A  relief  association  was  formed  in  May,  1887.  Its  object  is  to  furnish  medical  and 
surgical  attention  to  the  sick  and  injured  employ<^s  of  the  railroad  companies  em- 
braced in  the  ''  Santa  F^  system." 

Every  employe  of  the  company  is  a  member  of  this  association. 

There  is  no  capital  stock,  the  fund  being  supported  by  fees  deducted  from  the  em- 
ployes' compensation,  said  fees  varying  from  25  cents  to  |1,  according  to  the  amount 
of  wages  paid. 

Total  receipts  from  members — contributions  and  other  ones — for  the  year  1888 
were  ^135,335.92. 

Total  operating  expenses  were  $115,227.25. 

Total  number  of  employes  who  have  received  relief  during  the  year  is  18,704. 

We  have  railroad  eating-houses  along  our-  line,  which  are  required  to  give  our 
train-men  a  rate  of  25  cents  each  for  meals.  There  are  no  lodging-houses  for  our 
train-men  while  away  from  home  ;  most  of  the  freight-crews  occupying  the  bunks  in 
the  cabooses  while  out  on  the  line. 

As  to  reading-rooms,  this  company  has  eleven  located  at  division  points.  Gener- 
ally, rooms  for  library  purposes  are  located  in  the  stations  or  other  buildings  con- 
veniently situated,  but  in  several  instances  separate  buildings  are  provided  for  this 
purpose. 

At  nearly  all  two  good  large  rooms  are  furnished,  one  for  reading  and  writing  pur- 
poses, the  other  in  which  to  play  games.  There  is  an  average  of  about  three  hun- 
dred and  fifty  books  at  each  reading-room.  In  most  instances  employes  are  per- 
mitted to  take  the  books  to  their  homes  on  making  a  deposit  of  $2  with  our  agent, 
which  is  held  by  him  as  long  as  the  employ^  continues  to  borrow  books. 

The  better  classes  of  newspapers  and  periodicals  are  subscribed  to  by  the  railroad 
company  on  behalf  of  these  rooms. 

At  Topeka  and  Raton  both  privileges  are  furnished,  for  which  the  employes  tak- 
ing advantage  of  same  pay  a  nominal  sum. 

Games — such  as  cards,  checkers,  dominos,  and  cribbage — are  furnished,  but  gam- 
bling is  strictly  forbidden  at  all  the  rooms. 

As  to  technical  education,  wo  employ  apprentices  in  the  different  departments,  and 
teach  them  the  different  trades  in  connection  with  the  mechanical  department. 
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Their  wages  are  raised  each  year  in  accordance  with  the  proj^iess  Inad(^  in  the 
work. 

When  we  engage  locomotive  engineers  or  promote  locomotive  firemen  to  positions 
of  locomotive  engineers  we  examine  them  very  rigidly  as  to  their  knowledge  of  the 
parts  and  working  of  a  locomotive  ;  also  on  time-card  rules,  that  they  may  ho  com- 
petent to  handle  all  classes  of  trains  under  all  conditions. 

We  recently  had  on  our  line  an  iustiuction  ear  from  the  Westinghonse  Air-Brake 
Company. 

It  was  in  charge  of  an  instructor,  and  as  it  moved  from  place  to  place  all  the  em- 
ployes connected  with  the  train  service  had  an  opportunity  to  gain  a  practical  knowl- 
edge of  the  construction  and  operation  of  the  air-hrake. 

ATLANTIC  AND  PACIB^IC   RAILROAD   COMPANY. 

[By  Mr.  D.  B.  Rohinson,  General  Manager.] 

We  have  no  insurance  fund  and  no  attempt  has  been  made  to  establish  one.  We 
have,  however,  a  hospital  fund,  which  enables  sick  and  injured  employ6sto  receive 
necessary  medical  and  surgical  attention  free  of  charge.  This  "  fund  "  is  maintained 
by  donations  from  every  employ^  of  the  company  ;  employes  receiving  less  than  -flOO 
per  month  contributing  50  cents  and  those  receiving  $100  or  over  per  month  con- 
tributing $1  monthly. 

We  have  company  eating-honses  at  each  division  point,  which  are  operated  under 
contract,  employes  being  furnished  meals  for  25  cents  each.  Have  reading-rooms  at 
division  headquarters  of  operating  division,  with  all  local  dailies,  also  dailies  from 
principal  cities  and  popular  weekly  and  monthly  papers  and  magazines;  also  library 
of  books.     The  expenses  of  the  reading-rooms  are  maintained  by  the  company. 

No  provision  is  made  for  technical  education  in  shops. 

With  reference  to  recognized  system  of  promotion,  we  have  the  usual  ''civil  serv- 
ice," employes  receiving  promotion  in  accordance  with  length  of  time  in  service  and 
capabilities  for  position. 

BALTIMORE   AND   OHIO   RAILROAD   COMPANY. 

[By  Mr.  J.  T.  O'Dell,  General  Manager.] 

There  is  a  fund  provided  for  the  employes  of  this  company,  on  which  they  have  a 
right  to  draw  in  case  of  inability  to  earn  wages  on  account  of  sickness  or  accident, 
and  from  which  payment  is  made  to  their  families  in  event  of  death. 

This  fund  is  created  and  maintained  by  monthly  contributions  from  employes  and 
contributions  in  money  and  other  valuable  considerations  by  the  company. 

It  is  controlled  by  a  committee  of  the  board  of  directors  of  the  railroad  company, 
assisted  by  advisory  committees  elected  by  the  contributing  employes. 

The  Baltimore  and  Ohio  Employes'  Relief  Association  was  established  on  May  1, 1880, 
and  was  incorporated  by  an  act  of  the  general  assembly  of  Maryland  on  May  3,  1882. 
This  charter  was  repealed,  to  take  effect  April  1,  1889,  when  the  association  was 
merged  into  the  present  relief  department,  which  comprises  three  features,  viz  :  the 
relief  feature,  saving  feature,  and  pension  feature. 

The  relief  feature  will  afford  relief  to  its  members  entitled  thereto  when  they  are 
disabled  by  injury  or  sickness,  and  to  their  families  in  the  event  of  their  death. 

The  savings  feature  will  afford  opportunity  to  employ<Ss  and  their  near  relations  to 
deposit  their  savings  and  earn  interest  thereon,  and  enable  employes  only  to  borrow 
money  at  moderate  rates  of  interest  and  on  easy  terms  of  repayment,  for  the  purpose 
of  acquiring  or  improving  a  homestead  or  freeing  it  from  debt. 

The  pension  feature  will  make  provision  for  those  employes  who,  by  reason  of  age 
or  infirmity,  are  relieved  or  retire  from  the  service  of  the  company. 

All  claims  are  submitted  to  the  superintendent  of  the  Relief  Department,  whose 
judgment  is  final,  subject  only  to  appeal  to  the  advisory  board. 
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There  is  no  question  as  to  the  good  feeling  of  the  large  majority  of  tlie  employes 
toward  the  iustitatiou.  This  is  evidenced  in  many  ways,  the  most  striking  of  which 
was  exhibited  on  the  1st  of  April,  1889,  when  the  association  merged  into  the  ''de- 
partment,", and  each  member  of  the  association  was  asked  to  become  a  member 
thereof.  No  difficulty  was  experienced  in  securing  membership  from  98  per  cent,  of 
the  old  association,  the  2  x^er  cent,  declining  being  composed  mainly  of  the  switch- 
men and  brakemen  in  the  vicinity  of  Chicago. 

The  company  has  no  eating  or  lodging  houses  for  train-men  when  away  from  home, 
nor  does  it  provide  reading-rooms  or  other  places  of  resort,  except  at  Columbus,  Ohio, 
at  which  point  the  Union  Depot  Company  furnishes  lodging  for  passenger  con- 
ductors, brakemen,  and  baggage-masters,  the  expense  of  which  is  charged  to  all 
the  roads  using  the  depot. 

It  has,  however,  a  reading-room  at  Mt.  Clare  shops,  Baltimore,  and  a  library  con- 
taining 10,000  volumes  of  the  best  reading  matter,  together  with  all  the  best  tech- 
nical and  scientific  journals,  which  are  always  accessible. 

The  employes  avail  themselves  very  liberally  of  the  advantages  secured  to  them, 
and  text-books  and  mechanical  journals  are  eagerly  sought  after.  Books  are  for- 
warded to  the  employes  and  returned  to  the  library  by  the  company"  without  charge 
to  those  using  them;  but  while  the  library-room  at  Mt.  Clare  has  been  open  at  all 
hours  for  the  use  of  employes,  and  this  fact  has  been  liberally  advertised,  no  one 
takes  advantage  of  it. 

A  reading-room  was  provided  at  Garrett,  lud.,  but  failed  for  lack  of  patronage.  An 
attempt  to  establish  reading  rooms  at  Martinsburgh  and  Keyser,  W.  Va.,  was  equally 
unsucessful. 

A  system  of  technical  education  was  inaij[gurated  some  years  ago,  but  abandoned. 

It  is  customary  to  make  promotions  from  among  such  employes  as  are  deserving. 
A  rigid  examination  is  conducted. 

Dr.  W.  T.  Barnard,  of  the  Baltimore  and  Ohio  Railroad  Company,  in  an  article  on 
the  relations  of  railway  managers  and  employes,  says  : 

It  is  not  always  true  in  the  history  of  railroad  or  other  corporations  that  the  one 
paying  the  highest  wages  is  best  served.  The  comx)any  that  is  most  forward  in  car- 
ing for  general  welfare  of  the  employes,  particularly  in  the  matter  of  providing  sup- 
port for  their  disabled,  aged,  and  of  long  service  ;  that  holds  all  its  officials  by  a  rigid 
responsibility  for  arbitrary  or  tyrannical  exercise  of  power  ;  that  convinces  its  lowest 
servants  that  they  will  be  protected  against  injustice,  even  at  the  hands  of  their 
highest  official  superiors,  will  soon  obtain  such  prominence  among  the  masses  as  will 
bring  to  its  service  the  best  material  the  market  aifords,  though  it  give  no  more  than, 
nor  often  quite  so  much  as,  others,  who  regard  their  employes  only  as  so  much  material 
to  be  utilized  or  expended  in  the  interests  they  serve. 

Dr.  Barnard  quotes  from  an  article  of  the  celebrated  Dr.  Farr,  of  England,  who 
when  consulted  upon  the  advantages  of  remuneration,  partly  by  salaries  and  partly 
by  provisions  for  old  age,  says  in  its  favor : 

In  the  first  place,  superannuation  is  a  guarantee  of  fidelity  ;  in  the  second  place  it 
encourages  efficient  officers;  in  the  third  place  it  retains  good  men  in  the  service  ;  in 
the  fourth  place  it  induces  men  to  retire  when  they  become  old  or  inefficient  for  any 
cause  ;  and  in  the  fifth  place  it  prevents  old  servants  from  falling  into  disgraceful  de- 
pendency or  distressing  destitution,  which  would  be  a  public  scandal,  and  would 
deter  desirable  persons  from  entering  the  service. 

Dr.  Barnard  says : 

The  writer  has  for  a  considerable  time  studied  the  relationship  existing  between 
the  managers  and  the  employ68  of  many  of  our  large  corporations,  and  his  observa- 
tions seem  to  justify  the  conclusion  that,  whereas  in  no  other  business  employing 
large  bodies  of  labor  is  there  a  larger  field  for  cultivating  cordiality  and  recipro- 
city of  interests  between  owners  and  employes  than  in  railroading,  also  in  no  other 
business  (except  perhaps  mining)  have  such  opportunities  been  more  neglected. 

Concerning  the  Baltimore  and  Ohio  Employ<5s'  Relief  Association  Mr,  S.  R.  Barr, 
secretary,  says : 

The  association  has  grown  into  almost  universal  popularity  with  the  employes,  dat- 
ing from  the  time  its  jjractical  operation  began  to  be  felt  among  them.     This  fact  is 
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evidenced  not  only  from  the  ])cr8onal  expressions  of  nuMnlx'is  iluMnselves,  hut  from 
the  fact  that  a  very  large  number  of  thesis  leaviuf;  the  service  of  the  company  retain 
their  interest  in  the  natural  death  feature;  that  although  it  was  optional  at  the 
time  of  inauj^uratinjjj  the  association  for  all  persons  tbi'u  in  the  company's  service  to 
become  members  or  not,  it  is  ditticult  to  find  to-daj'  any  one  of  these  old  eniploy(is 
who  is  not  a  member,  and  of  those  who  are  not  members  nine- tenths  would  become 
such  if  they  had  not  become  debarred  by  reason  of  their  age  and  infirmity. 

BOSTON  AND  ALBANY  RAILROAD   COMPANY. 

[By  Mr.  W.  H.  Barnes,  General  Manager.] 

We  have  no  insurance  or  guarantee  fund  of  any  sort.  There  has  been  a  mutual 
relief  association  among  the  employes  under  which  they  contributed  |1  or  $2  upon 
the  death  of  a  member  of  the  association,  but  interest  in  it  failed,  and  it  was  closed 
up  some  three  or  four  years  ago. 

This  company  has  no  eating  or  lodging  houses  for  their  men,  nor  is  it  necessary,  all 
their  trips  being  so  arranged  as  to  bring  them  home  at  night. 

We  have  no  provision  for  technical  education  in  our  shops. 

We  take  apprentices  and  teach  them  a  trade,  then  employ  them  as  journeymen, 
and  from  them  we  select  our  tiremen.  The  journeymen  we  pay  according  to  their 
ability      All  our  locomotive  engineers  are  promoted  from  firemen. 

BOSTON   AND   MAINE    RAILROAD    COMPANY. 

[By  James  T.  Furber,  General  Manager.] 

There  is  no  insurance  or  guarantee  fund  provided  by  this  road  for  it  employes  to 
draw  on  in  case  of  sickness,  etc.  Our  employes  have  a  mutual  insurance  among 
themselves. 

We  have  an  eating  and  lodging  house  near  our  locomotive  engine-house  in  Port- 
land, Me.,  where  our  employes  are  furnished  with  meals  and  lodging  at  a  very  low 
rate. 

We  have  a  few  apprentices  in  our  car  and  locomotive  shops.  Whenever  vacancies 
occur  we  permit  our  own  men  rather  than  employes  of  other  roads  to  be  promoted. 
Our  firemen  are  trained  to  make  locomotive  engineers,  and  hrakemeu  to  take  charge 
of  trains  whenever  we  require  the  services  of  a  conductor. 

BURLINGTON,  CEDAR   RAPIDS  AND   NORTHERN   RAILWAY   COMPANY. 

JByMr.  C.  J.  Ives,  President.] 

There  is  no  insurance  or  guarantee  fund  provided  for  the  employes  of  this  com- 
pany. Neither  has  any  attempt  been  made  to  establish  such  a  fund.  We,  however, 
encourage  by  every  means  in  our  power  the  operation  of  insurance  companies  among 
our  men. 

This  company  has  no  eating  or  lodging  houses  or  places  of  resort  for  its  train-men 
when  away  from  home. 

We  have  no  technical  education  in  our  shops  for  the  training  of  men  for  its  serv- 
ice. Neither  are  any  special  rules  in  force  to  insure  the  competency  of  train-men. 
We  have  a  recognized  system  of  promotion  (civil  service),  invariably  advancing  our 
oldest  employes. 

IOWA   CENTRAL   RAILROAD    COMPANY. 

[By  C.  H.  Ackert,  General  Manager.] 

This  company  has  no  insurance  or  guarantee  fund.  The  larger  insurance  companies 
solicit  insurance  among  our  employes,  and  the  premiums  are  deducted  from  the  pay 
of  the  employes  by  monthly  installments. 

The  company  has  no  hotels  or  eating-houses  of  its  own,  but  at  all  terminal  stations 
they  have  lodging  and  eating  houses  run  by  private  parties. 
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No  provision  is  made  for  technical  educatioD  in  our  shops. 

Promotions  are  made  according  to  length  of  time  in  service  and  eflSciency.  All 
locomotive  engineers  and  other  train-men  are  examined  by  the  superintendent  or 
other  heads  of  dejiartments  before  they  are  employed. 

CENTRAL   RAILROAD  AND   BANKING   COMPANY   OF   GEORGIA. 

[By  Mr.  M.  S.  Belknap,  General  Manager.]' 

We  have  no  insurance  guarantee,  the  company  making  such  payments  in  case  of 
sickness  or  accident  as  they  think  the  case  merits. 

The  company  has  no  eaiing  or  lodging  houses  for  train-men. 

It  has  no  provision  for  technical  education  in  the  shops,  except  that  of  the  appren- 
tice system,  and  by  the  exercise  of  great  care  in  the  selection  of  material  from  the 
brightest  and  best  young  men  we  can  secure. 

To  secure  the  co&ipetency  of  locomotive  engineers  and  train-men  a  thorough  system 
of  examination  and  trial  is  maintained. 

CENTRAL   RAILROAD    COMPANY    OF    NEW   JERSEY. 

[By  Mr.  J.  R.  Maxwell.] 

This  company  has  no  employes'  insurance  or  guarantee  fund  of  any  character,  and 
no  steps  have  yet  been  taken  in  that  direction. 

No  special  eating-houses  are  provided  for  train-men,  nor  lodging  facilities,  as  they 
are  not  necessary  to  meet  our  service  requirements.  Reading-room  conveniences  are 
provided  at  principal  terminal  stations. 

No  special  provision  is  made  for  technical  education  in  the  shops. 

Merit  and  term  of  service  is  always  recognized,  and  careistaken  to  insure  the  com- 
petency and  efficiency  of  locomotive  engineers,  firemen,  and  train-men. 

CENTRAL   VERMONT    RAILROAD    COMPANY. 

[By  Mr.  J.  W.  Hobart,  General  Manager.] 

We  have  an  arrangement  with  an  insurance  company  to  insure  our  men  against 
accident,  but  nothing  for  sickness.  Insurance  companies  have  learned  by  experience 
that  an  insurance  indemnifying  persons  against  losses  by  sickness  can  not  be  made 
remunerative  at  any  rate  which  they  would  feel  able  to  pay,  and  all  companies  which 
have  attempted  this  class  of  insurance  coming  within  my  knowledge  have  aban- 
doned the  project. 

The  insurance  against  accidents  varies  in  both  rate  and  amount  according  to  haz- 
ard, and  is  so  placed  that  men  draw  a  specified  amount  for  twenty-six  weeks,  and  in 
case  of  death  resulting  from  accident  the  full  amount  is  paid  less  the  weekly  indem- 
nity which  may  have  been  paid  during  disability  previous  to  death. 

This  insurance  has  been  established  pending  the  action  of  our  board  of  directors 
upon  a  proposition  presented  by  myself  to  create  a  protective  organization  composed 
of  railroad  employes  on  the  basis  of  a  monthly  tax  of  small  amount  deducted  from 
their  wages,  which  should  be  added  to  the  amount  derived  from  an  investment  of 
!|10,000  to  be  presented  by  the  Board  of  Directors  out  of  the  securities  of  the  railroad, 
as  a  nuceleus  around  which  to  gather  a  fund  sufficient  to  care  for  the  sick  and  wounded 
or  at  death  to  pay  a  stipulated  sum  to  the  families  of  the  deceased,  also  to  care  for  the 
aged  and  infirmed. 

The  employes  generally  favor  this  plan  of  indemnity  rather  than  insurance. 

We  have  no  eating  or  lodging  houses  on  our  line,  but  arrangements  are  made  with 
hotels  and  boarding-houses  to  board  our  men  at  stipulated  rates,  being  protected  by 
the  road  in  the  collection  of  board  bills. 
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Wo  liavo  no  reading-rooms  as  such,  only  tj;ivin<jj  men  proper  rooms  for  their  quar- 
ters. We  have,  liowever,  a  hir«»o  railroad  iibVary,  com])osed  of  scientific,  historical, 
and  reli«iious  books,  as  well  as  those  of  a  li<;hter  character,  from  wliich  our  men  can 
draw  under  proper  regulation.  This  library  is  much  used,  and  is  looked  upon  as  being 
a  great  moral  regulator  of  our  men. 

As  to  technical  education,  there  are  no  provisions  except  to  encourage  them  in 
reading  such  publications  as  treat  npon  technical  subjects.  While  there  is  no  recog- 
nized system  of  promotion,  it  is  the  universal  rule  to  fill  higher  positions  with  men 
from  the  lower  ranks  whenever  they  are  found  competent  aud  worthy. 

When  men  are  advanced  to  the  position  of  locomotive  engineer  they  nndergoa 
most  thorough  examination  by  our  superintendent  of  motive  power,  and  other  train- 
men are  subjected  to  a  like  examination  by  a  competent  official. 

CHESAPEAKE  AND   OHIO   RAILWAY   COMPANY. 

[By  Mr.  J.  T.  Harahan,  General  Manager.] 

There  is  no  insurance  fund  or  guaranty  fund  of  any  sort  provided  for  by  this  com- 
pany for  the  benefit  of  its  employes.  It  is,  however,  our  custom  when  an  employ^  is 
injured  in  our  service,  whether  through  his  own  fault  or  not,  to  make  allowances  to 
him  while  unfit  for  service,  the  employe's  condition  being  considered  in  making  the 
allowance. 

This  company  provides  reading-rooms  for  its  employes,  and  also  arranges  for  eating 
and  lodging  houses  for  its  train-men  when  away  from  home  at  reasonable  rates. 

We  have  no  special  provision  in  our  shops  for  the  technical  education  and  training 
of  men  for  the  service. 

We  do,  however,  employ  apprentices  in  the  machine  and  car  shops  who  are  edu- 
cated in  that  particular  department.  We  have  a  recognized  system  of  promotion 
which  it  is  intended  shall  induce  men  to  labor  for  marked  efficiency. 

A  rigid  examination  of  locomotive  engineers  and  other  train-men  is  conducted, 
based  upon  rules  for  the  running  of  trains  and  on  the  handling  of  locomotives  and 
their  knowledge  of  the  mechanical  construction  thereof.  No  engineer  is  allowed  to 
run  a  train  until  he  has  passed  this  examination. 

CHICAGO   AND   ALTON   RAILROAD   COMPANY. 

[By  Mr.  C.  H.  Chappelle,  General  Manager.] 

We  have  no  insurance  or  guarantee  fund  of  any  sort  on  the  line  of  this  railway. 
No  attempt  has  ever  been  made  to  establish  such  a  fund. 

.This  company  has  no  eating  or  lodging  houses  for  train-men  when  away  from  home. 
Such  houses  are  not  a  necessity,  as  our  line  of  railway  reaches  cities  and  towns  hav- 
ing first  class  boarding-houses  at  low  rates. 

We  have  no  technical  schools  for  the  education  of  our  men  in  shops  or  elsewhere. 
Our  system  of  promotion  is  upon  the  basis  of  seniority  and  competency  ;  other 
things  of  course  being  equal. 

CHICAGO  AND  ATLANTIC   RAILWAY  COMPANY. 

[By  Mr.  G,  M.  Beach,  General  Manager.] 

The  Chicago  and  Atlantic  Railway  has  no  insurance  or  guarantee  fund  provided 
for  its  employ6s  on  which  they  have  a  right  to  draw  in  case  of  sickness  or  accident, 
or  from  which  payment  may  be  made  to  their  families  in  case  of  death. 

The  railway  has  no  eating  or  lodging  houses  exclusively  for  their  men,  and  no 
reading-rooms. 

We  have  no  provision  for  technical  education  at  our  shops.     Our  system  of  promo- 
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tiou  is  based  upon  the  faithful  discharge  of  duty  and  capacity  for  increased  respon- 
sibility, all  employes  being  regarded  in4;he  line  of  promotion  and  advancement.  All 
conductors,  engineers,  brakemen,  and  tiremen  have  to  pass  an  examination  by  a  reg- 
ularly-constituted board  as  to  their  fitness  for  their  respective  duties  and  the  rules 
of  the  road  before  taking  charge  of  their  assigned  duties. 

CHICAGO   AND  EASTERN  ILLINOIS   RAILROAD   COMPANY.      • 

[By  Mr.  O.  S,  Lyford,  Vice-President  and  General  Manager.] 

We  have  no  insurance  or  guarantee  fund  of  any  sort  provided  for  employes  on 
which  they  have  a  right  to  draw  in  case  of  sickness  or  accident,  or  from  which  pay- 
ment may  bo  made  to  their  families  in  case  of  death.  We  encourage  our  employes 
however,  to  secure  accident  insurance  in  some  good  company. 

Our  company  has  no  boarding  or  lodging  houses,  with  one  exception,  and  has  no 
reading-rooms.  Our  road  is  not  a  long  one,  and  the  points  where  the  employes  re- 
side or  wait  for  trains  are  in  large  towns  which  have  all  necessary  accommodations. 

We  have  no  provision  for  technical  education,  but  concerning  promotions  and  im- 
provement of  the  service  rules  are  observed. 

CHICAGO   AND   GRAND   TRUNK   RAILWAY   COMPANY. 

[By  Mr.  W.  J.  Spicer,  General  Manager.] 

We  have  no  insurance  or  guaranty  fund  provided  for  its  employes,  but  the  men 
individually,  and  to  a  large  extent,  insure  in  the  several  insurance  companies  doing 
business  in  the  State. 

Our  company  provides  accommodations  for  its  train  employes  and  mechanics  at 
several  of  its  terminal  points  in  the  shape  of  reading-rooms  and  also  rooms  for  sleep- 
ing and  bathing. 

They  also  have  the  privilege  of  getting  meals  at  our  general  refreshment-rooms  at 
reduced  prices. 

Our  system  is  to  take  apprentices  in  our  shops,  who  go  through  a  course  of  five 
years'  training.  Our  recognized  system  of  promotion  is  by  seniority  governed  by 
efficiency  and  general  good  behavior.  All  our  train  employ6s  undergo  a  strict  exam- 
ination as  to  character,  eye-sight,  etc.,  and  a  knowledge  of  the  company's  rules  before 
they  are  considered  competent  for  service  or  promotion. 

CHICAGO   AND   NORTH-WESTERN   RAILWAY   COMPANY. 

[By  Mr.  J.  M.  Whitman,  General  Manager.  ] 

This  company  has  no  insurance  or  guarantee  fund  upon  which  our  employes  can 
draw  in  case  of  sickness,  accident,  etc.,  and  no  attempt  has  ever  been  made  to  create 
one,  as  such  funds  are  not  generally  regarded  with  favor  by  the  men  whom  they  are 
intended  to  benefit.  Employes  have  always  been  encouraged  in  taking  out  accident 
insurance  policies,  and  a  careful  supervision  has  been  exercised  over  the  agents  al- 
lowed to  solicit  at  our  shops,  engine-houses,  and  among  our  men.  This  company  has 
never,  to  my  knowledge,  allowed  any  worthy  employ^,  injured  in  its  service  through 
no  fault  of  his  own,  to  suffer. 

In  extending  its  line  into  new  and  unsettled  country,  this  company  has  always  pro- 
vided for  the  comfort  of  its  employes  by  constructing  good  and  comfortable  hotels 
and  eating-houses,  where  its  men  could  secure  meals  and  lodging  at  the  nominal  rate 
of  25  cents.  The  company  furnishes  rent  and  fuel  free.  Whenever  the  employes 
have  started  such  a  movement  the  company  has  provided  quarters  for  reading-rooms 
and  always  contributes  liberally  to  the  railroad  department  of  the  Young  Men's 
Christian  Association. 
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In  the  matter  of  training  or  educating  men  in  our  shops,  the  routine  is  as  follows  : 
Each  foreman  and  master-mechanic  is  practically  a  teacher.  It  is  our  aim  to  take 
men  or  boys  into  our  shops,  and  by  putting  through  successive  grades  of  the  service 
make  good,  practical  mechanics  of  them. 

They  are  first  set  to  work  in  the  tool-room  or  as  messei^gers  for  the  foremen,  and 
are  used  in  carrying  tools  to  and  from  various  places  about  the  works.  This  gives 
them  the  names  of  the  hand  tools  and  the  purposes  for  which  they  are  used. 

From  this  they  are  set  to  machine  work,  such  as  that  of  running  a  bolt-cutter,  nut- 
facer,  or  tapper,  and  afterwards  to  lathes  and  planers,  as  their  respective  competency 
may  warrant.  From  that,  as  vacancies  occur  or  opportunity  offers,  they  pass  to  the 
erecting  floor.  During  this  entire  time  the  party  is  under  pay,  small  at  first,  but 
gradually  increasing  as  his  capability  increases.  This  training  is  thoroughly  prac- 
tical and  is  the  best  possible  way  in  which  a  shop  force  can  be  recruited.  In  special 
directions,  such  as  the  air-brake,  we  have  air-brake  inspectors  who  are  experts  in 
that  line,  and  whose  duty  consists  in  being  among  the  men  constantly  and  instruct- 
ing in  all  matters  pertaining  to  the  brake  service.  As  to  promotions,  where  a  va- 
cancy occurs,  it  is  fixed  by  the  next  oldest  man  in  our  employ,  provided  he  be  capa- 
ble of  filling  the  position. 

CHICAGO,    BURLINGTON   AND  NORTHERN   RAILROAD   COMPANY. 

[By  George  B.  Harris,  Vice-President.] 

Our  employes  exercise  their  individual  judgment  as  to  insurance,  and  procure  life 
and  accident  insurance  from  such  companies  as  they  see  fit,  or  go  without  insurance. 
Generally,  I  think,  the  men  insure. 

Our  company  has  no  eating  or  lodging  houses  for  train-men. 

CHICAGO,  BURLINGTON   AND   QUINCY  RAILftOAD   COMPANY. 

[And  for  Hannibal  and  St.  Joseph  Railroad,  Kansas  Citj^,  St.  Joseph  and  Council 
Bluffs  Railroad,  and  Burlington  and  Missouri  River  Railroad,  in  Nebraska,  operated 
by  the  Chicago,  Burlington  and  Quincy  Railroad,  by  Mr.  E.  P.  Ripley,  General 
Manager.] 

This  company  maintains  an  insurance  or  guarantee  fund  for  sickness,  accident,  and 
death  benefits,  under' the  head  of  the  Burlington  Voluntary  Relief  Department.  Its 
benefits  are  shared  not  only  by  the  Chicago,  Burlington  and  Quincy  Railroad,  but  by 
the  other  roads  of  the  Burlington  system  operated  by  the  Chicago,  Burlington  and 
Quincy  Railroad  Company. 

The  fund  is  raised  mainly  by  monthly  voluntary  contributions  of  employes,  and  the 
interest  paid  by  the  company  on  moneys  awaiting  disbursement,  income  from  invest- 
ments, and  such  appropriations  as  the  company  may  make  in  accordance  with  its 
guarantee. 

As  the  company  pays  all  the  operating  expenses,  every  dollar  of  the  fund  is  paid  to 
members  who  are  sick  or  injured,  or  in  case  of  their  death,  to  their  families  or  desig- 
nated beneficiaries. 

Concerning  the  reasons  which  have  led  to  its  establishment  and  the  feeling  in  re- 
spect to  it  on  the  j^art  of  the  employes  Mr.  Ripley  says  : 

The  object  of  the  company  in  establishing  a  relief  department  was  to  enable  its 
employes  to  make  provision  for  themselves  and  families  at  the  least  possible  cost  to 
them  in  the  event  of  sickness,  accident,  or  death.  The  company  has  established  this 
department  not  only  because  it  has  the  interest  of  its  employes  at  heart,  but  because 
it  believes  that  the  departinent  will  serve  to  retain  and  attract  a  good  class  of  em- 
ployes, lessen  the  amount  of  discontent  caused  by  improvidence,  diminish  the  amount 
of  litigation  in  cases  of  accident,  and  increase  the  good  will  of  the  employes  toward 
the  company  and  their  confidence  in  the  good  will  of  the  company  toward  them. 
Employes  have  been  somewhat  suspicious  of  the  motives  of  the  company  in  regard  to 
this  department,  but  there  is  now,  I  am  glad  to  say,  a  growing  feeling  in  favor  of  it 
as  the  regulations  become  understood  and  as  the  practical  advantages  of  the  depart- 
ment are  made  manifest  by  the  prompt  payment  of  benefits. 
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This  company  provides  for  its  engine-men  at  all  lay-over  points  a  comfortable  bunk 
room,  as  secluded  and  quiet  as  possible. 

Freight-train  men  are  expected  to  obtain  whatever  sleep  is  necessary  when  away 
from  home  in  their  way  cars.  Almost  all  freight-train  and  engineer-men  carry  their 
meals  when  they  expect  to  be  away  from  home,  although  there  are  at  all  lay-over 
points  good  restaurants  at  which  meals  can  be  had  for  a  reasonable  consideration — 
generally  25  cents.  At  all  its  principal  points  this  company  furnishes  a  room  for  its 
passenger  conductors,  where  they  may  congregate  and  pass  the  time  between  the 
arrival  and  departure  of  their  trains.  In  addition  to  this,  we  assist  the  railway 
department  of  the  Young  Men's  Christian  Association  by  subscription,  and  its  read- 
ing-rooms are  always  open  to  our  men,  and  are  located  at  our  principal  points. 

As  to  technical  education  in  our  shops,  we  have  a  system  of  apprenticeship,  from 
which  we  are  obtaining  good  results.  The  young  men  who  go  into  our  shops  are  paid 
fair  living  wages,  and  graduate  according  to  their  ability.  All  other  things  being 
equal,  we  endeavor  to  promote  the  oldest  men  in  the  service,  but  first  take  into  con- 
sideration special  fitness  and  training  for  the  work  required  of  them. 

To  secure  the  competency  of  locomotive  engineers  and  other  train-men,  we  have 
recently  put  books  and  pamphlets  on  "transportation  rules,"  "firing  locomo- 
tives," etc.,  in  the  hands  of  employes  for  study  and  instruction,  and  we  expect  good 
results  from  their  use.  In  addition  to  this,  our  sj^stem  of  employing  road  foremen  of 
engines  for  the  education  of  our  engineers  and  firemen  has  proved  very  satisfactory. 

Mr.  Ripley  incloses  pamphlets  on  the  relief  department,  transportation  depart 
ment,  and  a  manual  of  instruction  for  locomotive  engineers  and  firemen. 

CHICAGO,    MILWAUKEE   AND   ST,    PAUL   RAILWAY   COMPANY. 

[By  Mr.  Roswell  Miller,  President  and  General  Manager.] 

We  have  no  insurance  fund  or  guarantee  fund  of  any  sort  provided  for  the  em- 
ployes of  this  company  on  which  they  have  a  right  to  draw  in  case  of  sickness  or  ac- 
cident, or  from  which  payment  may  be  made  to  their  families  in  case  of  death.  We 
have  discussed  the  matter  and  had  seriously  contemplated  the  establishment  of  a  fund 
by  a  monthly  assessment  on  all  employes,  but  have  not  put  it  in  operation,  because 
from  the"  best  information  we  obtained  the  weight  of  t^entiment  among  the  employes 
was  against  it. 

We  have  no  eating  or  lodging  houses  for  train-men.  We  have  lately  established 
reading-rooms  at  two  points  on  our  lines,  and  we  are  subscribers  to  the  railroad  branch 
of  the  Young  Men's  Christian  Association,  which  has  reading-rooms  at  other  points. 
At  all  the  eating-houses  operated  by  the  company  special  rates  are  given  to  employes. 

Provision  is  made  for  the  employment  of  a  certain  number  of  apprentices  in  our 
shops,  and  their  apprenticeship  trains  them  for  the  service.  It  is  our  rule  in  promo- 
tion to  give  preference  to  the  oldest  employ^,  ability  and  fitness  for  the  work  being 
equal.  Applicants  for  the  position  of  firemen  are  required  to  pass  a  rigid  examina- 
tion as  to  their  character  and  qualifications.  Firemen  desiring  to  be  promoted  to  en- 
gineers are  required  to  pass  the  same  examination.  Applicants  for  the  position  of 
brakemen  are  required  to  pass  an  examination  as  to  their  intelligence  and  character. 

Brakemen  who  are  applicants  for  promotion  are  required  to  pass  an  examination  as 
to  their  intelligence  and  familiarity  with  train  service.  These  examinations  are 
conducted  by  officials  of  the  machinery  and  train  department,  as  the  case  may  be. 

CHICAGO,    ST.    PAUL  AND   KANSAS   CITY  RAILWAY   COMPANY. 

[By  John  M.  Egan,  General  Manager.] 

There  is  no  insurance  fund  or  guarantee  fund  of  any  sort  provided  for  the  employes 
of  this  company. 

The  company  has  no  eating-houses  on  the  line  for  employes,  but  there  are  divisional 
point  eating-houses  that  are  patronized  almost  exclusively  by  the  railroad  employes. 
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We  have  at  points  rcadinjj-rooin.s  wIkmc  papers  and  books  can  bo  obtained.  At  one 
of  our  divisional  points  tliere  is  a.  club  house  erected,  wliich  is  usijd  by  the  cinployds 
for  reading  and  skM'piug  rooms. 

At  our  shops  we  take  apprentices  in  to  learu  the  ditterent  brandies  of  busin<'ss.  So 
far  as  pronjotin«>"  nieu  is  concerned,  the  first  nuin  employed  has  a  prior  ri<;ht  to  pro- 
motiou  over  others,  provided  he  is  competent  to  till  the  position  when  a  man  is  wanted. 

CHICAGO,    ST.    PAUL,    MINNEAPOLS   AND   OMAHA   RAILWAY   COMPANY. 

[By^  Mr.  E.  W,  Winter,  General  Manager.] 

This  company  has  no  insurance  or  guarantee  fund  for  the  benefit  of  its  employes 
in  case  of  sickness  or  accident. 

Eating  and  lodging  houses  for  train-men  are  provided  at  such  of  the  terminal  j^oints 
•where  suitable  accommodations  are  not  otherwise  readily  obtained.  This  company 
contributes  to  the  support  of  reading-rooms  at  several  points  on  the  line  where  it  is 
intended  to  especially  provide  for  railway  employes. 

We  have  no  system  of  technical  school  education  in  our  shops,  but  are  working 
under  a  general  plan  which  young  men  can  commence  as  laborers,  and  if  they  are 
bright  the  opportunity  is  given  for  them  to  become  familiar  with  mechanical  work 
in  all  its  details.  Under  this  method  efficiency  and  close  application  will  insure  pro- 
motion. Our  locomotive  engineers  and  conductors  are  almost  entirely  educated  on 
our  own  system,  we  taking  pains  to  employ  young  men  of  good  parentage  as  firemen 
and  brakemen,  with  the  understanding  that  if  they  apply  themselves  carefully  to  the 
work  and  develop  well  they  will  in  their  turn  become  switch,  freight,  and  passen- 
ger engineers  in  locomotive  service,  and  baggage-men,  freight  and  passenger  con- 
ductors in  train  service,  we  being  careful  to  see  that  all  have  their  priority  rights 
dating  from  entrance  into  our  employ,  if  they  prove  equally  competent. 

CINCINNATI,    HAMILTON  AND  DAYTON   RAILROAD   COMPANY. 

[By  Mr.  M.  D.  Woodford,  Vice-President.] 

In  October,  1876,  the  ''Cincinnati,  Hamilton  and  Dayton  Railroad  Company's  Em 
ploy6s'  Mutual  Benefit  Association"  was  formed,  for  the  purpose  of  creating  a  fund 
for  the  relief  of  its  members  during  injury  and  to  provide  for  their  families  in  case 
of  death. 

Prior  to  that  time  the  sole  dependence  of  disabled  employes  and  their  families  upon 
private  subscriptions  and  donations  led  to  the  organization  of  this  association, which 
in  the  past  twelve  years  has  been  very  efficacious  and  satisfactory.  The  fund,  from 
which  the  members,  in  case  of  accident,  have  right  to  draw,  or  from  which  payment 
may  be  made  to  their  families  in  case  of  death,  is  provided  by  assessing  each  surviv- 
ing member  $1  at  the  death  of  any  member  of  the  association ;  but  the  endowment 
shall  not  exceed  the  sum  of  $500,  and  any  surplus  arising  from  a  death  assessment 
over  and  above  $500  shall  become  a  part  of  the  contingent  fund,  out  of  which  are 
paid,  at  the  rate  of  |5  per  week,  injured  members  who  have  been  disabled  from  per- 
forming their  ordinary  duties  for  one  week  or  longer,  not  to  exceed  twenty-six  con- 
secutive weeks.  No  allowance,  however,  shall  be  made  for  sickness,  unless  the  same 
shall  be  the  immediate  result  of  injury.  The  officers  and  directors  of  this  Mutual 
Benefit  Association  are  prominent  and  faithful  employes  of  this  company,  and  apart 
from  the  benefits  derived  in  relieving  the  distress  which  injury  or  death  may  create- 
are  the  manifold  advantages  of  closer  bonds  of  fellowship. 

Although  the  railroad  company  does  not  provide  eating-houses  for  its  train-men 
when  away  from  home,  all  important  stations  have  restaurants,  where  meals  are  fur- 
nished to  train-men  at  reduced  rates..  Reading-rooms  and  lodging-rooms  are  provided 
at  various  points  on  the  road  for  the  accommodation  of  train-men,  notably  Toledo. 
Lima,  Dayton,  Cincinnati,  and  Indianapolis. 
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These  rooms,  which  are  conveniently  situated  near  to  the  engine-houses,  are  fur- 
nished with  tables,  chairs,  etc.,  writing  material,  and  the  various  daily  and  weekly 
papers,  weekly  periodicals,  railroad  papers,  and  railroad  magazines. 

There  are  also  sleeping  accommodations  at  these  rooms,  with  lavatories  adjoining. 

We  have  no  system  in  our  shops  for  the  technical  education  of  our  men ;  what 
knowledge  they  show  is  simply  empirical,  acquired  in  the  daily  routine  of  shop  work. 
Nearly  all  the  mechanics  employed  by  us  in  the  various  shops  began  service  as  ap- 
prentice boys,  and  have  been  gradually  promoted  according  to  their  skill. 

As  an  inducement  to  the  men  to  labor  for  marked  efficiency,  we  have  fostered  a 
system  of  promotion  in  all  branches  of  the  service,  which  recognizes  age  in  service, 
fidelity,  and  loyalty,  wi+h  favorable  consideration,  when  men  are  qualified  in  all 
other  respects.  To  insure  the  competency  of  locomotive  engineers  and  other  firemen, 
strict  rules  are  adhered  to. 

Our  regulations  require  that  a  man  seeking  employment  as  a  locomotive  fireman 
must  make  application  in  his  own  handwriting  for  the  position.  If  he  is  an  average 
penman,  and  of  good  general  intelligence,  he  is  then  sent  to  the  company's  physician 
and  examined  as  to  his  eye-sight,  color-blindness,  etc.,  after  which,  if  he  is  eligible, 
he  is  usually  placed  on  a  switch  engine  to  begin  with.  From  time  to  time  promo- 
tions are  made,  placing  him  out  on  the  road,  and  in  time,  after  a  service  of  not  less 
than  three  years,  he  may  make  application  for  a  position  as  engineer.  He  is  then  ex- 
amined carefully  and  thoroughly  in  the  mechanical  department,  and  if  proficient 
there,  is  sent  to  the  master  of  transportation,  who  examines  him  on  the  rules  and 
regulations  of  the  road,  time-card,  etc.  If  the  applicant  passes  this  test,  he  is  then 
given  a  switch  engine  to  run,  and  is  gradually  promoted  until  he  becomes  a  road  en- 
gineer. Examinations  for  color-blindness  are  made  at  regular  intervals  of  two 
years. 

CINCINNATI,    NEW   ORLEANS  AND   TEXAS   RAILWAY   COMPANY   AND   OPERATED    ROADS. 

[By  Mr.  John  C.  Gault,  General  Manager.] 

We  have  never  seen  our  way  clear  to  organize  any  insurance  or  guarantee  fund 
providing  for  the  employes  of  either  of  the  companies  in  cases  of  sickness  or  accident. 

We  have  encouraged  various  accident  and  life  insurance  companies  to  do  business 
on  our  roads,  and  have  aided  them  to  some  extent  towards  issuing  as  many  policies 
as  possible  in  favor  of  our  employes. 

We  collect  the  premiums  at  our  own  expense  and  pay  them  over  to  the  insurance 
companies. 

We  have  several  eating-houses,  and  hotels  owned  by  the  diflerent  roads  in  the  system, 
chiefly  at  the  end  of  divisions,  so  that  the  train-men  are  provided  with  cheap  accom- 
modations in  the  way  of  meals  and  lodging. 

There  has  been  no  provision  made  by  our  company  for  technical  education  in  our 
shops  beyond  the  usual  custom  of  the  country  for  promoting  those  who  are  studious 
and  diligent. 

We  have  a  great  many  apprentices  learning  trades  in  our  shops,  and  there  is  an  in- 
ducement held  out  to  them  in  the  shape  of  promotion  and  advancement  in  salary 
whenever  they  earn  such  advance  or  promotion. 

Some  of  the  wealthier  companies  in  this  country  have  established  insurance  funds; 
the  company  putting  in  a  certain  amount  of  money,  and  the  rest  of  the  fund  is  made 
up  by  assessments  on  the  emyloyds. 

It  may  be  proper  for  me  to  add  that  our  road,  and  the  roads  generally  in  the  South, 
have  a  custom  of  taking  care  of  those  people  who  are  unfortunately  injured  in  the 
course  of  the  performance  of  their  duties.  We  employ  surgeons  under  salaries  to 
treat  such  cases  at  the  expense  of  the  company,  and  in  many  cases  we  pay  all  the 
bills- of  those  who  are  unfortunate  until  they  are  able  to  resume  their  work;  espe- 
cially is  this  the  case  where  the  persons  injured  have  been  long  in  the  service  of  the 
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company,  and  aro  in  such  circnnistances  liiiiincially  that  it  wouhl  bo  a  liardHhip  for 
them  to  pay  their  expenses  while  they  arc  under  treatment, 

CLEVELAND,    CINCINNATI,    CHICAGO   AND   ST.    LOUIS    RAILWAY   COMPANY. 

[By  Mr.  Robert  Bin,  General  Superintendent.] 

This  company  has  no  special  insurance  fund  or  guarantee  fund  provided  for  the  em- 
ployes on  which  they  have  a  right  to  draw  in  case  of  sickness  or  accident,  or  from 
which  payment  may  be  made  to  their  families  in  case  of  death.  In  the  event  of  ac- 
cident to  any  employ^  each  case  is  taken  up  by  the  company  upon  its  merits,  and  a 
certain  amount  allowed  for  lost  time,  doctors'  fees,  etc.,  depending  on  the  nature  of 
the  iujury,  cause  of  accident,  etc. 

The  employes  themselves,  twenty  years  ago,  organized  the  "Bee  Line  Mutual  In- 
surance Association,"  that  the  families  of  the  deceased  and  disabled  employes  might 
be  substantially  benefited.  This  association  has  been  successful  in  its  operation, 
having,  up  to  last  fall,  paid  to  the  beneficiaries  a  total  amount  of  $332,143.65.  The 
association  is  controlled  exclusively  by  the  employes  (members),  iu  which  the  com- 
pany has  no  voice,  except  to  give  the  association  its  heartiest  support  and  a  contribu- 
tion of  $500  annually  toward  its  expenses. 

In  the  matter  of  company  eating  and  lodging  houses  for  train-men  when  away  from 
home,  and  reading-rooms  or  other  places  of  resort,  the  Brightwood  Home,  at  Bright- 
wood,  near  Indianapolis,  is  provided  by  the  company  as  an  eating  and  lodging  house 
for  train-men. 

This  home  is  furnished  with  modern  improvements  and  has  a  reading-room  that 
will  accommodate  fifty  persons. 

It  is  supplied  with  one  hundred  and  fifty  volumes  of  interesting  and  profitable 
reading  matter,  besides  a  number  of  daily  papers,  as  well  as  magazines  and  other  in- 
teresting periodicals.  There  is  a  lunch-room  where  warm  meals  are  served  at  all  hours, 
which,  with  the  reading-room  is  kept  open  day  and  night.  The  price  for  meals  iuthe 
dining-room  is  25  cents  each. 

Lunches  are  furnished  as  low  as  and  lower  than  can  be  obtained  at  any  regular 
boarding-house  for  railroad  men. 

There  are  seven  large  sleeping-rooms  in  the  home,  containing  fifty  beds.  Lodging 
and  baths  are  free  to  regular  patrons  o^^tlie  home.  The  home  seems  to  be  appre- 
ciated. The  regular  number  of  patrons  is  one  hundred  and  fifty-one,  and  there  are 
many  more  who  come  to  it  occasionally.  The  reading-room  is  well  patronized,  par- 
ticularly in  winter,  by  the  men  who  discuss  difierent  topics  and  matters  pertaining 
to  their  daily  work. 

The  company  also  contributes  to  the  support  of  the  Young  Men's  Christian  Associa- 
tion reading-room  at  Columbus  and  other  places. 

No  provision  is  made  by  this  company  for  technical  education  in  its  shops.  It  has 
been  the  uniform  practice  of  the  company  to  promote  apprentices  every  six  months, 
and  other  employes  when  their  ability  will  warrant  it,  to  fill  higher  positions  made 
vacant  by  resignation,  etc.  The  company  has  a  book  of  rules  and  regulations  which 
are  rigidly  enforced,  whereby  locomotive  engine-men  and  train-men  are  examined, 
and  their  competency  to  fill  their  respective  positions  fully  demonstrated  before 
their  appointment  or  promotion. 

DELAWARE  AND   HUDSON   CANAL   COMPANY,    OPERATING  SEVERAL   RAILROADS   UNDER 

STATUTE   AUTHORITY. 

[By  Mr.  H.  G.  Young,  Second  Vice-President.] 

We  have  a  *'  relief  fund  "  in  connection  with  our  coal  department  for  the  purpose  of 
providing  for  participating  employes  of  that  department  in  cases  of  sickness  or  death. 
The  fund  is  accumulated  by  payments,  on  the  part  of  such  employ68  as  care  to  avail 
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themselves  of  its  benefits,  of  stated  sums;  a  sum  equal  to  the  aggregate  of  all  pay- 
ments made  by  the  employes  beiug  paid  into  the  fund  by  the  company.  This  fund 
has  been  in  operation  about  three  years.  The  Travelers'  Insurance  Company,  of 
Hartford,  Conn.,  is  authorized  to  operate  over  our  several  lines  of  railroad,  and  is 
deemed  both  by  ourselves  and  our  employes  as  affording  the  most  satisfactory  plan 
for  insurance  in  case  of  accidents. 

As  a  rule  the  trips  of  our  men  are  so  arranged  as  to  bring  them  home  each  night. 
We  have  no  eating  or  lodging  houses,  but  at  several  points  on  our  lines  the  Railroad 
Young  Men'3  Christian  Association  have  reading-rooms  which  are  liberally  sup- 
ported by  this  company,  and  where  our  men,  most  of  whom  are  members,  have  the 
benefit  of  library,  baths,  etc. 

An  apprenticeship  of  four  years  is  served  in  our  shops,  at  the  end  of  which  time,  if 
the  man  is  capable,  a  diploma  is  given.  Promotion  is  from  the  ranks,  the  oldest  in 
the  service  being  the  first  in  line  of  promotion.  Special  rules  relative  to  the  care 
and  working  of  the  locomotive,  as  well  as  the  most  modern  and  complete  tests  for 
vision  and  hearing,  are  in  force  to  insure  competency  of  locomotive  engineers  and 
train-men. 

DELAWARE,  LACKAWANNA  AND   WESTERN  RAILROAD  COMPANY. 

[By  Mr.  W.  F.  Halstead,  General  Manager.] 

There  is  no  insurance  or  guarantee  fund  provided  by  this  company  for  its  employes 
that  is  controlled  by  the  company,  and  no  attempt  has  ever  been  made  to  establish 
such  a  fund,  but  our  train-men  and  shop-men  have  an  organization  for  mutual  aid 
which  is  operated  by  the  men  themselves  and  is  open  to  employes  only.  They  pro- 
vide a  fund  for  death  and  pay  weekly  benefits  for  injuries.  It  has  been  in  existence 
about  eight  years  and  I  understand  is  giving  perfect  satisfaction. 

At  East  Buffalo  we  have  an  eating  and  lodging  house  for  train-men.  This  is  the 
only  point  on  our  line  where  we  regard  it  necessary  for  such  a  house.  We  provide 
both  reading  and  library  rooms  for  the  use  of  our  men  at  Hoboken,  Scrantou,  Great 
Bend,  and  Elmira.  These  rooms  are  under  the  supervision  of  the  Young  Men's  Chris- 
tian Association. 

No  provision  is  made  for  technical  education  in  our  shops. 

We  promote  men  according  to  length  of  time  in  service  of  company,  ability,  hab- 
its, etc.  Engineer  and  firemen  are  examined  relative  to  competency,  etc.,  by  the 
different  master  mechanics  under  whose  supervision  they  come  other  train-men 
by  division  superintendents.  When  train-men  (engineers,  firemen,  conductors,  and 
brakemen)  are  injured  while  in  service  of  the  company,  we  furnish  medical  treat- 
ment and  in  most  cases  allow  them  half  time  until  able  to  work.  In  cases  of  men 
killed  in  service  of  company,  we  pay  funeral  expenses,  and  if  married  help  their 
families  when  the  case  seems  to  warrant. 

DENVER  AND   RIO   GRANDE   RAILROAD   COMPANY. 

[By  Mr.  S.  T.  Smith,  General  Manager.] 

There  is  no  insurance  or  guaranty  fund  for  the  aid  of  employes  in  case  of  sickness 
or  death  ;  we  have  a  hospital  fund  to  which  employes  subscribe  50  cents  per  month, 
which  entitles  them  to  medical  treatment  in  cace  of  sickness  or  injury,  and  a  certain 
allowance  to  defray  burial  expenses. 

There  are  no  eating  or  lodging  houses  sst  apart  for  train-men. 

We  have  an  employes'  library  located  at  Burnham  shops,  Denver,  Colo.,  and  em- 
ploy6s  who  desire,  pay  a  membership  fee  of  |2  and  an  assessment  of  50  cents  per 
quarter.  This  room  is  located  in  the  company's  building  and  no  rental  is  charged  for 
its  use,  and  the  money  collected  is  expended  in  the  purchase  of  periodicals  and  new 
books. 
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This  library  bus  a  very  creditable  collection  of  valuable  literature. 

There  is  a  system  of  apprenticeship  in  force  at  the  principal  shops  of  the  road. 
The  apprentices  are  <;raded  into  first,  second,  third,  and  fourth  y(5ar  classes,  and  after 
the  expiration  of  the  fourth  year  they  are  considered  practical  machinists  and  the 
scale  of  wages  after  that  time  depends  entirely  upon  their  competency. 

Engineers  and  firemen. — Firemen  are  usually  made  from  wipers,  aud  promoted  to 
engineers  when  considered  competent  by  the  superintendent  of  machinery.  p]ngi- 
ueers  are  graded  into  three  classes,  one  class  for  six  months,  another  for  the  second 
six  months,  aud  at  the  expiration  of  twelve  months  satisfactory  service  they  receive 
the  pay  of  first-class  engineers. 

Conductors  are  promoted  from  brakemen,  the  promotion  being  in  turn,  provided 
those  standing  next  in  line  are  fully  competent  for  the  position. 

Train  aud  engine-men  are  examined  on  the  rules  aud  regulations  governing  the 
running  of  trains,  the  use  of  air-brakes  and  such  other  rules  as  may  be  deemed 
necessary. 

Engineers  and  firemen  are  examined  by  the  master  mechanic  or  foreman  of  road 
engines  as  to  competency  for  the  respective  positions. 

It  is  the  aim  of  the  management  to  promote  those  already  in  the  service  whenever 
it  is  practicable  to  do  so. 

In  regard  to  the  hospital  fund,  the  employes  realize  the  benefits  that  they  have  de- 
rived therefrom,  aud  I  should  say  that  it  is  a  decided  success. 

Under  this  arrangement  the  employes  along  the  line,  aud  in  the  cities,  receive  the 
best  medical  attendance  that  is  to  be  had,  at  a  trifling  cost. 

DETROIT,  LANSING   AND   NORTHERN   RAILROAD   COMPANY. 

[By  Mr.  J.  B.  Mulliken,  General  Manager.] 

Neither  of  the  companies  under  my  charge  have  provided  an  insurance  fund  or 
guarantee  fund  for  the  benefit  of  employes  in  case  of  sickness  or  accident,  or  from 
which  payment  may  be  made  to  an  employe's  family  in  case  of  death  ;  nor  has  any  at- 
tempt ever  been  made  to  establish  a  fund  of  that  kind. 

We  have  not  provided  eating  or  lodging  houses  for  train-men  when  away  from  home 
other  than  those  located  at  our  eating  stations,  and  which  are  for  public  use. 

We  formerly  provided  reading-rooms  at  Ionia  aud  Detroit,  on  the  Detroit,  Lansing 
and  Northern  road,  but  they  were  so  poorly  patronized  by  our  train-men  that  it  was 
not  deemed  advisable  to  continue  them,  and  they  were   discontinued  sometime  since. 

No  provision  has  yet  been  made  by  our  company  for  the  technical  education  of  men 
in  our  shops  ;  but  we  have  a  recognized  system  of  promotion  for  employes  in  our  serv- 
ice, whereby  those  who  show  themselves  to  be  the  best  fitted  for  advancement  are 
given  the  preference  when  vacancies  occur. 

Locomotive  engineers  and  train-men  are  examined  as  to  their  competency  and 
knowledge  of  the  rules  governing  their  branch  of  the  service. 

EAST   TENNESSEE,  VIRGINIA   AND    GEORGIA    RAILWAY   COMPANY. 

[By  Mr.  C.  H.  Hudson,  General  Manager.] 

There  is  no  insurance  or  guarantee  fund  provided  for  our  employes  to  draw  against 
in  case  of  sickness.  A  large  portion  of  them  are  insured  in  the  various  insurance 
companies  and  in  their  own  societies,  such  as  the  Conductors',  Brakemens',  and  vari- 
ous other  associations. 

This  company  has  never  established  eating  or  lodging  houses  for  the  train-meu. 
We  have  provided  reading-rooms  and  places  of  resort  at  various  places,  but  they  are 
not  well  patronized. 

This  company  has  made  no  provisions  for  technical  education  in  its  shops.  We 
t^ave  an  apprentice  system^  and  so  far  as  possible  promote  in  the  machinery  depa,rt- 
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raeut  from  our  apprentices.  Iq  the  other  departments  we  aim  to  fill  up  our  higher 
places  by  promotion,  so  that  all  our  men  will  look  forward  to  and  labor  for  advance- 
ment. Our  locomotive  engineers  we  promote  from  our  firemen,  and  they  are  re- 
quired to  undergo  a  severe  examination  in  both  mechanical  and  road  matters  before 
promotion. 

FITCHBURGH   RAILROAD,  HOOSAC  TUNNEL  ROUTE, 

[By  Mr.  E.  B.  Phillips,  President.] 

This  company  has  no  insurance  fund,  nor  does  it  contribute  to  any.  But  there  are 
two  organizations,  snppported  by  the  employes  of  this  and  other  companies,  called 
the  "  Fitchburgh  Railroad  Relief  Association"  and  the  *'  Railroad  Employes'  Relief 
Association,"  which  have  insurance  funds. 

This  company  has  no  eating-houses  for  train-men  when  away  from  home ;  but  at  all 
the  principal  stations  where  trains  originate  or  end  waitiug-rooms  are  maintaiued, 
in  some  of  which  there  are  conveniences  for  sleex^ing.  The  company  contributes  to 
the  support  of  the  reading-rooms  of  the  railroad  Young  Men's  Christain  Association 
at  Troy  andMechauicville,  N.  Y. 

No  provision  has  been  made  by  this  company  for  technical  education  in  its  shops. 
All  employes  are  regarded  as  in  the  line  of  promotion,  advancement  depending  upon 
the  faithful  discharge  of  duty  and  a  capacity  for  increased  responsibility.  ''The 
rules  and  regulations  for  the  government  of  employes  of  the  Fitchburgh  Railroad 
Company"  and  the  special  rules  in  the  '' time-tables  for  employes  "  iusnre  the  com- 
petency of  locomotive  engineers  and  other  train-men.  The  heads  of  all  departments 
and  their  assistants  are  constantly  instructing  the  men  under  them. 

FLINT   AND    PERE    MARQUETTE    RAILROAD    COMPANY. 

[By  Mr.  D.  Edwards,  Assistant  General  Manager.] 

This  company  has  no  insurance  fund  or  guaranty  fund  of  any  sort  provided  for  its 
employes  on  which  the  employes  have  a  right  to  draw  in  case  of  sickness  or  accident, 
or  from  which  payment  may  be  made  to  their  families  in  case  of  death,  nor  has  this 
company  ever,  to  my  knowledge,  attempted  to  establish  such  a  system,  hence  no  ex- 
perience with  employes  as  to  the  practicability  of  such. 

This  company  does  not  operate  eating-houses  and  furnish  lodging-houses  for  its 
employes,  but  eating-houses  and  hotels  are  in  operation  and  prejiared  to  provide  food 
at  all  our  terminal  stations  at  reasonable  prices,  and  in  addition  the  company  does 
provide  suitable  sleeping  accommodations  at  several  terminal  stations  for  use  of  train- 
men that  desire  to  avail  themselves  of  the  same.  Reading-rooms  are  available  at 
several  points,  under  the  management  of  the  Young  Men's  Christian  Association,  in 
buildings  furnished  by  the  railroad  company,  where  a  goodly  assortment  of  news- 
papers and  magazines  are  contributed  by  the  several  officers  of  the  company. 

We  have  no  technical  education  system  in  our  shops  other  than  practical  every-day 
knowledge,  as  sujjervised  by  our  foremen  and  superiuteudents  of  machinery,  and  we 
claim  that  this  jdan  of  education  properly  prepares  our  employes  for  the  service  re- 
quired of  them. 

There  is  every  recognition  of  efficiency,  which  induces  our  employes  to  labor  with 
the  view  of  being  promoted. 

Our  engineers  and  other  train-men  are  not  subjected  to  prescribed  rules  of  com- 
petency, but  are  selected  after  a  careful  examination  of  their  experience  and  record; 
and  when  advanced,  length  of  service  and  competency  prevail,  but  length  of  service 
does  not  govern  if  the  promoting  power  is  not  fully  satisfied  of  the  efficiency  of  the 
applicant  or  the  one  to  fill  the  vacancy.  Our  superintendent,  train-masters,  master- 
mechanic,  and  engine  dispatchers,  all  in  charge  of  the  train-men,  are  constantly 
watching  the  movements  of  tU©  employes  in  their  respective  departments,  so  thj^t 
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wluM)  a  ('hau<?o  is  necessary,  owin<;  to  a  vacancy,  they  are  (iilly  advise*!  as  to  the 
proper  person  to  lill  the  v.acancy. 

(wood  habits,  interest  deveh)ped  with  regard  to  the  welfare  of  the  company's  prop- 
erty, care  used  in  protecting  property  and  person,  disposition,  record  as  to  observa- 
tion of  rules,  and  efficiency  are  fully  considered  and  rewarded. 

The  superintendents  of  the  diftereut  departments  are  supposed  to  be  competent  to 
educate,  but  are  not  expected  to  furnish  brains  for  our  employ<^.s. 

There  is  a  hospital  system  managed  by  others  than  the  Railroad  Company,  which 
our  employes  are  recommended  to  take  advantage  of  by  securing  certificat(5s  entit- 
ling them  to  medical  treatment,  medicine,  board  and  lodging,  on  payment  of  $5  or 
$10  per  year.  The  $5  certificates  admit  the  patient  to  wards,  and  the  $10  certificate 
admits  the  patient  to  a  private  room.  Employes  securing  such  certificates  issue  an 
order  on  our  paymaster  for  the  cost  of  the  same,  and  the  amount  is  deducted  from 
the  pay-roll  and  paid  to  the  hospital  or  ''  sanitarium  "  managers. 

The  Hartford,  Connecticut,  and  the  Detroit  Accident  Insurance  Companies  also 
solicit  patronage  among  our  employes,  being  fully  indorsed  by  the  company. 

GEORGIA  RAILROAD   COMPANY. 

[By  Mr.  G.  W.  Guem,  General  Manager.] 

No  insurance  fund  or  guaranty  fund  of  any  sort  is  provided  for  the  employes  of  this 
company  on  which  they  have  a  right  to  draw  in  case  of  sickness  or  accident. 

There  is,  however,  the  Georgia  Railroad  "Non-Secret  Mutual  Beneficial  Associa- 
tion," organized  by  the  employes  May  30,  1889. 

This  company  does  not  provide  eating  and  lodging  houses  for  train-men  when  ab- 
sent from  home.  The  company's  subscription  to  the  railroad  branch  of  the  Young 
Men's  Christian  Association  at  Atlanta  securest©  its  employes  the  use  of  the  reading- 
rooms  of  the  association  at  the  place. 

There  is  no  provision  for  technical  education  in  our  shops.  The  education  is  purely 
mechanical  and  practical.  We  have  no  recognized  system  of  promotion,  but  promo- 
tion obtains  according  to  merit  among  firemen  and  train-men.  No  special  rules  are  in 
force  to  insure  competency,  except  that  each  individual  applicant  for  position  of  fire- 
man or  train-man  must  be  able  to  read  and  write.  The  applicant  must  be  strong  and 
healthy  and  not  over  twenty-five  years  of  age. 

GRAND  TRUNK  RAILWAY  COMPANY  OP  CANADA. 

[By  Mr.  J.  Hicksou,  General  Manager.] 

A  Superannuation  and  Provident  Fund  Association  was  organized  October  1,  1874, 
for  the  benefit  of  certain  of  the  employes  of  the  company.  An  Insurance  and  Provi- 
dent Society  was  organized  July  1,  1884.  Prior  to  1884,  on  the  Grand  Trunk  Railway 
proper,  a  system  of  insurance  was  in  force  on  a  more  limited  scale. 

A  similar  society  was  in  existence  on  the  Great  Western  Railway  (now  part  of 
the  Grand  Trunk  system)  some  years  prior  to  1884.  , 

During  the  half  year  ending  June  30,  1889,  the  Grand  Trunk  Railway  Company 
contributed  to  the  Superannuation  and  Provident  Fund  Association  $4,525,  and  to 
the  Insurance  and  Provident  Society  $6,250.  The  contribution  to  the  latter  society 
up  to  December  31.  last,  was  $10,000  per  annum,  but  in  consideration  of  the  number 
of  men  admitted  by  absorption  of  new  lines  into  the  Grand  Trunk  system  the  contribu- 
tion was  increased  to  $12,500  from  January  1,  1889.  These  payments  are  made  and 
the  association  establishctl  under  sanction  of  the  Parliament  of  Canada.  The  in- 
surance fund  of  the  society  is  intended  to  provide  for  payments  at  death,  whether 
resulting  from  accident  or  natural  causes. 

The  company  provides  free  lodging-houses  at  all  terminal  or  locomotive  stations 
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for  the  use  of  eugineraen  and  firemen  who  require  to  take  rest  away  from  their 
homes.     These  houses  are  inovidecl  with  haths  and  other  necessary   couveniences. 

At  large  lococomotive  stations,  where  there  are  repairing  shops,  reading-rooras 
are  provided,  which  the  men  can  make  use  of  for  a  nominal  sum,  and  which  they 
themselves  manage. 

At  Montreal  education  in  mechanical  drawing  is  given  to  those  who  desire  to  take 
advantage  of  it.  Locomotive  engine-men  rise  by  seniority  in  the  service,  if  they  are 
competent. 

They  are  examined  by  the  assistant  mechanical  superintendents  before  they  are  al- 
lowed to  work  either  as  firemen  or  engine-men.  The  system  of  promotion  of  all  classes 
of  employes  connected  with  the  train  service  is  that  the  men  who  have  been  longest  in 
the  service  with  a  clear  record  and  are  suitable  for  the  position  have  the  preference. 
Before  being  jiromoted  they  are  thoroughly  examined  as  to  their  efficiency  and 
knowledge  of  the  duties  expected  of  them  and  of  the  company's  rules  and  regula- 
tions. 

As  to  the  feeling  of  the  employes  in  regard  to  the  insurance  and  provident  ar- 
rangements, we  believe,  and  with  strong  grounds  for  doing  so,  that  the  great  bulk  of 
those  in  the  company's  service  look  upon  them  as  being  wholly  in  their  own  interest. 
They  are  allowed  in  a  large  measure  to  manage  the  details,  are  always  supplied  with 
the  fullest  information,  and  afforded  opportunities  for  discussing  all  matters  relating 
to  the  administration  of  the  association. 

ILLINOIS   CENTRAL  RAILROAD  COMPANY. 

[By  Mr.  C.  A.  Beck,  Acting  General  Manager.] 

This  company  has  no  insurance  fund  or  guaranty  fund  of  the  nature  described  in 
the  circular  of  the  Commission.  I  am  advised  that  the  matter  has  been  discussed  upon 
one  or  two  occasions,  but  nothing  definite  has  been  done  towards  the  establisraeut  of 
such  a  fund. 

We  give  every  facility  to  the  insurance  of  our  employes  by  outside  companies. 

This  company  has  no  eating  or  lodging  houses  for  its  train-men  when  away  from 
home  with  the  exception  hereafter  stated,  nor  does  it  provide  reading-rooms  or  other 
places  of  resort.  As  a  matter  of  fact,  nearly  all  the  runs  on  this  company's  lines  end 
in  towns  of  some  importance,  where  the  employes  are  able  to  get  all  the  accommoda- 
tion they  desire. 

The  only  exception  to  this  rule  is  at  East  Cairo,  where,  owing  to  the  lack  of  ac- 
commodations, a  small  building  has  been  provided  where  the  men  can  sleep  while 
off  their  runs.  In  a  very  short  time  this  run  will  be  extended  to  Mounds  Junction, 
north  of  the  new  bridge,  now  nearlj^  completed,  when  we  shall  probably  have  to  af- 
ford similar  accommodations  at  that  point  for  train-men. 

There  is  also  at  East  Cairo  a  small  reading-room,  which  is  maintained  by  the  men 
themselves,  aided  by  contributions  from  the  officers  of  the  company. 

At  some  other  points  on  the  line  the  Young  Men's  Christain  Association  have  provided 
accommodations  for  train-men,  with  the  aid  of  the  railroad  company  and  its  officers. 

The  company  has  established  schools  connected  with  its  principal  shops,  namely, 
at  Weldon,  Amboy,  Waterloo,  Water  Valley,  and  McComb  City.  At  these  schools 
the  apprentice  boys  and  the  young  men  that  intend  to  follow  railroading  as  their 
occupation  are  taught  drawing  and  such  other  technical  mechanical  education  as  is 
possible. 

From  these  apprentices,  after  they  have  served  their  term,  and  from  the  other 
mechanics,  we  select  when  practicable  such  men  as  can  serve  as  foremen  of  shops  and 
as  engineers  on  the  road.  Before  mechanics  or  foremen  are  promoted  to  the  position 
of  locomotive  engineers  they  are  carefully  examined  by  the  machinery  department 
on  the  construction  and  workings  of  a  locomotive,  and  after  they  have  passed 
a  critical  examination  to  the  satisfaction  of  the  examiner  they  are  then  examined  by 
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the  supcrinU'iHleut  or  tiiiin-inastor  on  i\u\  iiilrs  and  rcj^nljition.s  ii(lt'cliii«;  llio  innning 
of  (rains.  After  tlioy  liavo  ])asss(Hl  both  ot*  llicsc  oxaniination.s  they  aro  first  pnt  in 
8witcliin<;  sorvico  and  gradnally  promoted  nntil  tliey  become  regular  road  en<;ineer8. 

KANSAS   CITY,    FOUT   SCOTT  AND    MKMrillS  UAILUOAD  COMPANY  AND  ASSOCIATED  COM- 
PANIES. 

[By  Mr.  George  H.  Nettleton,  President  and  General  Manager.] 

These  companies  provide  no  insurance  or  guaranty  fund  on  which  their  employes 
have  a  right  to  draw  in  case  of  sickness  or  accident  or  from  which  payment  is  made 
to  their  families  in  case  of  death,  nor  has  any  attempt  ever  been  made  to  establish 
such  a  fund.  When  employes  are  slightly  injured  they  are  provided  with  medicine 
and  treatment  at  the  expense  of  the  company,  and  when  seriously  injured  they  are 
taken  to  a  hospital  and  cared  for  at  the  expense  of  the  company. 

If  they  are  employed  in  the  train  service,  where  their  duties  are  hazardous,  they 
are  allowed  half-pay  while  unable  to  report  for  duty  on  account  of  injuries.  If  em- 
ployed in  any  other  department  they  are  allowed  nothing  on  account  of  their  wages 
while  unable  to  report.  These  companies  own  no  hospitals,  but  have  arrangements 
for  the  use  of  others  at  convenient  points  on  the  line,  where  injured  employes  are 
taken. 

A  lodging-house  is  provided  by  the  company  for  train-men  at  West  Memphis,  Ark. 
This  is  the  end  of  a  division,  but,  on  account  of  its  being  in  the  Mississippi  River  low- 
lands, men  are  not  given  any  longer  lay-over  than  necessary  to  give  them  the  re- 
quired rest.  None  of  the  men  have  families  residing  there,  and  there  were  not  the 
usual  accommodations  for  lodging,  which  were  therefore  provided  by  the  railroad 
company. 

A  reading-room  at  this  point  and  at  Thayer,  Mo.,  which  is  another  division  point, 
is  provided  by  the  company  and  is  heated  and  lighted  at  its  expense.  One  is  pro- 
vided at  Ash  Grove,  Mo.,  by  the  cmployds  and  is  heated  and  lighted  at  their  expense. 
The  company  contributes  reading  matter  to  all  of  them. 

At  Kansas  City,  Mo.,  the  railroad  companies  owning  and  using  the  Union  Passenger 
Depot  provide  reading  and  bath  rooms,  which  are  managed  under  the  auspices  of  the 
railroad  branch  of  the  Young  Men's  Christian  Association,  to  which  the  railroad  com- 
panies contribute  monthly  sums  to  cover  the  expenses  of  maintenance. 

These  companies  have  no  provision  for  technical  education  of  the  employes  of  any 
department. 

It  is  the  rale  to  promote  those  who  are  best  qualified  to  fill  the  vacant  positions, 
showing  preference  always  to  those  who  have  been  longest  in  the  service,  if  equally 
qualified. 

There  are  no  special  rules  in  force  to  determine  the  competency  of  train-men,  ex- 
cepting to  learn  definitely  from  their  past  record  that  they  are  competent.  If  the 
applicant  has  not  been  previously  employed  on  this  line,  he  is  required  to  furnish  a 
statement  of  his  record  from  the  officials  of  the  road  where  last  employed. 

LAKE  ERIE   AND   WESTERN  RAILROAD   COMPANY. 

[By  Mr.  George  L.  Bradbury,  General  Manager.  ] 

This  company  has  no  insurance  or  guaranty  fund  of  any  sort  provided  for  the  em- 
ployes. 

The  company  has  no  eating  or  lodging  houses  for  train-men  when  away  from  home, 
and  does  not  provide  reading-rooms  or  other  places  of  resort. 

No  special  provision  is  made  for  technical  education  in  the  company  shops.  A  cer- 
tain number  of  apprentices  are  employed  in  the  shops,  and  receive  advancement  ac- 
cording to  time  and  merits.  We  aim  to  recognize  efficiency,  good  conduct,  sobriety, 
.and  application  in  all  branches,  and  to  promote  our  men  strictly  in  accordance  with 
their  merits. 
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LAKE   SHORE   AND   MICHIGAN   SOUTHERN   RAILWAY   COMPANY. 

[By  Mr.  John  Newell,  Presideut.] 

The  Lake  Shore  and  Michigan  Southern  Railway  does  not  provide  any  insurance  or 
guaranty  fund  for  the  benefit  of  its  employes. 

In  1861)  an  insurance  company  was  organized  among  the  employes  of  the  company, 
and  has  been  in  operation  since  organization,  the  membership  now  being  1,100.  It  is 
assisted  by  the  company  in  the  way  of  an  annual  donation  of  $500,  and  many  officers 
of  the  company  are  members. 

For  the  accommodation  of  our  engine-men  we  have  ''bunk-rooms"  at  all  division 
terminals,  that  arc  quite  generally  used  by  the  men  when  away  from  home.  They 
are  fitted  up  with  bath-room,  beds  and  bedding,  soap,  towels,  etc.,  and  men  are 
supjiosed  to  see  that  they  are  kept  clean  and  orderly.  Each  freight-train  crew  (con- 
ductor and  brakemen)  has  a  large  caboose  car  that  is  attached  to  every  train  they 
run.  This  car  has  wide-cushioned  seats  that  extend  the  whole  length  of  car,  and 
most  of  the  men  sleep  in  their  cars  when  away  from  home.  The  passenger- train  men 
prefer,  as  a  rule,  to  provide  their  own  lodging  places,  although  at  Cleveland  we  have 
a  room  fitted  up  for  the  use  of  passenger  brakemen,  and  we  have  conductors'  rooms 
at  Chicago,  Elkhart,  Toledo,  Cleveland,  and  Buffalo,  which  are  furnished  with 
lounges,  tables,  chairs,  etc.,  that  are  quite  generally  used  by  the  men  that  come  in 
and  go  out  during  the  night. 

In  addition  to  the  above,  the  railroad  branch  of  the  Young  Men's  Christian  As- 
sociation has  reading  and  resting  rooms  at  Buffalo,  Erie,  Collinwood,  Cleveland, 
Detroit,  Jackson,  and  Elkhart,  that  are  appreciated  and  well  xiatrouized  by  the  em- 
ployes. These  rooms  are  supplied  with  newspapers,  periodicals,  books,  and  reading 
matter  of  a  character  that  is  interesting  and  instructive.  Entertainments  are  fre- 
quently given  for  the  benefit  of  the  employes.  Each  buikling  is  in  charge  of  a  sec- 
retary, whose  salary  is  paid  by  the  company,  except  at  junction  points,  where  other 
companies  join  in  this  exx^ense.  The  company  expended  in  this  way  $'2,520  per  an- 
num. No  eating  houses  are  furnished  exclusively  for  the  use  of  employes,  but  there 
are  eating-houses  and  lunch-rooms  on  the  company's  ground  at  all  division  termi- 
nals and  at  many  of  our  principal  stations  for  the  benefit  of  the  public  and  employes, 
the  latter  being  furnished  meals  at  reduced  prices. 

During  eight  mouths  of  the  year  we  have  drawing  schools,  where  mechanical  draw- 
ing is  taught  to  our  employes  in  the  locomotive  shoj)s.  These  schools  are  con- 
ducted by  the  officers  of  the  company  and  draughtsmen  in  the  shops,  and  all  material 
is  furnished  free,  except  drawing  instruments,  which  are  secured  for  employes  at  a 
small  expense.  It  is  made  obligatory  on  the  part  of  shop  apprentices  to  attend  these 
schools  (unless  excused  fur  cause),  and  any  other  employ^  may  go  in  who  wishes  to 
do  so.  Aside  from  this,  no  provision  is  made  for  technical  education  in  our  shops, 
excejjt  what  is  gained  by  actual  experience. 

As  fast  as  vacancies  occur  employes  are  promoted,  according  to  their  efficiency  and 
ability. 

Great  care  is  exercised  in  the  selection  of  new  men,  and  all  locomotive  engineers 
and  other  train-men  are  obliged  to  jiass  an  examination  before  a  board,  consisting 
of  division  superintendents  and  master-mechanics,  as  to  their  comiietency  and  their 
general  knowledge  of  mechauics,  as  well  as  of  time-card  and  train  rules. 

LEHIGH  VALLEY  RAILROAD   COMPANY. 

[By  Mr.  H.  Stanley  Goodwin,  General  Eastern  Superintendent.] 

We  have  an  insurance  or  guaranty  fund,  or  as  we  call  it  a  relief  fund,  which  pro- 
vides for  the  cmx^loyds  of  our  company  in  case  of  injury  received  by  them  while  in 
discharge  of  their  duty,  and  the  same  fund  makes  provision  for  payment  to  their 
families  in  case  of  their  death  by  reason  of  such  injury.     The  fund  is  accumulated  by 
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calling;  npon  tlio  omplov(^a  to  contribute  a  cortaiu  sum  at  a  certain  time.  Their  con- 
tribution is  entirely  optional,  but  if  they  do  not  contribute  they  fail  to  rec«uve  the 
benefits  of  the  fund  in  case  of  needing  it.  The  company  contributes  an  equal  amount, 
and  it  is  uiaiutaiued  and  administered  by  the  company  without  expense  to  the  fund, 
under  direction  of  an  officer  appointed  by  the  company. 

The  fund  has  been  in  operation  for  a  little  over  eleven  years. 

The  reason  which  led  to  its  establishment  was  the  need  of  some  provision  of  this 
kind  for  our  employes  in  case  of  injury  received.  This  fund  makes  no  provision  for 
sickness  and  death  from  natural  causes.  The  feeling  in  respect  to  it  on  the  part  of 
the  employds  is  exceedingly  favorable. 

A  large  number  of  our  employes  are  members  of  and  contributors  to  this  fund,  and 
those  who  are  not  do  not  refrain  from  joining  by  reason  of  any  want  of  good  feel- 
ing toward  the  plan. 

The  company  has  no  eating  or  lodging  houses  for  train-men  when  away  from  home, 
nor  does  it  provide  reading-rooms  for  them.  Places  of  resort  are  furnished  them, 
where  they  can  pass  the  time  while  waiting  for  their  trians  or  for  orders. 

No  provision  is  made  by  our  company  for  technical  education  in  shops  with  the  in- 
tention of  training  men  for  its  service  thereby. 

We  have  a  custom  of  promoting  our  men  from  one  position  to  another,  whereby 
all  the  men  upon  the  road  have  the  right  to  consider  themselves  to  some  extent  in 
the  line  of  promotion,  based  to  a  considerable  extent  upon  their  ability  and  fitness 
for  increased  responsibility  or  for  better  paying  positions,  and  based  also  upon  the 
needs  of  the  company.  Our  need  of  men  for  promotion  is  not  great,  because  most  of 
our  employes  have  been  in  the  service  of  the  company  since  their  boyhood.  A  great 
many  of  our  employes  in  all  departments  are  sous  of  men  who  also  are,  or  were  until 
their  death,  in  the  employ  of  the  company,  and  there  are  quite  a  number  of  instances 
in  which  we  have  in  our  employ  three  generations  in  the  same  family. 

The  discipline  of  the  road  as  maintained  deals  with  every  case  of  incompetency, 
and  no  person  is  retained  who  proves  himself  to  be  incompetent. 

LITTLE   ROCK   AND   MEMPHIS   RAILROAD   COMPANY. 

[By  Mr.  Rudolph  Fink,  President  and  General  Manager.] 

This  company  has  not  provided  any  insurance  fund  or  guaranty  fund  of  any  sort, 
for  its  employes. 

The  company  has  provided  sleeping  cars  for  its  employes  at  Hopefield,  Ark.,  where, 
on  account  of  the  encroachments  of  the  Mississippi  River  upon  the  Arkansas  shore, 
no  permanent  quarters  could  be  maintained.  A  reading-room  has  been  provided  at 
Memphis,  Teun. 

No  provision  is  made  for  technical  education  in  our  shops. 

There  is  a  recognized  system  of  promotion  in  the  service,  based  npon  length  of 
service  and  peculiar  fitness. 

There  is  no  special  rule  in  force  as  regards  competency  of  locomotive  engineers. 
Most  of  the  engineers  on  the  line  have  been  trained  upon  it,  beginning  as  firemen. 

LOUISVILLE,    NEW   ALBANY  AND   CHICAGO   RAILWAY   COMPANY. 

[By  Mr.  John  B.  Carson,  President  and  General  Manager.] 

This  company  has  no  guaranty  fund  of  any  sort  which  may  he  drawn  npon  in  case 
of  sickness  or  accident.  The  matter  has  been  agitated  at  various  times,  but  owing  to 
a  failure  to  obtain  the  consent  of  the  majority  of  our  men  has  never  been  put  in  any 
definite  shape. 

The  company  has  no  eating  or  lodging  houses  for  train-men  when  away  from  home ; 
nor  have  wo  any  reading-rooms  or  places  of  resort  of  that  character  at  any  place  on 
the  line. 
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Oar  men  are  made  to  serve  their  apprenticesliip  as  follows  : 

They  are  first  put  into  the  shops;  go  from  there  to  the  various  round-houses;  are 
then  placed  upon  an  engine  as  fireman,  and  finally,  after  passing  a  thorough  exami- 
nation, are  promoted  to  the  position  of  engineer. 

Our  train-men  are  regularly  promoted,  from  brakeman  to  conductor  on  freight  trains, 
and  from  that  to  conductor  on  passenger  trains. 

LOUISVILLE,  NEW   ORLEANS   AND   TEXAS   RAILWAY   COMPANY. 

[By  Mr.  James  M.  Edwards,  Vice-President  and  General  Manager.] 

No  insurance  or  guaranty  fund  has  ever  been  provided  by  our  company.  No  eating 
or  lodging  houses,  reading-rooms,  or  places  of  resort  have  been  provided  for  trainmen. 
We  have  no  technical  education  in  our  shops  beyond  a  regular  apprenticeship  system. 
Apprentices  are  advanced  according  to  their  ability  to  learn  and  are  trained  in  ordi- 
nary shop  work. 

Men  are  promoted  in  the  service  of  the  company  in  accordance  with  their  merits, 
audit  is  tacitly  understood  they  will  be  advanced  in  accordance  with  the  degree  of 
efficiency  which  th'^y  possess. 

All  engineers  are  examined  both  on  time-card  rules  and  machinery  before  being  put 
in  charge  of  an  engine.  As  to  promotion  in  this  service,  the  men  areadvOiUced  in  ac- 
cordance witli  the  time  they  have  been  in  the  service,  provided  they  are  competent 
and  worthy. 

MAINE   CENTRAL  RAILROAD   COMPANY. 

[By  Mr.  Payson  Tucker,  Vice-President  and  General  Manager.] 

This  company  does  not  directly  provide  an  insurance  or  guaranty  fund  for  its  em- 
ployes. There  is,  however,  a  relief  association,  managed  by  our  employes,  which 
has  the  full  approval,  as  well  as  the  material  assistance,  of  this  company. 

The  company  does  not  provide  eating  or  lodging  houses  for  its  employes.  It  does 
provide  sitting-rooms  for  employes  at  our  larger  stations,  but  we  do  not  furnish  read- 
ing matter. 

We  have  no  regular  system  of  technical  education  in  our  shops.  Promotions  are 
made  from  among  those  wlio  have  the  best  record  for  character  and  ability,  the 
length  of  service  being  a  secondary  consideration. 

The  following  are  rules  enforced  to  insure  competency  of  engineers.  All  engineers 
are  promoted  from  the  ranks  of  firemen.  All  firemen  must  be  twenty-one  years  of 
age,  have  a  good  common-school  education,  and  be  physically  and  mentally  sound. 
Merit  alone  is  the  rule  for  promotion  to  engineers,  regardless  of  time  in  service. 
Candidates  for  promotion  must  make  application  in  their  own  handwriting,  and 
must  be  examined  by  the  foreman  in  charge  as  to  qualifications  for  running  trains 
and  knowledge  of  the  locomotive.  He  is  then  passed  to  the  s-aperintendent,  or  train- 
dispatcher,  or  person  authorized  by  them,  and  examined  as  to  his  knowledge  of  time- 
table rules.  He  must  be  able  to  answer  all  questions  concerning  rules  from  memory. 
Passing  examination  satisfactorily,  he  is  qualified  as  an  engineer. 

MICHIGAN  CENTRAL  RAILROAD  COMPANY. 

[By  Mr.  H.  B.  Ledyard,  President.] 

No  successful  attempt  has  yet  been  made  by  this  company  to  establish  an  insurance 
or  guaranty  fund  of  any  sort.  The  difficulty  seems  to  be,  first,  the  impossibility  of 
making  such  insurance  a  success  without  requiring  it  to  be  compulsory  with  all  em- 
ployes ;  second,  the  difficulty  of  fixing  the  premium  satisfactorily  to  employes  between 
those  occupying  the  more  hazardous  and  less  hazardous  positions;  third,  the  desire  on 
the  part  of  many  of  the  employes  to  obtain  their  insurance  through  associations  to 
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which  thoy  bch>ng — such,  for  example,  as  tho  Brotherhood  of  Locomotive  Engineers; 
fourth,  the  dilliculty  of  satisfying  emj)h>y6s  who  have  been  insured  andsubse»iucntly 
left  the  service  of  the  company  ;  that  they  are  not  entitled  to  a  refund  of  a  portion  of 
the  premiums  paid  by  them  during  their  employment  with  such  company. 

This  company  has  eating  and  lodgiug  houses  for  traiu-men  at  important  division 
points  where  the  necessity  for  tho  same  exists.  Meals  are  furnished  at  about  cost, 
and  the  prices  for  the  same  are  subject  to  change  by  instructions  from  the  mauage- 
ment. 

This  company  also  contributes  monthly  to  reading-rooms  for  employds  at  several 
btations  on  its  line.  These  reading-rooms  are  generally  managed  by  the  railroad 
branch  of  tho  Young  Men's  Christian  Association. 

At  its  most  important  shops  technical  education  is  given,  except  during  the  sum- 
mer mouths,  to  the  company's  apprentices  and  other  employes  through  the  medium 
of  night  classes,  the  instructors  being  foremen,  who,  as  a  rule,  are  allowed  a  slight  in- 
crease of  compensation  for  this  special  work. 

With  regard  to  promotion,  engineers  and  freight  conductors  are  classified,  and  can 
not  pass  from  one  class  to  another  except  after  examination.  Firemen  and  brakemen, 
before  being  promoted  to  engineers  and  conductors,  respectively^,  are  required  to  pass 
an  examination  before  a  board  of  officers  established  for  that  purpose. 

As  a  rule,  all  other  things  being  equal,  promotion  is  made  in  accordance  with  senior- 
ity; but  in  many  cases  the  fitness  of  the  applicant  for  promotion  must  be  the  gov- 
erning qualification. 

MINNEAPOLIS    AND   ST.    LOUIS  RAILWAY  COMPANY. 

[By  Mr.  W.  H.  Truesdale,  Receiver.] 

No  insurance  or  guaranty  fund  of  any  sort  is  provided  for  the  employes  of  this 
company  upon  which  they  have  a  right  to  draw  in  case  of  accident,  or  from  which 
payment  may  be  made  to  their  families  in  case  of  death.  No  attempt  has  ever  been 
made  to  establish  such  a  one  for  the  benefit  of  the  employes  of  this  road.  Most  of  our 
engine  and  train  employes  carry  insurance  in  one  or  the  other  of  several  accident  in- 
surance companies,  whereby,  in  case  of  temporary  injury,  they  are  paid  a  certain  sum 
per  week  during  their  disability,  or,  in  case  of  certain  injuries  which  x^ermanently 
disable  them  or  in  case  of  death,  they  or  their  heirs  are  paid  the  full  amount  of 
their  policies. 

This  company  does  not  provide  eating  or  lodging  houses  for  men  when  away  from 
home,  nor  does  it  provide  reading  rooms  or  other  places  of  resort.  This  company  has, 
however,  at  two  of  its  principal  division  points,  hotel  buildings  on  the  railway- 
property  at  which  all  the  employes  of  the  road  are  provided  with  meals  or  beds  at 
25  cents  each.  The  accommodations  furnished  are  very  good  and  the  price  charged, 
as  above,  for  them  reasonable.  In  addition  to  this  the  company  devotes  a  certain 
sum  each  month  toward  the  support  of  reading-rooms,  bath-rooms,  etc.,  in  the  rail- 
road department  of  the  Young  Men's  Christian  Association  ;  these  rooms  are  located 
in  the  city  of  Minneapolis,  and  are  frequented  by  many  of  our  train-men. 

No  special  provision  is  made  by  this  company  for  technical  education  in  our  shops 
other  than  that  in  the  different  departments  we  have  a  number  of  apprentices,  who 
are  required  to  serve  a  certain  term  of  years  as  such,  when  they  are  promoted  to  the 
position  of  regular  journeymen  in  those  departments.  There  is  also  a  well  recog- 
nized system  of  promotion  in  all  departments  of  the  service  of  the  company  whereby 
men  serving  in  more  subordinate  capacities  who  prove  themselves  capable,  diligent, 
and  progressive  are  promoted  to  higher  and  better  positions  in  our  service. 

No  special  rules  are  in  force  for  engineers,  firemen,  and  other  train-men  other  than 
that  they  have  to  serve  as  firemen  or  brakemen  a  certain  length  of  time  upon  the 
road,  and  before  promotion  are  required  to  pass  a  very  rigid  and  thorough  examina- 
tion to  show  that  they  are  thoroughly  competent  to  assume  the  duties  of  the  position 
to  which  it  is  proposed  to  promote  them. 
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MINNEAPOLIS,  ST.  PAUL  AND  SAULT  STE.  MARIE   RAILWAY  COMPANY. 

[By  Mr.  F.  D.  Underwood,  General  Manager.] 

We  have  no  insurance  or  guaranty  fund  of  any  sort  provided  for  employes  of  the 
coiupauy  who  may  from  any  cause  become  disabled,  nor  is  any  provision  made  for 
the  Families  of  deceased  employes;  neither  has  any  attempt  been  made  by  the  above 
company  to  establish  such  a  fund  or  to  make  provision  for  the  families  of  deceased 
employes. 

The  company  has  both  eating  and  lodging  houses  for  train-men  at  all  divisional 
points,  and  provides  thereat  a  limited  amount  of  reading  matter,  free  to  employes. 

We  have  no  system  of  technical  education  established  in  the  shops  of  the  com- 
pan5\    There  is  a  recognized  system  of  promotion  in  all  grades. 

There  are  rules  in  force  to  insure  the  competency  of  locomotive  engineers  and  other 
train-men,  in  that  they  are  required  to  pass  a  rigid  examination  as  to  their  knowledge 
of  steam  and  water,  combustion  of  coal,  and  other  questions  appertaining  to  the  me- 
chanical part  of  their  duties.  In  addition  to  this  they  are  examined  by  the  trans- 
portation department  as  to  their  ability  to  distinguish  colored  signals  by  day  and  Dy 
night,  and  as  to  their  knowledge  and  understanding  of  the  rules  governing  the  move- 
ment of  trains ;  said  rules  being  furnished  them  in  the  form  of  a  book  and  under 
two  classes,  regular  and  special. 

MISSOURI,    KANSAS  AND  TEXAS   RAILWAY  COMPANY. 

[  By  Mr.  George  A.  Eddy,  for  Receivers.  ] 

We  have  no  insurance  fund  or  guaranty  fund,  and  no  attempt  has  ever  been  made 
to  establish  one.  We  have,  however,  a  hospital  fund,  which  is  accumulated  by 
monthly  assessment  npon  all  employes ;  upon  uhose  receiving  less  than  |.50per  month, 
25  cents  ;  over  $50,  50  cents  per  month.  This  entitles  the  employ^  to  ofiSce  treatment 
and  medicine  at  the  various  points  on  the  line  w^here  local  surgeons  are  employed ; 
also  entrance  into  hospital  (which  is  located  at  Sedalia,  Mo.)  upon  recommendation 
from  head  of  department. 

The  railway  company  has  no  eating  or  lodging  houses.  As  regards  the  shopmen,  i 
most  of  them  are  married  men  and  have  their  homes  located  at  the  places  wherei 
employed.  The  engineers  and  firemen  are  subject  to  the  same  customs  as  other 
train-men  on  the  road'with  reference  to  eating-houses,  getting  their  meals  at  boarding- 
houses,  hotels,  and  restaurants  along  the  line.  No  reading-rooms  or  other  places  of 
resort  are  furnished  by  the  company.  In  some  places  there  are  railroad  branches  of 
the  Young  Men's  Christian  Association,  w^hich  are  patronized  liberally  by  the  railway 
company. 

While  there  is  no  provision  made  for  technical  education  in  the  shops,  custom] 
recognizes  that  promotion  comes  with  efficiency,  and  it  is  usual  for  all  apprentices  toj 
acquire  such  by  application  of  their  efforts  in  a  practical  manner. 

For  apprentices  learning  trades  of  different  kinds,  such  as  blacksmith,  machinist,! 
boiler-makers,  carpenters,  painters,  etc.,  it  is  the  custom  in  our  service  to  start  the] 
apprentice  as  such  at  a  certain  rate  per  day,  and  he  is  continued  at  that  rate  ofj 
wages  until  he  has  acquired  efficiency  meriting  promotion,  when  his  rate  of  wagesj 
is  advanced  in  accordance  with  his  worth  to  the  service  in  the  particular  line  ia| 
which  he  is  engaged. 

The  competency  of  locomotive  engineers  is  based  upon  former  experience  as  fire- 
men and  knov.'ledge  of  the  machinery  with  which  they  are  connected ;  usually  ac-| 
quired  while  employed  as  locomotive  firemen  and  otherwise  in  the  shops,  and  the 
only  rule  to  insure  competency  is  industry  and  application  to  the  duties  of  the  varione 
classes  of  work  assigned  to  them  in  the  line  of  promotion  to  the  position  of  engineer. 


RAILWAY    CORPORATIONS   ANJ)    THEIR   EMPLOYES.  3G5 

THE  MISSOURI  PACIFIC  RAILWAY  COMPANY. 

[By  S.  11.  H.  Clurk.  First  Vice-President  aud  Geaeral  Manager.] 

This  company  has  established  no  insurance  or  guaranty  fund  upon  which  emph)y(S8 
have  the  right  to  draw  in  cases  of  sickness  or  accident.  The  company  has,  liowever, 
a  hospital  department,  conducted  upon  the  plan  of  graded  assessments  based  upon 
the  amount  of  wages  received  by  each  employd ;  thus,  an  individual  receiving  less 
than  $50  per  month  pays  25  cents  per  month,  aud  an  individual  receiving  |50  per 
mouth  or  over  pays  50  cents  per  month.  This  constitutes  a  fund  out  of  which 
employes  receive  medical  and  surgical  treatment,  and  enables  every  employd  to  re- 
ceive, at  the  least  possible  cost,  the  best  medical  and  surgical  treatment.  The  com- 
pany has  two  hospitals,  one  at  St.  Louis  and  one  at  Kansas  City,  with  emergency 
stations  at  Little  Rock,  Van  Buren,  aud  Pueblo. 

The  company  has  department  staffs,  which  embody  every  main  element  of  special- 
ties— eye,  ear,  throat,  lungs,  oic— consisting  of  men  of  established  reputation  who  are 
continually  in  the  service  of  the  hospital  department. 

In  addition  thereto  the  company  supplies  transportation  to  and  from  the  hospitals; 
also  transportation  to  various  parts  of  the  country  where  it  is  necessary,  by  climatic 
chauges,  to  treat  employes. 

Burial  expenses  are  also  paid  in  cases  of  death  arising  from  injury  or  sickness. 
The  hospital  is  extensively  used  by  the  employes,  more  than  nine-tenths  of  all  the 
employes  of  the  company  receiving  treatment  annually. 

The  company  does  not  maintain  eating  or  lodging  houses  at  terminal  or  division 
stations  for  their  engine  or  train  men  when  away  from  home.  The  various  eat- 
iug-houses  located  along  the  line  make  concessions  in  the  prices  of  meals,  lunches 
and  lodging  to  eraployds  in  the  train  service.  There  are  no  reading-rooms  maintained 
by  the  railroad  company,  as  this  want  is  supplied  by  the  railroad  branch  of  the 
Young  Men's  Christian  Association,  to  which  the  company  donates  a  monthly  sub- 
scription of  money  at  several  points,  free  rent  of  rooms,  etc. 

There  are  no  special  provisions  made  b}'  this  company  for  the  technical  education 
of  employes  in  shops  outside  of  teaching  apprentices  by  actual  experience.  There  is 
an  organized  system  of  promotion  applicable  to  engineers  and  firemen  in  the  service 
of  this  company.  Among  our  other  employes  the  general  rule  obtains  that  the  oldest 
employes  in  the  service  of  each  class  are  selected  for  promotion,  provided,  after  special 
examination,  they  are  considered  competent  and  trustworthy. 

This  company  has  no  special  rules  in  force  to  insure  the  competency  of  engineers 
and  other  train-men,  except  that  engineers  are  required  to  serve  a  term  of  apprentice- 
ship of  from  four  to  six  years  as  firejuen  before  they  are  promoted  to  engineers. 

Passenger  conductors,  as  a  rule,  are  required  to  serve  from  three  to  five  jears  as 
conductors  of  freight  trains  before  they  are  promoted  to  passenger  trains,  and  freight 
conductors  serve  from  two  to  five  years  as  brakcmen  before  they  are  promoted  to 
conductors  of  freight  trains.  It  is  the  custom  of  the  company  to  promote  its  own 
employes  in  the  service,  so  far  as  they  are  considered  competent,  in  preference  to  em- 
ploying outside  men. 

LOUISVILLE   AND   NASHVILLE    RAILROAD   COMPANY. 

[By  J.  G.  Metcalfe,  General  Manager.] 

There  is  no  insnrauco  or  guaranty  fund  for  the  benefit  of  employds. 

The  company  does  uot  own  or  operate  any  eating  or  lodging  houses  for  train-men 
when  away  from  home,  but  it  sees  that  proi)er  eating  and  lodging  houses  are  pro- 
vided at  terminal  stations  and  that  charges  are  reasonable.  Incidentally  it  assists 
boarding  and  lodging  house  keepers  in  maintaining  such  houses.  This  company  does 
not  directly  i)rovide  reading-rooms  or  other  phices  of  resort;  but  at  several  of  their 
terminal  stations  they  assist  by  subscription  the  railroad  department  of  the  Young 
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Meu's  Christian  Association,  and  that  association  has  reading,  bath,  and  amusement 
rooms  convenient  to  the  company's  premises  at  several  places,  notably  Louisville  and 
East  St.  Louis.  At  some  places  also  it  provides,  free  of  charge,  sleeping-rooms  on 
its  premises  for  engine-men. 

No  special  provision  is  made  by  this  company  "  for  technical  education  in  its  shops, 
whereby  it  seeks  to  train  men  for  its  service." 

There  is,  strictly  speaking,  no  recognized  system  of  promotion  iu  the  service  of  the 
company. 

It  is  the  general  policy  of  the  companj^  to  promote  the  men  already  in  its  service; 
and  individual  merit  in  the  employes  is  the  only  criterion  by  which  the  officers  are 
guided.  As  a  rule  seniority  is  not  recognized.  If  a  man  labors  for  and  attains 
*'  marked  efficiency,"  that  efficiency  is  invariably  recognized;  this  without  a  recog- 
nized or  formulated  system.  In  reply  to  your  inquiry  as  to  whether  any  special  rules 
are  in  force  to  insure  the  competency  of  locomotive  engineers  and  other  train-men, 
would  say  that  no  men  are  appointed  to  the  positions  of  enginemen  or  conductors 
without  the  company's  officials  being  satisfied  by  personal  examination  that  they  are 
entirely  competent  to  perform  the  duties  of  their  respective  positions,  which  includes 
examination  as  to  knowledge  of  train  rules  and  machinery.  The  firemen  are  ex- 
amined in  signal  rules.  As  a  rule  enginemen  are  promoted  from  the  ranks  of  those 
who  have  served  as  firemen,  and  generally  it  is  arranged  for  the  firemen  to  have  some 
elementary  experience  in  the  shops,  and  no  man  is  started  on  the  line  of  promotion 
to  the  positions  of  enginemen  unless  we  are  satisfied  that  he  has  the  natural  qualifica- 
tions for  such  a  place. 

The  brakemen  are  generally  hired  from  young  men  with  the  proper  physical  qual- 
ifications and  rear  brakeman  or  flagman  of  each  train  is  especially  selected  from  the 
most  intelligent  of  the  brakemen  and  has  to  undergo  an  examination  on  train  rules, 
especially  those  relating  to  "flagging,"  with  a  view,  to  preventing  rear  collisions 
when  accidents  occur  between  stations.  This  point  is  further  covered  by  also  requir- 
ing the  conductor  to  see  that  the  flagman  performs  his  duties  in  such  emergencies. 
Passenger  conductors  are  generally  selected  from  the  most  experienced  of  the  freight 
conductors,  having  in  view  that  the  conductor  in  charge  of  a  passenger  train  should 
be  a  man  of  good  appearance  and  gentlemanly  demeanor;  the  first  requisite  bein< 
however,  that  he  should  be  thoroughly  versed  in  train  rules  and  able  to  take  care  of  | 
his  train  and  passengers  in  any  probable  emergency. 

MOBILE    AND   OHIO   RAILROAD   COMPANY. 

[By  Mr.  J.  C.  Clarke,  President  and  General  Manager.] 

This  company  has  no  insurance  or  guaranty  of  any  sort  provided  for  its  employes. 

The  company  provides  at  terminal  points  where  there  are  no  eating  or  public  lodg- 
ing houses,  accommodations  for  its  train-men. 

We  have  no  reading-rooms  located  at  any  of  the  points  on  the  line  of  this  road. 
*    We  take  apprentices  into  our  machine  shops  for  the  purpose  of  teaching  them  to| 
become  mechanics.     Many  of  these   men  afterwards  become  locomotive  engineers. 
However,  before  they  are  given  engines  to  run  they  are  requh-ed  to  spend  two  or  three] 
months  on  the  road  learning  it  and  becoming  thoroughly  acquainted  with  the  hand-j 
ling  of  the  locomotive  while  on  the  road. 

The  most  of  our  locomotive  engineers  are  men  who  have  formerly  been  firemen. 
They  serve  from  four  to  five  years  as  firemen  on  locomotives,  when  they  are  carefully 
examined  by  the  master  mechanic  or  superintendent  of  machinery  as  to  their  knowl- 
edge of  the  locomotive,  the  means  and  remedies  to  be  applied  in  case  of  accident,  etc. 
They  are  also  examined  by  the  superintendent  or  train-master  to  see  if  they  thor- 
oughly understand  the  rules  and  regulations  governing  the  running  of  trains,  signals, 
etc.  If  they  pass  the  examination  satisfactory  to  the  master  mechanic  or  superin- 
tendent of  machinery  and  to  the  superintendent  or  train-master  operating  the  road. 
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tlioy  jiro  UuMi  usually  first  put  to  switchiu*;  Horvicc^  iu  sonic  yard.  If  tlioy  f^ivc  evi- 
dence of  being-  able  to  successfully  handle  the  engine  they  are  afterwards  assigned  to 
road  service. 

NASIIVILLK,    CHATTANOOGA   AND   ST.    LOUIS    KAILWAY    COMPANY. 

[By  Mr.  J.  W.  Thomas,  President  aud  General  Manager.] 

We  have  no  eating  or  lodging  houses  for  our  train-nicn,  but  attach  a  caboose  to  each 
of  our  freight  trains,  in  which  there  are  sleeping  apartments  and  cooking  arrange- 
ments. 

We  did  provide  a  reading-room  for  our  employes,  but  found  it  so  little  frequented 
that  we  discontinued  it. 

We  have  no  arrangement  for  technical  education  in  our  shops. 

We  have  an  established  system  of  promotion  in  all  branches  of  service  of^this  com- 
pany ;  our  engineers  are  universally  taken  from  the  ranks  of  firemen  and  our  conduct- 
ors from  brakemen  ;  for  twenty  years  have  not  employed  a  conductor  from  another 
line. 

KENTUCKY  CENTRAL  RAILWAY  COMPANY. 

[By  Mr.  H.  E.  Huntington,  Vice-President  and  General  Manager.] 

We  have  no  insurance  or  guaranty  fund  for  the  employes  of  this  company. 

We  have  no  eating  or  lodging  houses  for  train-men,  neither  is  there  any  provision 
made  for  reading-rooms. 

There  is  no  provision  made  for  technical  education  in  our  shops  beyond  the  plan  of 
preparing  men  through  apj)renticeship  service,  and  in  the  matter  of  promotion  we 
follow  a  regular  line  of  promotion  for  efficiency  in  service  and  good  behavior  when- 
ever practicable. 

NEWPORT   NEWS   AND    MISSISSIPPI   VALLEY    COMPANY    (EASTERN   DIVISION). 

[By  J.  D.  Yarrington,  Second  Vice-President.] 

No  insurance  or  guaranty  fund  has  been  provided. 

The  company  have  no  eating  or  lodging  houses  for  the  train-men.  A  reading-room 
is  equipped  and  maintained  at  the  company's  expense  at  Lexington,  Ky. 

No  provision  is  made  for  technical  education.  The  system  of  x>romotiou  recognized 
is  seniority,  combined  with  skill  in  the  various  stages  of  their  respective  trades,  and 
capacity  for  increased  responsibilitj^.  Special  rules  are  iu  force  to  insure  competency 
on  the  part  of  the  locomotive  engineers  and  trainmen. 

NEWPORT   NEWS   AND    MISSISSIPPI    VALLEY    COMPANY    (WESTERN   DIVISION). 

[By  Mr.  John  Echols,  Third  Vice-President.] 

A  hospital  is  maintained  at  Paducah,  which  is  open  at  all  times  and  to  all  employes 
who  may  be  injured  or  in  need  of  medical  attention.  The  expenses  are  met  out  of  a 
fund  created  by  contribution  from  the  company  and  an  assessment  of  each  employ^, 
based  upon  the  amount  of  salary  received.  The  funds  are  expended  only  in  admin- 
istering the  affairs  of  the  hospital,  under  the  direction  of  the  chief  surgeon  and  the 
control  of  the  board  of  directors,  who  manage  its  affairs.  The  plan  is  very  favorably 
received  by  the  employes. 

The  company  has  no  eating  or  lodging  houses  for  its  employes.  It  makes  contribu- 
tions to  support  the  Young  Men's  Christian  Association  reading-rooms,  etc. 

No  special  provision  is  made  for  technical  education. 

Apprentices  are  promoted  as  they  become  skilled  in  their  respective  trades,. and  in 
all  branches  of  the  service  the  vacancies  are  supplied  from  the  company's  forces 
whenever  suitable  men  are  available. 

Locomotive  engineers  and  all  train-men  are  examined,  and  must  prove  them^elveQ 
competent  and  proper  persons  for  their  respective  positions. 
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NEW   YORK   CENTRAL  AND   HUDSON   RIVER  RAILROAD   COMPANY. 

[By  Theodore  Voorhees,  Assistant  General  Ssuperintendent.] 

We  have  no  insurance  fund  or  guaranty  fund  of  any  sort,  nor  has  this  company 
ever  undertaken  to  establish  one. 

This  company  does  not  directly  provide  eating  or  lodging  houses  or  reading-rooms 
for  their  men.  It  has,  however,  contributed  very  largely  for  the  support  of  buildings 
and  reading-rooms,  which  are  cared  for  under  the  auspices  of  the  Railroad  Branch  of 
the  Young  Men's  Christian  Association. 

We  have  buildings  for  this  purpose  exclusively  in  New  York  City,  New  Durham, 
N.  J.,  Troy,  Albany,  West  Albany,  De  Witt,  and  East  Buffalo.  We  also  maintain 
rooms  fitted  up  for  lodging,  reading,  bath-rooms,  etc.,  at  Thirty-third  street  and 
Seventy-second  street.  New  York,  Little  Falls,  Syracuse,  Rochester,  and  Buffalo.  At 
all  of  these  rooms  the  running  expenses  are  largely  paid  by  this  company,  and  this 
company  has  provided  the  rooms  and  buildings  either  in  whole  or  in  part. 

Apprentices  are  employed  Avho  have  a  knowledge  of  mechanical  draughting ;  their 
compensation  is  at  the  rate  of  10  cents  per  hour  for  the  first  year,  12  for  the  second, 
13  for  the  third,  and  the  fourth  year  a  journeyman's  wages  j  in  this  way  we  seek  to 
train  men  for  service  in  our  shops. 

The  sons  of  employes  receive  preference  in  appointments  as  apprentices. 

Our  firemen  are  selected  among  the  wipers  principally.  They  are  placed  on  freight 
engines  at  first,  and  are  then  advanced  to  passenger  engines,  selections  being  made 
with  regard  to  length  of  service  and  ability. 

Our  engineers  are  selected  from  the  firemen,  with  regard  to  length  of  service  and 
ability.  They  are  first  given  a  switch-engine  to  run,  at  the  rate  of  $2.50  for  all  under 
100  miles,  above  that  2^  cents  per  mile ;  the  second  year  they  receive  $3  for  all  under 
100  miles,  and  above  that  3  cents  per  mile ;  third  year  they  receive  $3.50  for  all  under 
100  miles,  and  above  that  3^  cents  X)er  mile. 

Switch  engineers  fill  vacancies  on  freight  engines,  and  the  pick  of  freight  engineers 
receive  passeuger  traius;  length  of  service  and  ability  are  the  main  considerations. 

The  selections  are  made  by  competent  men,  who  have  the  engineers  and  firemen 
constantly  under  their  personal  supervision. 

Promotions  arc  necessarily  slow,  by  reason  of  the  longtime  service  of  the  employes; 
this  in  turn  gives  especial  advantage  in  trying  and  testing  the  men  before  appointing 
them.    • 

NEW  YORK   AND   NEW   ENGLAND   RAILROAD   COMPANY. 

[By  Mr.  William  P.  Shinn,  Vice-President.] 

There  is  no  insurance  or  guaranty  fund  of  any  sort  provided  by  this  company  for 
its  employ6s  on  which  they  have  a  right  to  draw  in  case  of  sickness  or  absence,  or 
from  which  payment  may  be  made  to  their  families  in  case  of  death. 

The  company  has  no  eating  or  lodging  houses  for  train-men  when  away  from  home, 
nor  does  it  provide  reading-rooms  or  other  places  of  resort,  except  rooms  for  the 
convenience  of  the  conductors  Avhile  waiting  at  several  of  its  principal  stations. 

There  is  no  special  provision  made  by  this  company  for  technical  education  in  its 
shops  whereby  it  seeks  to  train  men  for  its  service.  The  company  seeks  to  induce  its 
employes  to  labor  for  marked  efficiency  by  promoting  them  to  more  responsible  po- 
sitions whenever  a  vacancy  occurs  which  they  can  fill,  but  its  efibrts  in  this  direction 
are  to  a  certain  extent  frustrated  by  the  action  of  labor  organizations,  which  seek 
to  have  all  men  in  a  department  receive  the  same  comi)eusatiou,  whether  skillful  or 
otherwise,  and  to  have  them  promoted  according  to  length  of  service  instead  of  effi- 
ciency. 

The  company  has  no  special  rules  in  force  to  insure  the  competency  of  locomotive 
engineers  and  other  train-men,  but  all  applicants  for  positions  are  subjected  to  a  rigid 
examination  by  the  head. of  the  proper  department. 
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TIIK   NKW  YOKK,  CHICAGO  AND  ST.  LOUIS   UAILHOAD   COMPANY. 

[By  D.  W.  Caldwell,  President.] 

There  is  no  fund  of  any  sort  provided  for  the  eniploy6s  of  this  company  and  no  at- 
tempt has  ever  been  made  to  establish  one. 

Tliis  railroad  company  has  no  eating  or  lodging  honscs  for  train-men  and  does  not 
provide  reading-rooms,  etc.,  except  so  far  as  it  aids  the  Young  Men's  Christian  Asso- 
ciation to  do  so. 

There  is  no  provision  made  by  this  comi)any  for  the  technical  education  of  its  m<Mi.' 

Promotions  are  made  from  the  ranks  in  preference  to  employing  men  from  other 
roads.     The  rule  is  to  promote  those  longest  in  service,  other  things  being  equal. 

Train  and  engine  men  are  subject  to  an  examination.  Firemen  and  brakemen  are 
j)romoted  to  engine-men  and  conductors  only  after  an  experience  upon  the  road  which 
fits  them  for  such  positions. 

NKW  YORK,  LAKE   ERIE   AND   WESTERN  RAILROAD  COMPANY. 

'  [By  Mr.  A.  R.  Macdonough,  Secretary.] 

No  insurance  or  guaranty  fund  of  any  sort  is  provided  by  this  company  for  its  em- 
ployes nor  has  any  attempt  ever  been  made  to  my  knowledge  to  esitablish  such  a 
fund,  certainly  not  since  the  organization  of  the  present  company  (the  New  York, 
Lake  Erie  and  Western  Railroad  Company)  in  1878. 

Train-men  are  furnished  meals  at  all  eating-houses  on  this  line  at  a  reduced  rate. 
Majority  of  train-men  reside  at  lay-over  points.  At  several  points  where  train-men 
have  not  residences,  bunk-rooms  are  provided  by  the  company  for  them.  At  other 
points  men  use  cabooses.  At  one  terminal  point  a  reading-room  with  library,  meet- 
ing-room, bath-rooms,  etc.,  are  provided  for  the  use  of  train-men  by  the  company. 
At  nearly  all  terminal  points  similar  accommodations  are  furnished  by  the  railroad 
branch  of  the  Young  Men's  Christian  Association,  to  the  support  of  which  the  rail- 
road company  contributes. 

No  provision  is  made  for  technical  education  in  shops  except  the  usual  plan  of 
apprenticeship.  Promotion  is  made  to  depend  upon  the  record  of  the  employ^  for 
efficiency  and  capacity.  In  addition  to  the  regular  standard  rules  for  the  govern- 
ment of  locomotive  engineers  and  other  train-men,  they  are  examined  as  to  their 
competency  to  perform  the  duties  assigned  them  by  both  written  and  oral  examina- 
tions. 

NEW   YORK,  NEW    HAVEN  AND   HARTFORD   RAILROAD   COMPANY. 

[By  W.  E.  Barnett,  Executive  Secretary. [ 

No  insurance  fund  or  guaranty  is  provided  by  this  company  for  its  employ6s  and 
no  attempt  has  been  made  to  establish  one. 

The  company  has  no  eating  or  lodging  houses  for  train-men  when  away  from  home, 
but  contributes  to  the  support  of  reading-rooms  in  the  cities  of  Springfield  and 
New  York. 

No  provision  is  made  for  technical  education  of  men  in  our  shops. 

A  general  order  was  issued  in  the  year  1884  in  regard  to  promotions,  which  is  still 
in  effect  and  is  quoted  below  :• 

In  filling  any  advanced  position  on  any  division  or  in  any  department  of  the  serv- 
ice of  this  company,  the  appointing  officer  must,  in  all  cases,  do  so  by  promotion 
from  the  position  or  servic<5  next  below  in  rank,  provided  a  person  suitable  for  the 
advanced  service  is  to  be  found  in  such  lower  rank. 

In  making  such  promotions,  other  things  being  equal,  seniority  in  the  service  of  the 
company  is  to  control. 

Within  the  meaning  of  this  order  every  position  involving  increase  of  pay  or  re- 
sponsibility is  to  be  considered  an  advanced  position. 

♦     H.  Mis.  50 24 
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To  insure  tlie  competency  of  locomotive  engineers  aud  other  train-men  they  are 
examiued  by  the  bead  of  tbe  transportation  or  motive  power  department  as  to  their 
experience,  ability,  color  perception,  and  visual  power. 

NEW   YORK,    ONTARIO   AND   WESTERN   RAILWAY   COMPANY. 

[By  John  Burton,  General  Manager.] 

This  company  has  not  established  any  insurance  or  guaranty  fund  thus  far.  It  is 
the  practice  of  the  company  to  induce  its  employes  in  the  train  service  to  insure  with 
one  of  the  accident  insurance  companies,  but  we  do  not  contribute  anythiug  toward 
the  premiums,  only  giving  facilities  to  the  insurance  company  to  canvass  the  em- 
ployes for  policies.  I  am  not  aware  that  any  attempt  has  ever  been  made  to  estab- 
lish such  a  fund  as  mentioned  in  this  query. 

The  company  has  established  at  certain  points  on  its  line,  where  train-men  are 
away  from  home  over  night,  reading-rooms  and  bath-rooms  in  connection  with  the 
Young  Men's  Christian  Association,  which  enables  men  to  take  rest  in  a  decent 
fashion. 

No  system  has  been  established  for  technical  education  in  the  shops.  In  the  train 
service  proper  the  rule  is  to  make  promotions  from  wipers  to  firemen  and  from  fire- 
men to  engineers;  and  the  same  practice  appertains  to  train-men  and  conductors. 
Tliese  classes  of  the  company's  employes  are  under  constant  daily  watch  of  the  fore- 
men and  superintendents,  and  in  that  way  we  may  take  it  there  are  especial  rules  to 
insure  competency. 

NEW  YORK,    PROVIDENCE   AND   BOSTON  RAILROAD   COMPANY. 

[By  J.  W.  Miller,  General  Manager.] 

We  have  never  had  any  insurance  or  guaranty  fund  for  the  employes.  Since  I 
have  had  charge  of  the  management  I  have  made  some  preliminary  steps  towards  such 
a  plan,  but  nothing  definite  has  been  done  as  yet. 

No  necessity  exists  in  this  line  for  eating  or  lodging  houses,  as  the  length  of  the 
road  permits  employ6s  to  be  at  home  nights  and  Sundays,  and  generally  at  all  meals 
except  dinner.  We  have,  however,  a  lodging-room  for  conductors  and  engineers  at 
Stoniugton,  where  there  is  a  good  deal  of  night-work  and  no  proper  place  for  them  to 
sleep.  We  also  have  a  conductors'  room  at  Providence,  where  the  men  keep  their 
clothes  and  do  their  writing. 

No  provision  for  technical  education  is  made,  as  our  shops  are  not  large  enough.  All 
promotions  are  made  from  employes  according  to  merit  and  time  of  service.  Engi- 
neers and  firemen  are  promoted  from  the  lower  grades,  and  station  agents  are  given 
better  positions  as  tbey  prove  their  capability.  The  average  length  of  service  in  our 
corporation  is  very  high,  some  of  the  men  having  been  on  the  road  thirty  years,  and 
in  one  case  a  station  agent  has,  I  believe,  been  with  the  company  since  it  was  first 
organized,  and  all  his  sons  are  now  in  its  employ. 

NEW   YORK,    SUSQUEHANNA  AND   WESTERN  RAILROAD   COMPANY. 

[By  Mr.  Charles  M.  Heald,  President.] 

This  company  has  no  insurance  fund  or  guaranty  fund  of  any  sort,  nor  has  any  at- 
temx)t  ever  been  made  to  establish  one,  it  being  deemed  impracticable  owing  to  the 
length  of  road  operated  and  the  number  employed.  The  employes  to  a  large  extent 
are  insured  in  the  various  brotherhoods  of  railroad  companies. 

The  company  has  no  eating  or  lodging  houses  for  its  train-men,  nor  does  it  provide 
reading-rooms  or  other  places  of  resort. 

No  special  provision  is  made  by  this  company  for  technical  education  in  its  shops. 
Its  train-men  are  selected  from  those  deemed  worthy  and  competent  for  such  service. 
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Its  oiuployds  Jiro  fully  awaro  that  ii})()ii  tlmir  own  lucritHiUHl  tifflcicncy  depend  their 
])ic)nu)tion,  and  they  recognize  that  fact.  This  company  believing  in  promoting  its  em- 
ployes rather  than  selecting  the  same  from  outside  of  those  in  its  employ.  At  the 
present  lime  there  are  no  special  rules  iu  force  to  insure  the  competencj'  of  engineers, 
but  a  bureau  is  about  to  be  established,  Avhcreby  special  attention  will  bo  given  to 
insure  competency  and  guard  against  color-blindness  of  its  engineers. 

NORFOLK   AND   WESTERN   KAILKOAD   COMPANY. 

[By  Frank  linger,  Superintendent  Transporiation.] 

There  is  no  insurance  fund  provided  by  this  company  for  the  use  of  employes,  on 
■which  they  can  draw  iu  case  of  sickness  or  accident,  or  from  which  payment  may  be 
made  to  their  families  in  case  of  death.  No  effort  has  been  made  to  establish  such  a 
fund.  Employes  who  are  injured  iu  the  discharge  of  their  duty  have  their  doctor 
bills  and  attendant  expenses  x>aid  while  oft' duty,  and  in  addition  the  company  makes 
them  an  allowance  for  loss  of  time.  A  large  proportion  of  the  men  either  carry  their 
own  insurance  in  the  different  organizations  to  which  they  belong  or  carry  accident 
policies. 

This  company  makes  no  provision  for  eating  or  lodging  honses  for  train-men  while 
they  are  away  from  home,  but  reading-rooms  have  been  established  at  division  ter- 
minals. We  now  have  reading-rooms  at  Crewe,  Roanoke,  Radford,  and  Bluefield  well 
supplied  with  current  literature  suitable  for  train-men,  and  standard  books. 

Only  to  a  limited  extent  is  provision  made  for  the  technical  education  of  employes. 
It  has  long  been  the  recognized  practice  of  the  company  that  proficiency  and  merit 
shall  secure  promotion,  and  as  far  as  practicable  it  is  the  endeavor  of  the  company 
,  to  secure  for  all  departments  of  its  service  experienced  men  out  of  its  own  ranks- 
All  firemen  before  being  promoted  to  engine-men,  and  all  train-men  before  being  pro- 
moted to  conductors,  have  to  pass  a  rigid  examination,  as  well  in  reference  to  their 
proficiency  for  the  position  they  seek  as  for  their  familiarity  with  the  train  rules  and 
the  customs  of  the  service. 

NORTHERN   PACIFIC   RAILROAD   COMPANY. 

[By  W.  S.  Mellen,  General  Manager.] 

The  Northern  Pacific  Railroad  has  an  organized  relief  system,  known  as  the  ''North- 
ern Pacific  Beneficial  Association,"  of  which  the  general  manager  is  president.  This 
jirovides  a  regular  system  of  medical  attendance,  applying  alike  to  both  sickness  and 
injury,  also  a  daily  allowance  of  50  cents  during  time  of  actual  disability,  and  a 
small  death  allowance  to  cover  burial  expenses  in  case  of  death.  The  fund  is 
maintained  by  a  monthly  assessment  of  all  employes  on  a50-centper  capita  basis,  the 
fund  thus  raised  being  held  by  the  assistant  treasurer  of  the  railway  company,  and 
is  administered  by  the  secretary  of  the  association  under  the  direction  of  the  presi- 
dent in  connection  with  an  executive  committee  from  the  general  officers  of  the  com- 
pany. The  medieal  work  is  divided  into  two  divisions,  east  and  west  of  Helena, 
with  a  hospital  at  Brainerd,  Minn.,  for  the  eastern  division,  and  another  at  Missoula, 
Mont.,  for  the  western  division,  with  a  chief  surgeon  for  each  division,  who  is  resident 
!  at  the  hospital.  There  are  also  local  surgeons  under  contract  at  all  terminal  and 
prominent  stations.  The  association  commenced  its  operations  in  October,  1882.  The 
j  service  is  generally  acceptable  to  employes.  The  hospital  service  is  good,  and  the 
grounds  are  kept  neat  and  attractive.  Those  who  have  been  attended  at  these  in- 
!    stitutions  speak  well  of  them  and  the  treatment  received. 

I       The  company  has  erected  eating-houses  where  train-men  are  provided  for  wiien 
j   away  from  home.     Have  also  arrangements   Avith  hotels  along  the  line  of  the  road 
,  where  employes  receive  the  benefit  of  reduced  rates  for  accommodations  furnished 
tbem. 
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The  company  also  encourages  tbe  establishment  of  reading-rooms  by  granting  lo- 
cations for  such  buildings  along  its  right  of  way  and  by  donations  towards  the  same. 

At  the  main  locomotive  shops  at  Brainerd,Minn.,  there  was  established  some  years 
since  a  drawing-school,  equipped  with  all  necessary  fixtures  and  presided  over  by  our 
chief  draughtsman.  Any  of  the  employes,  and  especially  the  young  men  in  the 
shops,  were  invited  to  avail  themselves  of  the  opportunity  offered,  and  many  have 
done  so.  This  road  is  thoroughly  on  record  in  the  matter  of  civil-service  reform. 
There  are  no  general  stipulated  terms  of  service  governing  all  grades  of  employes, 
but  as  young  men  show  their  skill  and  become  i^roficient,  they  are  selectf'd  for  ad- 
vancement in  preference  to  the  employment  of  outside  help. 

Our  rules  for  the  promotion  of  engine-men  are  strictly  adhered  to.  Competent  men 
are  first  promoted  from  the  ranks  of  cleaners  and  wipers  to  be  firemen.  After  suf- 
ficient service  to  become  familiar  with  machinery,  and  upon  recommendation  of  the 
engineers  for  whom  they  have  fired  and  the  indorsement  of  the  master-mechanic, 
they  are  promoted  to  be  hostlers  ;  after  serving  a  sufficient'time  to  demonstrate  their 
ability  to  handle  engines  acceptably  they  are  promoted  to  the  rank  of  switch  en- 
gineer, and  in  due  time  to  the  rank  of  road  engineer.  It  is  not  practicable  in  this 
promotion  to  fix  a  definite  period  of  time  on  account  of  the  difference  of  ability  dis- 
played by  different  men,  but  before  a  man  can  take  his  eugine  as  road  engineer  he 
is  obliged  to  go  through  the  different  grades  of  the  service  and  pass  a  critical  exami- 
nation. The  general  rule  Avhen  employing  engineers  from  other  roads  to  fill  vacan- 
cies when  we  have  no  men  for  promotion  is  to  insist  that  such  men  have  had  at 
least  three  years'  regular  road  service  and  credentials  proving  their  ability  as  engi- 
neers and  men. 

THE   OHIO,    INDIANA   AND   WESTERN   RAILWAY   COMPANY. 

[By  C.  Henderson,  General  Manager.] 

We  have  no  insurance  or  guaranty  fund  provided  for  the  benefit  of  our  employes, 
and  no  attempt  has  been  made  to  establish  an  insurance  fund  on  our  road. 

We  have  no  eating  or  lodging  houses  for  our  train-men  which  belong  to  or  are  con- 
trolled by  the  company. 

No  provision  has  been  made  for  the  technical  education  of  omploy6s  in  our  shops, 
except  that  which  is  attained  from  actual  experience. 

The  test  for  promotion  is  competency  and  ability.  In  all  cases  where  it  is  practi- 
cable the  employes  longest  in  service  are  first  in  the  line  of  promotion,  provided  they 
are  competent  and  fitted  for  advancement. 


OREGON    RAILWAY  AND  NAVIGATION  COMPANY. 

[By  Mr.  C.  J.  Smith,  General  Manager.] 


This  company  has  no  insurance  or  guaranty  fund  provided  for  employes  on  which 
they  can  draw  in  case  of  sickness  or  accident.  While  we  have  no  regular  hospital 
fund  or  hospital  arrangements,  it  is  our  custom  to  bear  the  hospital  expenses  of  all 
men  injured  in  our  service,  and  we  have  good  surgeons  stationed  at  the  various 
terminal  points  on  our  system  under  salary,  whose  duty  it  is  to  attend  on  all  our 
men  who  may  suffer  injuries  while  in  the  discharge  of  their  duty. 

This  company  has  no  exclusive  eating  or  lodging  houses  for  train-men  when 
away  from  home,  but  there  are  fairly  good  hotels  and  eating-houses  located  at  all  of 
the  various  terminal  points  on  the  line  of  our  railway  system.  At  The  Dalles,  Ore- 
gon, we  have  a  free  circulating  library,  which  contains  a  large  number  of  technical 
works  and  the  current  periodicals,  from  which  our  men  can  keep  posted  in  regard  to 
the  improvements  which  are  being  constantly  made  in  the  mechanical  world. 

No  provision  is  made  for  technical  education  in  our  shops,  except  as  mentioned  in 
answer  to  question  number  two,  and  a  regular  apprenticeship  service.     Wc  have 
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lately  <)ri;:uii/0(l  ji  8yst(Mn  of  appnniliccship  advancomcntH  in  our  hIiojjh  and  in  mak- 
ing; proniotioufs;  tho  ctlicioncy  of  our  (Mn[)loy^vs  in  thoir  varioiis  l)ran(;li(!,s  and  the 
]on<;th  of  servico  with  the  company  aro  governin<;  us  in  hucJi  promotions.  In  rof(;r- 
once  to  locomotive  engineers,  we  insure  their  competency  by  employing  a  road  fore- 
man of  locomotives,  whose  duty  it  is  to  ride  with  engineers  while  in  actual  service 
and  give  instructions  in  the  economical  handling  of  the  locomotive,  and  also  in  the 
use  of  fuel  and  supplies.  He  is  also  an  expert  in  the  use  of  the  latest  improved  air- 
brake apparatus  on  all  classes  of  trains,  and  it  is  one  of  his  special  duties  to  instruct 
engineers  in  the  use  of  the  same.  In  addition  to  this,  we  have  the  use  of  a  thor- 
oughly equipped  air-brake  instruction  car,  which  has  been  placed  within  reach  of  all 
engine  and  train  men,  enabling  them  to  become  thoroughly  familiar,  in  the  minutest 
details,  with  every  portion  of  the  apparatus. 

The  general  rules  in  effect  on  our  system  governing  engine  and  train  men  are  those 
adopted  by  the  General  Time  Convention,  which  are  in  use  by  all  the  prominent 
railroad  systems  of  the  country. 

PENNSYLVANIA  KAILROAD   COMPANY. 

[By  Mr.  Charles  E.  Pugh,  General  Manager.] 

This  company  has  a  relief  fund,  formed  chiefly  of  regular  monthly  contributions  by 
employes  who  become  members  thereof,  to  which  is  added  any  income  or  profits  from 
investments,  appropriations  by  the  company,  and  gifts  or  legacies  which  may  be  made 
for  the  use  of  the  fund.  No  employe  is  required  to  become  a  member  of  this  fund, 
membership  being  entirely  voluntary,  and  any  member  can  withdraw  without  af- 
fecting his  standing  in  the  service.  Any  employ^  not  over  forty-five  years  of  age, 
who  has  been  in  the  service  for  one  month,  and  who  passes  a  satisfactory  medical  ex- 
amination, may  become  a  member  in  the  class  determined  by  his  pay,  and  may  also 
take  additional  death  benefits  equal  in  amount  to  the  death  benefit  of  the  class  in 
which  he  becomes  a  member.  Under  certain  conditions  prescribed  in  the  regulations 
members  may  enter  higher  classes  than  those  determined  by  th(;ir  pay. 

Employes  desiring  to  become  members  execute  a  formal  application  for  member- 
ship, and  upon  approval  of  the  application  a  certificate  of  membership  is  furnished. 

This  fund  is  administered  through  a  department  of  the  service  of  each  of  the  fol- 
lowing six  companies  associated  in  the  administration  thereof;  viz:  the  Pennsylvania. 
Railroad  Company,  the  Northern  Central  Railway  Company,  the  West  Jersey  Rail- 
road Company,  the  Philadelphia,  Wilmington  and  Baltimore  Railroad  Company,  the 
Camden  and  Atlantic  Railroad  Company,  and  the  Baltimore  and  Potomac  Railroad 
Company. 

By  agreement  between  the  several  companies,  these  departments  are  managed 
jointly,  the  joint  operations  being  conducted  under  the  title  of  the  Pennsylvania 
Railroad  Voluntary  Relief  Department. 

The  department  is  under  the  general  supervision  of  an  advisory  committee,  whose 
duties  are  to  see  that  its  operations  are  conducted  in  accordance  with  the  regula- 
tions ;  arrange  for  investments  of  money  not  required  to  be  kept  on  hand  for  current 
use  ;  determine  the  use  that  shall  be  made  of  any  surplus  at  the  end  of  any  period  of 
three  years;  appoint  persons  to  audit  the  condition  of  the  fund  each  year ;  propose 
such  amendments  to  or  changes  in  the  regulations  as  it  may  deem  desirable;  and  act 
upon  questions  brought  before  it  by  appeal  from  decisions  of  the  superintendent  or 
otherwise  respecting  the  rights  and  claims  of  members.  This  advisory  committee 
consists  of  the  general  manager,  as  member  ex-o^cfo  and  chairman,  and  twelve  mem- 
bers, chosen  annually,  six  by  the  directors  of  the  companies  and  six  by  the  members 
of  the  relief  fund. 

Members  of  the  fund  are  entitled  to  definite  amounts,  proportioned  to  their  contribu- 
tions, in  case  of  disablement  from  accident  or  sickness,  and  in  the  event  of  death 
certain  definite  amounts  are  payable  to  their  relatives  or  designated  beneficiaries. 
Members  disabled  by  accident  are  also  provided  with  free  surgical  attendance. 
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Tu  order  that  the  contributions  to  the  fund  may  he  devoted  entirely  to  the  payment 
of  benefits  to  members  of  the  fnnd,  the  companies  pay  all  the  expenses  of  adminis- 
tration. They  also  guaranty  to  make  good  any  deficiency  which  may  exist  in  the 
fund  at  the  end  of  every  period  of  three  years.  Should  there  be  a  surplus  at  the  end 
of  any  such  period,  it  is  to  be  used  in  the  promotion  of  a  fund  for  the  benefit  of  super- 
annuated members,  or  in  some  other  manner,  for  the  sole  benefit  of  members  of  the 
relief  fund,  as  shall  bo  determined  by  a  vote  of  two-thirds  of  the  advisory  committee 
and  approved  by  the  board  of  directors. 

The  relief  fnnd  was  established  February  15,  1886,  and  was  the  outgrowth  of  a  de- 
sire upon  the  part  of  the  companies  associated  in  the  administration  of  the  depart- 
ment to  advance  the  interests  of  their  employes  and  jirovide  them  with  specific  relief 
for  themselves  and  families  in  case  of  accident,  sickness,  and  death.  That  the  fnnd 
is  regarded  with  great  favor  by  the  employi^s  is  evidenced  by  the  large  and  constantly- 
increasing  membership. 

There  being  no  provision  in  the  regulations  of  the  relief  department  for  continuing 
payment  from  the  relief  fund  on  account  of  sickness  after  payments  have  been  made 
for  fifty-two  weeks,  the  board  of  directors  authorized,  at  the  expense  of  the  companies, 
the  continuation  of  payments  equal  in  amount  to  one-half  the  sick  benefit  rate  re- 
ceived during  the  fifty-two  weeks,  until  investigation  and  report  on  the  merits  of  each 
case  could  be  made,  and  of  such  payments  thereafter  as  might  be  authorized  by  the 
boards. 

This  company  does  not  jirovide  eating-houses  for  the  train-men  other  than  to  make 
such  provision  at  some  half  a  dozen  exceptionally  isolated  points  where  they  are  liable 
to  concentrate  in  moderate  numbers,  and  the  surrounding  country  so  sparsely  set- 
tled that  they  would  not  otherwise  be  able  to  obtain  meals. 

All  train  crews  are  provided  with  a  caboose  or  cabin  car,  in  which  are  provided 
sleeping-berths,  a  cook  stove  with  a  jjroper  supply  of  cooking  utensils,  and,  as  a  rule, 
train-men,  when  away  from  home,  sleep  and  take  a  portion  of  their  meals  in  these 
cars. 

At  all  division  terminals  bunk-rooms  are  provided  for  such  of  the  train-men  as 
desire  to  avail  themselves  of  them — usually  engine-men  and  firemen.  Special  effort  is 
made  to  keep  these  clean  and  otherwise  attractiA-e.  Such  buildings  are  also  provided 
with  bath-rooms,  plentifully  supplied  with  wash-basins,  soap,  towels,  etc.  In  the 
same  building  containing  the  bunk-rooms,  but  in  some  instances  entirely  detached, 
are  commodious  reading-rooms,  supplied  with  the  current  daily,  weekly,  and  monthly 
periodicals. 

Onr  experience  with  these  reading-rooms  and  adjuncts  above  described  has  been 
very  satisfactory,  indeed ;  we  find  they  are  largely  frequented  by  the  train-men,  and 
we  believe  they  prove  a  strong  inducement  to  attract  them  from  frequenting  drinking 
saloons  and  other  places  of  doubtful  surroundings.  These  establishments  are  in  charge 
of  old  employes,  who  in  many  instances  are  unfit  for  service,  but  well  known  to  the 
train-men,  whose  duty  it  is  to  see  that  order  and  proper  discipline  are  preserved. 

We  take  into  our  shops  each  j'ear  a  limited  number  of  young  men  who  have  re- 
ceived a  technical  education,  and  assign  them  to  duty,  subject  to  the  same  hours  and 
discipline  in  every  respect  to  that  enjoined  upon  mechanics  or  others  therein  em- 
ployed, passing  them  in  time  from  one  shop  to  another,  and  finally  to  the  drawing- 
room  and  tesli  department ;  promotion  following  to  official  positions,  as  their  ability 
may  justify.  A  certain  number  of  apprentices  who  have  not  received  a  technical 
education  are  employed  each  year,  and  when  they  become  mechanics,  are  eligible  for 
promotions  for  positions  of  foremen  or  any  other  position  within  the  range  of  their 
ability.  It  is  well  understood  that  the  companies  embraced  in  the  Pennsylvania 
Railroad  management  fill  all  their  official  positions  from  foreman  upward  by  promot- 
ing those  already  in  their  service  ;  preference  being  given  to  applicants  having  been 
longest  in  the  service,  all  things  being  equal. 

Engine-men  and  other  train-men  are  promoted  from  the  service.  We  rarely,  if  ever, 
employ  an  engine-man  or  conductor  who  has  notlxen  :i  longtime  continuously  in  our 
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service  innncdiati'ly  preceding;  liis  promotion.  I'irciiKMi  before  l)eiii<;  promoli'd  to 
cngiiio-nieii,  uiid  brakejuen  and  ilajjcmen  to  tbat  of  conductor,  in  addition  to  the  knowl- 
edge the  division  officers  already  have  of  their  capacity,  are  subjected  to  a  special  ex- 
amination ;  in  case  of  the  former,  as  to  their  mechanical  knowledge,  knowledge  of 
rules,  etc.  The  same  course  is  pursued  with  llagmen  and  brakemen,  in  reference  to 
the  applicant  being  otherwise  eligible  for  promotion  in  connection  with  the  duties 
and  responsibilities  they  would  be  called  upon  to  perform. 

PHILADELPHIA   AND   READING   RAILROAD   COMPANY. 

[By  Mr.  A.  A.  McLeod,  Vice-President  and  General  Manager.] 

This  company  has  an  insurance  or  guaranty  fund  provided  for  payments  to  its 
employes  of  benetits  in  case  of  sickness  and  accident  and  to  the  families  of  employes 
in  cases  of  death.  It  is  known  as  the  Philadelphia  and  Reading  Railroad  Relief  Asso- 
ciation, and  embraces  not  only  the  employes  of  this  company  proper,  but  those  of,  its 
affiliated  leased  and  controlled  lines  Its  organization  was  effected  on  October  30, 
1888,  at  a  meeting  held  in  the  city  of  Reading,  composed  of  a  number  of  delegates, 
averaging  three  from  each  division  or  department  of  the  company's  service. 

The  fund  which  responds  to  the  claims  is  accumulated  by  contributions  made  monthly 
hy  the  members  of  the  association,  together  with  a  contdbntiou  by  this  company  made 
at  the  same  time,  and  equal  in  amount  to  10  per  cent,  of  the  total  contributions  of 
the  employes.  The  company  guaranties  to  make  this  contribution  regularly  from 
time  to  time  until  the  aggregate  contributions  have  amounted  to  |1, 000, 000,  and  there- 
after to  make  a  contribution  of  5  per  cent,  upon  the  same  basis,  and  also  guaranty 
to  make  good  any  deficit  in  the  fund  up  to  $1,000.  It  also  assumes  all  expenses  in- 
cident to  the  conduct  of  the  relief  association  such  as  salaries,  clerk  hire,  office  room, 
and  stationery,  in  addition  to  its  regular  contribution,  leaving  the  fund  accumulated 
to  respond  only  to  calls  for  benefits. 

The  relief  association  is  managed  by  an  advisory  cbramittee,  composed  of  nine 
members,  five  of  whom  are  chosen  by  the  employ <?s,  three  by  the  board  of  managers 
of  the  railroad  company,  and  the  ninth  is  the  general  manager  of  the  railroad  com- 
pany, who,  ex  officio,  is  chairman  of  the  advisory  committee.  Elections  for  members  of 
this  board  are  required  to  be  held  annually.  The  details  of  the  management  are 
under  the  direction  of  Mr.  John  W.  Royer,  as  superintendent  of  the  relief  association, 
and  to  him  all  claims  are  referred  and  all  vouchers  for  benefits  drawn  by  him.  These 
vouchersare  countersigned  Jjy  the  chairman  of  the  committee  and  are  paid  by  the  Treas- 
urer of  the  relief  association.  The  moneys  of  the  association  are  deposited  separately 
to  the  credit  of  the  association. 

There  are  visiting  committees  in  each  division  or  department,  composed  of  members 
of  the  relief  association,  who  from  time  to  time  visit  the  sick  in  their  respective  dis- 
tricts, and  make  reports  to  the  superintendent  as  to  the  progress  of  their  fellow-mem- 
bers who  are  in  receipt  of  benefits  for  sickness  or  accident. 

At  the  inception  of  the  association  the  membership  was  about  two  hundred.  Of  the 
total  number  of  our  employes  about  fourteen  thousand  are  eligible  for  admission  to 
the  association,  and  the  total  membership  at  this  time  is  95  per  cent,  of  all  eligible 
emx)loy6s.  The  objects  of  this  association  were  twofold.  It  was  designed  in  the  first 
place  to  bring  the  interests  of  the  employer  and  employed  into  closer  connection  ;  and 
in  the  second  place  to  relieve  the  employes  from  the  burden  of  the  many  calls  made 
upon  them  by  reason  of  sickness,  accident,  and  death  among  themselves.  Before  the 
establishment  of  the  relief  association  there  was  hardly  a  case  of  sickness,  accident, 
or  death  where  the  fellow-members  of  the  division  or  department  in  which  the  case 
occurred  were  not  called  upon,  or  at  least  expected,  to  make  a  contribution  toward 
its  relief.  The  necessitj^for  this  no  longer  exists,  and  the  monthly  contribution  made 
by  each  member  of  the  association  not  only  relieves  him  of  this  great  drain  upon  his 
resources,  but  provides  a  fund  from  which  the  unfortunate  member  receives  his 
benefits. 
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We  Lave  every  reason  to  believe  that  the  einployds  appreciate  the  great  advantages 
to  them  of  this  association,  and  the  presentation  of  the  fact  that  95  per  cent.,  or 
13,337,  of  them  are  members  is  perhaps  the  best  evidence  of  their  feeling  in  this  con- 
nection. 

Lodging-houses,  more  generally  known  as  bunk-houses,  are  furnished  by  the  com- 
pany at  some  of  the  terminal  points  upon  its  system,  where  it  has  been  found  advan- 
tageous for  the  men.  In  amcv/  of  the  character  of  the  train  trips  all  terminals  are 
so  provided,  as  in  many  instances  the  train-men  running  into  certain  points  reside 
there.  We  have  at  Twentieth  street  and  Pennsylvania  avenue,  Philadelphia,  a 
house  for  the  use  of  train-men,  which  is  very  comfortably  provided  with  waiting 
rooms,  bath-tub,  and  other  conveniences.  At  Harrisburgh  the  conductors  have 
pleasant  rooms,  x^^ovided  with  cots,  washstands,  and  other  conveniences ;  the  engi- 
neers and  firemen  at  this  point  having  the  use  of  the  bunk-room  at  the  round-house. 

At  Ninth  and  Green  streets  and  Third  and  Berks  streets,  Philadelphia,  stations  there 
are  large  and  comfortable  rooms  for  the  train-men,  which  are  used  by  them  to  a  great 
extent  in  making  out  their  reports  and  spending  the  time  prior  to  their  departure 
on  their  trains.  At  Tamaqua,  Richmond,  Palo  Alto,  and  Allentown  bunk-rooms  are 
provided,  and  at  these  points  the  rooms  are  used  principally  by  the  "extra  men,"  as 
the  "regulars,"  or  those  who  are  assigned  to  regular  runs,  have  as  a  general  thing 
private  boarding-houses. 

There  is  no  regular  system  of  eating-houses  for  the  employes  of  this  company,  most 
of  them  beii3g  accustomed  to  carrying  their  meals  with  them,  eating  them  either  en 
route  or  at  the  bunk-rooms  before  referred  to,  while  some  take  their  meals  at  the 
boarding-houses  or  their  homes  at  terminal  points. 

No  regular  reading-rooms,  as  such,  are  in  existence  upon  this  system,  though  the 
bunk-rooms  before  referred  to  are  used  to  a  great  extent  for  the  purpose  of  reading- 
rooms  by  our  men,  who  furnish  themselves  with  papers  and  periodicals. 

No  provision  is  made  by  this  company  for  the  technical  education  iu  its  shops  for 
train  service.  It  may  appear  singular,  but  it  is  nevertheless  a  fact,  that  it  is  an  ex- 
ceptionally rare  thing  for  a  machinist  to  become  a  locomotive  engineer. 

Under  the  system  as  in  operation  with  us,  a  locomotive  engineer,  before  he  becomes 
such,  has  passed  through  and  become  familiar  with  the  duties,  first,  of  a  freight  or 
coal  brakeman,  then  conductor,  then  fireman,  and  after  that  engineer.  In  some  cases 
engineers  have  been  made  of  men  who  began  as  laborers  at  a  round-house  or  engine- 
house,  working  very  frequentlj^  at  building  fires  in  locomotives,  then  as  firemen  on 
shifting  or  yard  engines,  then  on  freight  engines  on  the  line,  and  finally  engineers. 
This  plan  is  deemed  the  best  to  make  practical  locomotive  engineers,  as  it  affords  a 
thorough  knowledge  of  all  the  details  of  coupling  or  making  up  trains,  setting 
switches,  shifting  cars,  and  all  the  important  duties  devolving  upon  each  class  of  oc- 
cupation through  which  the  engineer  has  passed.  It  also  advances  him  regularly  in 
pay  and  position  until  he  has  attained  the  place  of  engineer.  Such  knowledge  of 
detail  as  this  plan  affords  would  not  be  in  the  possession  of  a  machinist  who  might 
come  directly  from  his  mechanical  duties  in  the  shop  to  those  in  connection  with  a 
locomotive. 

The  engineers  are  also  required  to  undergo  strict  examinations  for  the  purpose  of 
testing  their  abilities  and  qualifications  for  the  position,  and  this  examination  is  of  a 
character  w^hich  removes  any  doubt  as  to  their  competency  for  the  place.  It  em- 
braces an  examination  of  their  sight,  hearing,  ability  to  read  and  write,  their  knowl- 
edge of  time-tables  and  the  book  of  rules,  their  practical  mechanical  knowledge,  and 
their  proficiency  in  the  use  of  air-brakes  and  train  and  road  signals.  Also  their 
acquaintance  with  the  different  parts  of  a  locomotive,  and  their  ability  to  repair 
broken  or  disabled  portions  in  case  of  emergency. 

With  reference  to  the  question  as  to  whether  there  is  any  system  in  effect  whereby 
the  men  are  induced  to  labor  for  marked  efficiency,  it  may  be  said  that  the  rates  of 
pay  are  graduated  according  to  the  length  of  service,  and  this  is  a  strong  incentive 
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to  tlui  proper  hohavior  of  train-iiicn  «;onorally  ;  and  the  attaimncnt  of  such  advanced 
\va<ios  and  position  under  this  system  is  a  clear  proof  of  the  ability  of  the  euiploy^i  to 
lill  each  advanced  stop  in  the  service.  Constant  instruction  is  given  to  the  enijineera 
by  the  respective  road  foreman  of  engines,  and  every  opportunity  is  afforded  the  men 
for  advancement  in  a  knowledge  of  the  duties  of  their  respective  lines  of  employment. 
It  may  be  further  stated  that  no  fireman  is  allowed  to  run  an  engine  until  after  ho 
has  lircMl  constantly  for  at  least  eighteen  months,  .and  then  only  is  he  allowed  to 
handle  an  engine  after  undergoing  the  thorough  examination  before  referred  to  and 
having  conferred  upon  him  a  certificate  by  the  division  superintendent  as  to  his 
competency. 

Brakemeu  and  conductors  also  have  to  undergo  an  examiuatiou  as  to  knowledge  of 
time-tables  and  the  book  of  rules,  together  with  an  examination  as  to  sight,  hearing, 
reading,  writing,  etc.,  and  the  same  inducement  as  to  advanced  pay  and  i)romotioii 
is  held  out  to  them  by  continued  length  of  service  as  to  engineers. 

PITTSBURGH,    CINCINNATI  AND   ST.    LOUIS  RAILWAY  COMPANY. 

[By  James  McCrea,  General  Manager.] 

We  have  what  is  known  as  the  '^  Voluntary  Relief  Department  of  the  Pennsylva- 
nia liine  West  of  Pittsburgh."  It  has  only  been  in  existence  since  July  1,  1889.  Up 
to  the  present  time  we  have  about  3,500  members,  and  have  every  reason  to  believe  that 
the  organization  will,  in  the  comparatively  near  future,  reach  a  membership  of  10,000. 
We  were  led  to  establish  this  system,  first,  from  an  earnest  desire  to  give  our  employ 6s 
a  means  of  insuring  themselves  in  an  organization  of  which  the  benefits  were  adapted 
to  their  calling,  and  of  which  the  financial  integrity  was  guarantied,  and  second, 
because  the  success  of  a  similar  organization  on  the  Pennsylvania  lines  east  o^ 
Pittsburgh  has  been  so  very  marked  that  we  received  numerous  requests  from  our 
employes  to  provide  them  with  similar  privileges. 

Our  relief  association  is  (as  its  name  indicates)  entirely  voluntary  and,  as  the 
number  of  applications  for  membership  received  during  the  two  months  of  its  exist- 
ence show,  is  receiving  very  satisfactory  support  from  the  employes;  many  of  them 
now  being  members  of  other  associations,  have  deferred  joining  until  the  time  for 
which  assessments  have  already  been  paid  up  has  expired. 

There  are  no  eating  or  lodging  houses  maintained  by  the  company  for  train-men 
while  away  from  home,  nor  is  such  a  plan,  as  a  rule,  desirable  ;  the  men  preferring  to 
live  in  the  very  comfortable  cabooses  supplied  for  their  use. 

At  all  points  where  our  train-men  are  compelled  to  lay  over  we  either  contribute  to 
the  expenses  of  the  Young  Men's  Christian  Association  railway  reading-rooms  (to 
which  our  employes  have  access)  or  have  established  and  maintained  reading-rooms 
at  our  own  expense.  In  most  jilaces  these  rooms  are  provided  with  bath-rooms,  etc., 
and  all  of  them  have  a  good  supply  of  daily  papers,  while  the  majority  have  small 
libraries,  kept  up  by  voluntary  contributions.   • 

We  have  no  fixed  systeni  of  technical  education  of  men  in  our  shojis,  nor  do  we 
have  any  regular  apprenticeship.  Our  men  work  largely  at  *' piecework,"  and  it  is 
the  practice,  in  taking  young  men  into  the  service,  to  give  them  at  first  work  they 
can  do  at  unskilled  labor  w^ages;  they  are  then  advanced  from  one  kind  of  work  to 
another  until  they  have  learned  enough  to  warrant  the  payment  of  "piecework" 
wages.  They  go  from  one  class  of  work  to  another  through  each  department  of  the 
locomotive  or  car  works,  so  that  they  eventually  get  a  very  thorough  course  in  which- 
ever branch  they  may  be  engaged  in. 

Wo  make  it  a  point  each  year  to  take  in  a  number  of  graduates  from  technical  col- 
leges and  give  them  a  course  through  the  shops  and  iu  our  mechanical  drawing- 
rooms,  which  plan  results  in  giving  us  some  very  excellent  material  for  the  higher 
positions  in  theserviee.     All  vacancies  arc  filled  by  promotion. 

All  engineers  are  selected  from  our  own  force  of  firemen,  seniority  in  service  gov- 
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erniog,  other  things  being  equal.  When  promotions  are  made  the  candidates  are  sub- 
jected to  a  searching  examination  as  to  the  care  and  management  of  an  engine,  and 
also  as  to  the  rules  governing  the  movement  of  trains.  The  result  of  this  examina- 
tion, coupled  with  the  previous  record  of  the  candidate,  determines  the  question  as 
to  his  fitness  for  promotion. 

THE   PITTSBURGH   AND   LAKE   ERIE   RAILROAD   COMPANY. 

[By  E.  Holbrook,  General  Superintendent.] 

We  have  no  fund  of  any  sort  provided  for  employes  in  case  of  sickness  or  accident. 

Our  line  is  a  short  one,  running  about  60  miles  north  and  south  from  Pittsburgh, 
but  we  have  a  boarding-house  for  our  men  near  Pittsburgh,  and  another  at  the 
southern  terminus  of  the  road,  where  they  can  get  meals  and  lodgings  at  all  hours  at 
reasonable  x^rices. 

We  have  no  provision  made  for  technical  education  in  our  shops,  but  have  a  system 
of  promotion  among  our  train-men — that  is,  engineers,  firemen,  conductors,  and  brake- 
men — examinations  being  made  from  amongst  the  oldest  employes,  they  being  pro- 
moted first,  everything  else  being  equal.  Our  engineers  and  all  train-men  are  re- 
quired to  pass  a  rigid  examination  covering  all  their  duties,  and  are  also  examined 
as  to  their  sight  and  hearing. 

RICHMOND   AND   DANVILLE   RAILROAD   COMPANY. 

[By  Mr.  Peyton  Randolph,  General  Manager.] 

We  have  no  insurance  or  guaranty  fund  for  the  benefit  of  employes. 

This  company  in  all  cases,  however,  takes  care  of  its  employes  during  the  time 
they  are  laid  up  on  account  of  injuries  received  while  on  duty.  This  company  has 
never  attempted  to  establish  a  relief  fund,  as  any  attempt  to  do  so  would  bring  forth 
objection  on  the  part  of  its  employes,  provided  the  plan  required  them  to  contribute 
to  its  accumulation. 

This  company  has  several  eating  and  lodging  houses  along  its  line,  and  employes 
get  their  meals  at  25  cents  per  meal.  All  freight  and  road  trains  are  furnished  with 
caboose  cars,  that  are  usually  occupied  at  lay-over  points  by  conductors  and  their 
train  hands.     These  cars  are  equipped  with  cooking  stoves  and  bunks. 

The  company  has  two  reading-rooms  that  are  maintained  at  its  expense.  They 
are  furnished  with  weekly  pictorials  and  monthl}^  magazines,  as  well  as  such  works 
as  the  company  from  time  to  time  thinks  would  be  useful  and  interesting  reading  to 
its  employes. 

This  company  has  no  school  of  technology,  and  does  not  draw  men  from  the  shops 
for  train  service.  All  of  its  white  employes  are  regarded  as  in  the  line  of  promotion, 
advancement  depending  upon  the  faithful  discharge  of  duty  and  capacity  for  in- 
creased responsibility. 

RIO   GRANDE    WESTERN   RAILWAY   COMPANY. 

[By  Mr.  D.  C.  Dodge,  General  Manager.] 

We  have  what  is  called  a  hospital  fund.  It  is  accumulated  by  assessing  every 
employ^  50  cents  per  month,  which  is  administered  under  the  direction  of  our  chief 
Burgeon. 

As  a  rule  the  employ6s  are  well  satisfied  with  the  way  the  hospital  fund  is  managed. 
At  some  points  on  our  road  we  have  lodging-houses  for  our  train-men,  but  not  at 
places  where  there  are  public  lodging-houses  or  hotels. 

Wo  have  no  provision  for  technical  education  in  our  shops.  We  recognize  the  sys- 
tem of  promotion.  We  require  our  train-men  to  go  through  an  examination  before 
ena.ploying  them. 
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KOMi:.   WATKKTOWN'    AM)    (XSDKNSnUIKill    KAII-HOAO    COMPANY. 

[  Jiy  W.  W.  ('urri(M",  SiiixMiiitciHlciit 'J'raiis))()rt;ili<)ii.  | 

We  have  no  fund  for  the  omployds,  and  no  attempt  lias  ever  been  made  to  eHtab- 
lish  one,  that  I  am  aware  of.  Tlie  company  has  no  eating  or  lodging  houses  of  it'j 
own  ;  all  of  these  where  our  men  put  up  areowued  and  controlled  byi)rivate  parties. 
We  have  no  technical  edncation  for  onr  men,  except  what  they  learn  hy  actual  serv- 
ice. In  promoting  onr  men  we  recognize  merit,  length  of  time  in  service,  giving  pref- 
erence to  the  oiliest  men,  all  things  being  equal.  We  have  no  special  rules  in  force 
in  regard  to  locomotive  engineers,  etc.,  other  than  actual  record  by  such  services. 

ST.    PAUL,    MINNEAPOLIS    AND    MANITOBA    RAILWAY   COMPANY. 

[By  A.  Mauvel,  Vice-President  and  General  Manager.] 

No  insurance  or  guaranty  fund  has  been  provided  for  employes. 

This  company  has  only  the  eating-houses  that  it  provides  for  the  traveling  public, 
at  which  places  train-men  can  secure  meals.  We  have  j)rovided  lodging-houses  for 
train-men,  but  our  past  experience  has  been  that  they  will  not  use  them,  and  their 
use  has  been,  except  at  one  point,  practically  abaudoiied. 

It  is  expected  promotion  of  the  company's  men  will  be  made  as  their  efficiency  may 
be  developed  in  service.  , 

No  special  rules  are  in  force  in  regard  to  locomotive  engineers  and  other  train-men 
except  those  appearing  on  the  time-cards. 

In  reference  to  the  above,  I  beg  to  state  that,  as  you  will  be  aware,  the  lines  of 
this  company  are  on  the  frontier  to  a  very  large  extent,  and  onr  business  shows  great 
variations  in  its  volume  during  the  year.  This,  with  the  comparative  newness  of 
the  line,  has  prevented  the  establishment  of  any  insurance  or  guaranty  fund  up  to 
this  time,  as,  owing  to  the  nature  of  our  traffic,  our  men  are  changing  more  than 
would  be  the  case  in  elder-settled  communities. 

SAVANNAH,    FLORIDA    AND    WESTERN    RAILWAY    COMPANY. 

[By  Mr.  H.  S.  Haines,  General  Manager.] 

There  is  no  insurance  fund  or  guaranty  fund  provided  by  or  under  control  of  these 
companies.  The  officers  and  employes  of  the  companies  have,  however,  formed 
among  themselves  an  association  for  the  relief  of  its  menibers  in  case  of  sickness  or 
accident,  and  to  provide  a  death  benefit  to  defray  burial  expenses.  The  association 
numbers  530  members.  The  members  of  this  association  have  enlarged  the  scope  of 
its  usefulness  by  the  formation,  from  its  members,  of  the  Mutual  Co-operative  Asso- 
ciation, duly  chartered  by  the  State  of  Georgia,  the  object  of  which  is  to  buy  goods 
and  sell  same  for  the  benefit  of  its  members. 

The  companies  have  restaurants  at  junction  and  terminal  stations,  at  which  the 
employes  ar3  provided  with  meals  at  reduced  rates. 

A  number  of  apprentices  from  the  machine-shops  are  periodically  transferred  to 
the  chief  engineer's  office  for  a  course  of  instruction. 

We  have  the  usual  provisions  for  maintaining  the  competency  of  employes  and  for 
promotions. 

SOUTHERN  PACIFIC  COMPANY. 

[By  Mr.  W.  G.  Curtis,  Assistant  to  General  Manager.] 

This  company  has  no  insurance  fund  or  guaranty  fund  on  which  employes  have  a 
right  to  draw  in  case  of  sickness  or  accident,  or  from  which  payment  may  be  made  to 
their  families  in  case  of  death.  Our  policy  is  to  take  care  of  these  cases  from  a 
charitable  stand-point  and  in  accordance  with  the  facts  and  circumstances  surround- 
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ing  each  ])articalar  claim.  We  have  a  complete  hospital  and  medical-benefit  service, 
'under  the  charge  of  a  superintendent;  each  employ^  is  required  to  contribute  50 
cents  per  month  to  the  maintenance  of  this  service.  A  hospital  is  maintained  at 
Sacramento,  Cal.,  and  contracts  with  well-conducted  hospitals  (often  those  under 
the  care  and  management  of  the  Roman  Catholic  Sisterhood)  are  in  force  for  the  care 
of  sick  and  injured  employes  at  other  places,  viz:  San  Francisco,  Oakland,  Los  An- 
geles, Cal.  ;  Tucsou,  Ariz.  ;  and  Portland,  Oregon.  Physicians  and  surgeons  are 
under  engagement  to  care  for  sick  and  Injured  employes  at  the  expense  of  the  hos- 
pital fund  at  various  points  on  the  line,  and,  wherever  practicable,  specialists 
(notably  oculists  and  aurists)  are  also  under  engagement.  This  list  of  medical  at- 
tach6s  foots  up  tifty  names.  In  cases  of  sickness  or  injury  employes  are  entitled  to 
treatment,  free  of  charge,  at  the  nearest  company  physician's  or  surgeon's  office,  and, 
in  cases  of  necessity,  at  their  homes.  •  By  arrangements  with  druggists  medicines  are 
at  many  points  furnished  to  employes  without  charge  on  prescriptions  made  by  the 
company  physician. 

The  company  has  no  eating-houses  for  train-men  when  away  from  home,  but  con- 
trols the  hotels  and  eating  stations  to  a  sufficient  extent  to  guaranty  its  employes  fair 
treatment  in  this  respect.  At  many  places,  especially  in  Nevada,  Utah,  Arizona,  and 
New  Mexico,  neat  lodging-houses  with  bath-rooms  are  provided  by  the  company  at 
division  stations,  and  employees  not  otherwise  provided  for  are  entitled  to  occupy 
these  houses  free  of  charge.  Reading-rooms  are  also  provided  by  the  company  at  such 
stations,  the  libraries  contained  therein  being  usually  maintained  by  special  contri- 
butions from  employes  ;  some  of  these  libraries  on  our  line  are  large  and  well  selected, 
and  all  are  in  every  way  creditably  conducted. 

No  special  provision  is  made  by  our  company  for  technical  education  in  its  shops. 
There  are  systems  of  promotion  varying  according  to  nature  of  the  service,  but  based 
upon  recognized  principles  of  right  and  justice,  well  understood  by  the  men.  Our 
aim  is  to  keep  constantly  impressed  upon  the  minds  of  all  our  officers  and  employes 
who  may  be  authorized  to  hire  and  discharge  men  that  the  performance  of  duty  by 
every  man  must  be  entirely  without  personal  favoritism  or  bias,  and  that  all  vacan- 
cies shall,  if  possible,  be  filled  by  promotion,  selections  for  such  promotion  to  be  made 
from  the  list  of  those  who  may  have  shown  themselves  the  most  capable  and  efficient. 
When  vacancies  occur  in  any  branch  of  our  service,  all  other  things  being  equal,  the 
men  who  are  qualified  to  fill  such  jiositions  are  entitled  to  precedence  according  to 
their  terms  of  service — those  who  have  been  longest  in  the  employ  of  the  company 
being  considered  the  most  eligible. 

The  intent  and  object  of  the  greater  portion  of  all  the  rules  issued  by  the  operating 
officers  of  railroads  is  to  insure  the  competency  of  employes.  lean  not  say  that  we 
have  any  special  rules  to  this  end  that  we  may  fairlj'^  assume  to  be  better  than  those 
in  force  on  any  well-managed  line.  The  personal  record  of  every  employ^  in  the 
train  service,  with  reference  to  his  experience  in  the  business,  is  known  to  us.  Di- 
vision superintendents  and  division  master-mechanics,  who  jointly  are  directly  in 
charge  of  locomotive  engineers,  firemen,  and  other  train-men  are  required  from  their 
own  personal  knowledge  to  know  that  every  man  employed  is  in  every  respect  com- 
petent to  perform  the  duties  assigned  to  him. 

In  case  of  locomotive  engineers,  especial  pains  is  taken  to  assure  the  management 
that  every  man  promoted  or  hired  for  such  duties  understands  the  running  of  loco- 
motives, the  rules  governing  the  movement  of  trains,  and  is  in  every  way  competent 
to  perform  the  work  required  of  him. 

THE   TEXAS   AND   PACIFIC   RAILWAY   COMPANY. 

[By  John  A.  Grant,  General  Manager  and  Chief  Engineer.] 

We  have  no  insurance  fund  or  guaranty  fund  of  any  sort  to  provide  for  employes 
of  this  company  on  which  they  have  a  right  to  draw  in  case  of  sickness  or  accident. 
We  have,  however,  a  hospital,  under  the  supervision  of  a  skilled  physician  and  sur- 
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ffoon.  This  hospital  is  maiiitjiiiicd  by  a  certain  amount  contributed  monthly  by  the 
employes,  viz  :  All  employes  receivin<;  $100  or  leas  contribute  the  sum  of  '25  cents  per 
month  ;  those  receiving  salary  of  more  than  $100  i)er  month  contribute  the  sum  of  50 
cents  per  month.  This  company  owns  several  hotels  and  lodging-houses  at  terminal 
points,  which  are  leased  with  the  understanding  that  they  are  to  charge  employes 
one-half  of  commercial  rates.  No  provision  has  ever  been  made  by  this  company  for 
technical  education  in  our  shops  further  than  tbe  training  of  apprentices  in  a  thorough 
and  practical  manner.  Our  apprentices  are  induced  during  their  apprenticeship  to 
labor  for  marked  efliciency  by  advancing  their  wages  yearly.  The  first  year  we  pay 
our  apprentices  7^  cents  per  hour  ;  second  year,  10  cents  per  hour  ;  third  year,  12^ 
cents  per  hour;  fourth  year  15  cents  per  hour ;  and  lifth  year,  17^  cents  per  hour. 
The  only  rule  we  have  concerning  engineers  and  firemen  is  that  Ave  require  an  engi- 
neer to  pass  a  thorough  examination  in  the  transportation  department  as  to  their 
understanding  of  the  time-card  rules  ;  then  we  give  them  various  questions,  and  if 
their  answers  are  satisfactory  we  give  them  a  trial  on  the  road.  If  they  do  not  come 
up  to  our  expectations  they  are  dismissed  from  the  service.  Firemen  we  select  from 
our  ranks  according  to  record,  time  of  service,  and  general  habits  and  deportment 
during  the  time  on  the  road  ;  then  they  are  required  to  pass  the  same  examination 
as  engineers  from  other  roads,  who  have  made  their  record,  and  who  make  applica- 
tion for  a  position  as  engineer,  with  duly-approved  papers  from  the  road  last  with. 

TEXAS   PAN   HANDLE. 

[By  C.  F.  Meek,  General  Manager.] 

There  is  no  insurance  or  guaranty  fund  provided  by  the  company  for  the  employes, 
but  employes  in  nearly  every  instance  carry  an  accident  insurance  at  a  very  low  rate, 
the  premium  for  which  is  paid  in  installments,  and  deducted  monthly  from  the  wages 
of  the  employ6  insured. 

The  company  has  lodging  and  eating  houses  for  train-men  only  at  points  where 
there  is  no  settlement  and  these  conveniences  are  not  otherwise  provided. 

We  have  no  provision  for  technical  education  in  our  shops.  We  find  it  to  our  ad- 
vantage to  rely  more  upon  actual  experience  in  train  and  road  service,  coupled  with 
a  period  of  practical  experience  in  the  mechanical  department. 

Under  our  system  seniority  gives  men  preferment  in  every  instance  where  past 
services  have  been  efficient  and  meritorious. 

Locomotive  engineers  are  carefully  examined  by  master-mechanics  before  being 
employed.  Locomotive  engineers  and  all  train-men  are  carefully  examined  with  ref- 
erence to  the  rules  governing  the  running  of  trains  before  being  allowed  to  run. 

This  company  uses  the  uniform  code  which  is  in  effect  upon  nearly  all  railways  at 
the  present  time. 

Toledo,  Ann  Arbor  and  North  Michigan  Railway  Company. 

[By  H.  W.  Ashley,  General  Manager.] 

This  company  has  never  and  does  not  now  provide  any  fund  to  assist  employ68  in 
the  event  of  sickness  or  disability. 

We  compel  those  who  are  engaged  in  train  service  to  take  a  policy  in  some  acci- 
dent insurance  company  and  to  continue  to  carry  it  while  in  the  service. 

The  company  does  not  provide  any  lodging  or  eating  houses  for  its  employes  in  any 
department. 

Our  men  are  generally  taken  on  the  recommendation  of  officers  of  other  railroads^ 
We  do  not  have  any  recognized  system  of  promotion ;  the  small  number  of  our  em- 
ployes and  our  personal  acquaintance  with  them  making  such  a  system  undesirable. 
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UNION   PACIFIC   RAILWAY   COMPANY. 

[By  Thomas  L.  Kimball,  General  Manager.] 

Wo  have  uo  '' insurauce  or  guaranty  fund"  in  existence  on  the  Union  Pacific  lines, 
but  wo  have  what  is  known  as  the  hospital  fund,  which  originated  in  1881  by  A^olun- 
tary  contribution  of  the  emploj'es  of  the  Smoky  Hill  and  Denver  districts  of  our 
Kansas  division;  the  amount  paid  by  each  employe  being  50  cents  per  mouth.  In 
1882  this  was  made  uniform  over  the  entire  system  of  the  road,  and  continued  until 
February  1,  18S4,  when  the  assessment  was  reduced  to  40  cents  per  month.  lu  De- 
cember, 1884  it  was  reduced  to  25  cents  per  month  and  has  continued  at  that  rate 
ever  since.  On  account,  of  additional  benefits  which  have  from  time  to  time  crept  in 
during  the  past  five  years  it  has  finally  been  decided  to  restore  the  former  assessment 
of  40  cents  ;   this  will  go  into  effect  on  November  1  next. 

The  company  owns  its  hospital  at  Denver,  leases  a  building  for  hospital  purposes 
at  Ogden,  and  has  contracts  with  the  hospital  at  Omaha,  Kansas  City,  and  one  or 
two  other  points  on  the  line,  under  which  patients  are  cared  for  at  a  stipulated  price 
per  day  or  per  week. 

The  company  does  not  especially  provide  eating  or  lodging  houses  for  train-men 
when  away  from  home,  except  such  as  are  maintained  for  general  purposes.  In 
isolated  places  we  have  what  are  known  as  bunk-houses  for  use  of  our  train-men,  and 
at  several  points  we  have  recently  established  reading-rooms. 

The  usual  form  of  apprenticeship  prevails  in  our  mechanical  department,  under 
which  it  is  sought  to  train  men  for  the  service. 

In  matter  of  promotions,  we  have  considered  the  men  largely  with  a  view  to  their 
general  merits  and  efficiency,  but  have  uo  special  recognized  rule  iu  that  direction. 
Wo  employ  the  general  rules  in  force  on  nearly  all  of  the  railroads  of  the  United 
States  to  insure  competency  of  locomotive  engineers  and  train-men. 

UTAH   CENTRAL  RAILWAY   COMPANY. 

[By  Francis  Cope,  General  Freight  and  TrafiSc  Agent.] 

The  Utah  Central  Railway  Employes'  Mutual  Aid  Society  is  the  only  insurance  or 
guaranty  fund  of  any  sort  provided  for  the  employes  of  the  Utah  Central  Railway 
Comijany.  It  has  been  in  existence  about  fifteen  years,  and  has  been  very  success- 
fully managed  and  gives  excellent  satisfaction  to  its  members.  It  is  unlike  most 
benefit  societies,  being  confined  to  actual  employes,  and  when  a  person  leaves  the 
service  of  the  company  he  also  leaves  the  society,  but  is  allowed  to  draw  any  sur- 
plus profits  which  may  stand  to  his  credit  on  the  books.  The  relief  is  limited  in 
duration  to  six  months'  full  pay,  and  three  months'  half  pay  continuously,  after  which 
time  the  member  has  no  further  claim  on  the  society.  In  case  of  frequent  sickness 
no  member  is  entitled  to  receive  more  than  six  months'  full  pay  and  three  months' 
half  pay  within  a  period  of  fifteen  months.  The  payments  to  the  society  arc  classi- 
fied respectively  A,  B,  and  C,  the  payments  being  $1.50,  ^l,  and  50  cents  per  month. 
In  cases  of  sickness,  the  relief  is,  class  A  $56,  per  month,  B  $37,  and  C  $19.  In  cases 
of  death,  class  A,  $225  ;  class  B,  $150;    class  C,  $75. 

The  society  was  established  by  the  emyloyds  themselves,  and  is  regarded  as  a  very 
beneficial  institution.  The  secretary  is  paid  about  $180  per  year  for  attending  to  the 
business  of  the  society.  Each  member  is  credited  the  amount  of  his  contributions, 
and  is  charged  his  proportion  of  current  expenses,  including  sickness  and  death. 
Any  balance  remaining  in  his  favor  is  paid  to  him  in  full  on  leaving  the  company's 
service,  and  at  the  end  of  each  year  a  dividend  is  declared  proportionate  to  the 
amount  to  the  credit  of  each  member.  A  balance  of  $2,000  is  reserved  at  the  begin-, 
ing  of  each  year  as  a  fund  in  addition  to  the  current  contributions.  This  has  been 
found  ample  iu  all  ordinary  sickness  aud  deaths. 
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Tbo  Utah  Coiitral  Railway  is  only  1280  miles  lon^,  and  it  has  not  boon  nocossary  to 
establish  eating  or  lodging  houses  for  train-mou  when  away  from  homo,  neither  does 
it  provide  any  reading-rooms. 

No  provision  is  made  for  technical  education  in  our  shops.  A  number  of  ap[)rentiee8 
have  been  employed,  who  are  tanght  practical  business,  and  many  of  the  skilled 
mechanics  in  the  shops  to-day  have  been  tanght  there.  Promotion  has  been  regu- 
lated by  time  of  service  aiul  ability  (age  having  preference),  all  other  things  being 
ecjual.  This  rule  has  tended  to  insure  competency  of  locomotive  engineers  and  other 
train-men.  The  Utah  Central  has  recently  been  consolidated  with  other  western 
lines,  under  the  management  of  G.  M.  Cumming,  also  assistant  general  manager  of 
the  Union  Pacific  Railway  Company,  and  I  assume  that  many  of  the  modern  im- 
provements for  the  comfort  and  education  of  employes  will  be  adopted. 

VANDALIA  LINE. 

[By  John  G.  Williams,  Vice-President  and  General  Counsel.] 

This  company  has  no  insurance  or  gnarauty  fund  of  any  sort  provided  for  its  em- 
ploy«^s  on  which  they  have  a  right  to  draw  in  case  of  sickness  or  accident  or  from 
which  i)ayment  may  bo  made  to  their  families  in  case  of  death,  and  no  attempt  has 
ever  been  made  to  establish  such  a  fund.  There  is  in  nearly  every  department  of  the 
operating  service  of  this  company  a  brotherhood  to  which  the  men  in  each  depart- 
ment respectively  belong,  such  as  the  Brotherhood  of  Locomotive  Engineers,  of 
Locomotive  Firemen,  the  Conductors'  Association,  etc.  These  brotherhoods  and  as- 
sociations each  maintain  a  fund  applicable  to  the  relief  of  its  members  in  cases  of 
sickness,  accident,  or  death,  and  so  far  as  my  experience  goes  I  am  of  the  opinion  that 
railway  employes  generally  perfcr  to  create,  manage,  and  distribute  such  a  fund 
rather  than  to  commit  the  whole  matter  to  the  management  and  control  of  the  com- 
pany. 

We  employ  surgeons,  whose  services  the  men  in  case  of  injuries  received  whilst  in 
th'3  service  of  the  company  are  at  liberty  to  command  free  of  charge,  and  in  such 
cases  we  also  furnish  without  cost  to  the  employd  the  necessary  medicines  and  medi- 
cal supplies.  In  addition  to  this,  when  an  employd  is  injured  in  the  service  of  the 
con)pany  without  fault  on  his  part  we  aim  to  give  him  during  his  disability  such 
reasonable  assistance  as  his  case  seems  to  merit,  and  the  families  of  employes  killed 
in  the  service  of  the  company  under  like  circumstances  receive  the  same  favorable 
consideration. 

Many  of  the  men  insure  in  accident  companies,  the  premiums  being  paid  monthly, 
and  in  small  amounts,  and  we  encourage  them  to  do  this,  believing  that  where  the 
employ^  bears  a  part  or  all  the  cost  of  his  insurance  he  will  at  least  take  as  good 
care  of  himself  as  if  the  insurance  was  carried-for  him  without  any  outlay  on  his  part. 

The  company  has  no  eating  or  lodging  houses  for  train-men  when  away  from  home, 
nor  does  it  provide  reading-rooms  or  other  places  of  resort.  The  runs'made  by  our 
train  crews  are  so  arranged  that  there  is  no  necessity  fur  the  former,  and  as  to  the 
latter,  there  is  a  reading-room  at  Indianapolis  and  one  at  East  Saint  Louis,  this  com- 
pany having  part  ownership  in  the  one  at  East  Saint  Louis,  to  which  our  eaiployds 
can  have  access  if  they  so  desire. 

There  is  no  special  provision  made  by  this  company  for  technical  education  in  our 
shops,  nor  are  there  any  special  rules  in  force  to  insure  the  competency  of  locomotive 
engineers  and  other  train-men.  Numbers  of  boys  enter  our  machine-shops  and  go  from 
there  as  liremen  and  afterwards  become  engineers ;  worthy  freight  brakemen  become 
freight  conductors,  and  the  latter  are  promoted  to  passenger  conductors.  To  this  ex- 
tent there  may  be  said,  I  suppose,  to  exist  a  recognized  system  of  promotion.  Nearly 
all  of  our  passenger  conductors  have  been  in  the  service  of  the  company  for  a  number 
of  years,  many  of  the  engineers  have  grown  up  in  the  service  of  the  company,  and  of 
of  course  where  we  employ  strangers  as  engineers  we  take  the  necessary  precautions 
to  satisfy  us  that  they  arc  competent  and  trustworthy. 
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WABASH   RAILROAD   COMPANY. 

[By  Charles  M.  Hayes,  General  Manager.] 

We  have  no  insurance  fund  or  guaranty  fund  of  any  character  provided  for  our  em- 
ployes on  which  they  have  the  right  to  draw  in  case  of  sickness  or  accident.  We  have 
estahlish'ed,  however,  a  hospital  system  in  connection  with  this  road,  under  the  rules 
of  which  employ6s  receiving  $50  per  mouth  and  over  contribute  50  cents  per  month 
from  their  wages,  and  those  receiving  less  than  $50  contribute  35  cents  per  month. 
This  contribution  entitles  them  to  treatment  in  our  hospitals  in  case  of  sickness  or 
injury,  or  to  such  prescriptions  as  they  may  wish  when  they  are  not  ill  enough  to  be 
removed  to  the  hospital  for  treatment. 

Our  employes  seem  to  be  generally  satisfled  with  this  arrangement,  as  we  now  hear 
very  few  complaints  from  them  regarding  it. 

Eating-houses  have  been  established  at  various  points  along  our  line  both  for  the 
accommodation  of  passengers  and  train-men.  The  latter  obtain  meals  at  special  low 
rates  at  all  of  these  houses.  We  also  have  a  dining-car  service  on  our  lines  east  of 
the  Missisippi  River,  and  all  company  employes  obtain  meals  on  the  dining  cars  at 
special  rates. 

This  company  contributes  a  certain  amount  per  month  (according  to  the  size  of  the 
place  and  the  number  of  our  employes  located  there)  to  the  support  of  reading  and 
recreation  rooms  under  the  supervision  of  the  Young  Men's  Christian  Association  at 
nearly  all  of  our  large  terminal  points.  It  has  also  been  our  policy  to  encourage  by 
money  subscriptions  and  otherwise  the  formation  of  literary  and  educational  societies 
at  such  points  along  our  line  where  any  number  of  our  employes  congregate  during 
their  leisure  hours. 

Apprentices  are  employed  in  our  different  shops  from  time  to  time,  who  are  usually 
selected  from  among  the  families  of  men  who  are  already  employed  by  the  company. 
They  are  usually  shown  preference  whenever  openings  which  they  are  capable  of  fill- 
ing occur.  This  is  the  rule  governing  every  department  of  this  road  in  connection 
with  the  promotion  of  employes  and  the  tilling  of  positions. 

We  have  our  regular  code  of  rules  for  the  government  of  engineers  and  other  train- 
men, a  copy  of  which  is  furnished  to  each  man  when  first  employed,  and  which  he  is 
required  to  carry  with  him  at  all  times  when  on  duty ;  but  before  he  is  allowed  to  per- 
form any  service  a  strict  examination  is  made  as  to  his  knowledge  of  the  rules  and 
regulations  to  ascertain  whether  or  not  he  is  capable  of  filling  the  position  he  seeks, 

WESTERN   AND   ATLANTIC   RAILROAD   COMPANY. 

[By  R.  A.  Anderson,  Superintendent.] 

No  insurance  fund  has  been  provided  nor  any  attempt  made  to  establish  such  a 
fund. 

We  have  no  eating  or  lodging  houses  for  the  use  of  employes,  nor  are  reading-rooms 
provided  for  the  same. 

No  provision  is  made  for  technical  education  further  than  receiving  apprentices  in 
the  car  and  machine  shops.  As  a  general  thing,  our  machinists,  engineers,  and  con- 
ductors are  promoted  from  the  shops,  firemen,  and  train-hands,  or  brakenicn.  This  we 
find  to  be  an  incentive  to  the  men,  as  they  have  to  prove  themselves  competent  before 
promotion. 

WESTERN  NEW   YORK   AND   PENNSYLVANIA   RAILROAD   COMPANT. 

[By  George  S.  Gatchell,  general  superintendent.] 

No  insurance  fund  or  guaranty  fund  is  provided  for  our  employes. 
We  have  at  Emporium  and  Rochester  terniinal  eating  an.c\  lodging  houses  ;  no  reacl-« 
ing-rooms. 
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No  techinical  education  is  given  in  our  shops,  bnfc  wo  have  a  small  pamplilefc,  with 
air-brake  cut,  which  must  be  understood  by  all  train-men.  There  is  a  recognized 
system  of  promotion  in  the  service.  There  are  no  special  rules  in  force  to  insure  the 
competency  of  engineers.  A  man  must  servo  a  certain  length  of  time  as  a  fireman^ 
and  then  the  general  master-mechanic  and  superintendent  must  be  satisfied  that  he 
is  competent  to  run  a  locomotive  before  he  is  allowed  to  do  so.  Conductors  are 
always  promoted  from  brakemen. 

WEST   SHORE   RAILROAD   COMPANY. 

[By  J.  D.  Layng,  General  Manager.] 

This  company  has  no  insurance  or  guaranty  fund  of  any  sort  provided  for  the  em- 
ployes of  our  company. 

The  company  has  no  eating  or  lodging  rooms  for  train-men,  but,  under  the  auspices 
of  the  Young  Men's  Christian  Association,  has  in  successful  operation  reading-rooms 
at  Weehawken,  New  Durham,  Frankfort  and  Bufifalo. 

There  is  no  special  provision  made  by  our  company  for  technical  education  in  its 
shops.  All  promotions  are  made,  as  a  rule,  in  the  order  of  age  of  service,  competency 
being  at  all  times  considered. 

All  the  engineers  and  conductors  are  required  to  pass  an  examination  by  the  head 
of  the  motive  power  department  of  the  division  superintendents  before  being  allowed 
to  assume  charge  of  an  engine  or  train. 

WHEELING  AND   LAKE  ERIE   RAILWAY  COMPANY. 

[By  M.  D.  Woodford,  Vice-President  and  General  Manager.] 

We  have  no  insurance  fund  or  guaranty  fund  of  any  sort  on  this  line.  We  own  no 
eating  or  lodging  houses  for  train-men  when  away  from  home,  but  arrange  with 
parties  to  conduct  such  establishments  near  our  track,  so  that  they  can  have  proper 
places  for  getting  meals  and  lodging.  We  give  the  proprietors  of  such  places  as 
many  facilities  as  we  can,  so  as  to  make  their  location  permanent.  We  have  no  pro- 
vision for  technical  education  in  our  shops.  Our  promotions  are  in  the  order  of  age 
and  competancy,  but  we  have  no  especial  rules  governing  this.  <^ 

WISCONSIN  CENTRAL   COMPANY. 

[By  S.  R.  Ainslie,  General  Manager.] 

This  company  has  no  insurance  or  guaranty  fand  of  any  sort  provided  for  the  em- 
ployes of  this  company  upon  which  they  have  a  right  to  draw  in  case  of  sickness  or 
accident,  or  from  which  payment  may  be  made  to  their  families  in  case  of  death,  etc. 
We  have  never  endeavored  to  establish  such  a  fund,  and  can  not,  therefore,  say  whether 
same  would  be  objectionable  or  acceptable  to  employes  of  this  company. 

This  company  has  no  regular  eating  or  lodging  houses  for  train-men  when  away 
from  home,  but  we  have  a  regular  form  of  meal  ticket  which  is  issued  to  employes, 
and  same  is  honored  at  any  of  the  company's  eating-houses,  and  at  a  great  many 
boarding-houses  along  the  lines  of  this  road.  In  regard  to  reading-rooms  and  places 
of  resort,  I  will  say  that  this  company  contributes  a  certain  amount  each  month  to 
the  Young  Men's  Christian  Association  reading-rooms  at  the  different  division  head- 
quarters of  this  company,  with  the  understanding  that  said  reading-rooms  are  to  be 
open  at  all  times  to  the  employes  of  this  company. 

In  regard  to  men  in  shops  receiving  a  technical  education,  thereby  fitting  them- 
selves for  service  with  our  company,  I  will  s^y  that  no  regular  organized  system  is 
established,  but  they  are  aided  in  every  way  possible  in  securing  such  education  by 
^hoae  in  charge ;  but  of  course  the  efficiency  obtaipe^  depends  a  good  deal  upon  hpw  9> 
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man  devotes  himself  to  the  work  engaged  in.  In  regard  to  the  matter  of  promotion, 
we  adopt  strictly  civil-service  principles,  the  man  next  in  line  of  promotion  heiug 
given  the  preference  where  his  ability  and  knowledge  fit  him  for  the  position.  All 
traiu-men  and  engineers  are  subjected  to  a  rigid  examination  before  being  assigned  to 
their  respective  duties. 


RELATIONS  EXISTING  BETWEEN  RAILWAY  CORPORATIONS  AND 

THEIR  EMPLOYES. 

Insurance,  Rules  of  Apprenticeship,  and  Grades  of  Service. 

LABOR  organizations. 

Some  facts  appearing  in  the  answers  of  the  heads  of  several  labor  organizations, 
viz  :  The  Grand  Lodge  Brotherhood  of  Locomotive  Firemen,  Brotherhood  of  Rail- 
road Brakemen,  Order  of  Railway  Conductors  of  America,  Grand  International 
Brotherhood  of  Locomotive  Engineers,  and  the  Switchmen's  Mutual  Aid  Association  of 
North  America;  also  letters  of  Harry  J.  Gray,  secretary  of  Shop  Employes'  Mutual 
Aid  Society,  St.  Paul,  Minneapolis  and  Manitoba  Railway,  and  E.  R.  Bristol,  of  the 
Railway  Employes'  Club,  Chicago,  Milwaukee  and  St.  Paul  Railway,  with  accompa- 
nying pamphlets,  on  August  12  the  following  circular  was  sent  by  the  secretary  of 
the  Interstate  Commerce  Commmission  to  railroad  journals  as  a  matter  of  news,  to 
railroad  commissioners  for  information,  and  to  the  heads  of  organizations  of  rail- 
way employes  for  answer. 

circular. 

Interstate  Commerce  Commission, 
Washington,  August  1,  1889. 


Dear  Sir  :  A  knowledge  of  the  facts  regarding  the  relations  which  exist  between 
the  railway  corporations  and  their  employes  is  always  of  public  importance  and 
may  be  particularly  useful  to  the  Commission  in  some  cases  in  order  to  enable  it 
to  perform  its  duties  in  such  manner  as  best  to  subserve  the  interests  involved.  Be- 
lieving, therefore,  that  you  will  willingly  co-operate  in  obtaining  the  facts,  you  are 
respectfully  requested  to  transmit  to  this  office  a  reply  to  the  following  questions: 

(1)  Is  there  an  insurance  fund,  guaranty  fund,  or  any  other  fund  from  which  the 
members  of  your  order  may  receive  payment  in  case  of  sickness  or  accidental  injury, 
or  from  which  their  families  may  draw  in  case  of  death  ?  If  such  fund  exists  please 
state  when  it  was  established,  and  whether  by  the  railroad  corporation  or  the  em- 
ployes; how  it  is  accumulated  ;  how  maintained,  and  give  any  other  facts  that  may 
be  important  to  a  full  understanding  of  its  history  and  workings.  If  no  such  fund 
exists  please  state  if  its  establishment  was  ever  attempted;  if  so,  to  what  extent,  if 
at  all,  the  attempt  succeeded,  and  why  it  failed. 

(2)  Does  your  order  insist  upon  any  rules  of  apprenticeship,  and  if  so,  what  are 
they  ?  If  a  foreman  or  brakeman  can  only  become  engineer  or  conductor  after  a  term 
of  service,  please  state  what  that  term  is. 

^3)  In  the  case  of  engineers  and  conductors,  are  their  grades  of  service  recognized 
either  by  the  order  to  which  the  employes  belong  or  by  the  employing  company  ?  If 
80,  what  are  those  grades,  and  what  are  the  conditions  for  passing  from  one  to  the 
other?  In  the  case  of  men  engaged  in  shop  work,  are  promotions  made  from  the 
ranks  of  the  employes  or  are  men  brought  from  the  outside  to  fill  the  positions  of 
foremen  and  the  like  ?  If  no  recognized  custom  exists,  please  state  whether  it  has 
been  the  subject  of  discussion  hitherto,  and  what  has  been  the  impediments,  if  any, 
to  its  establishment.  Copies  of  papers  or  documents  bearing  upon  these  questions 
and  calculated  to  elucidate  the  subjects  will  be  thankfully  received. 

By  order  of  the  Commission. 

Edw.  a.  Moseley, 

Secretary. 
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CHIEF  ARTHUR  AND  THK  ENGINEERS. 

On  An<jjnst  14,  Mr.  P.  M.  Arthur,  Grand  Chief  Engineer  of  the  International  Brother- 
hood of  Locomotive  Engineers,  replied  substantially  as  follows: 

"The  Brotherhood  of  Locomotive  Engineers  established  an  insnrance  association 
in  December,  18(57.  It  is  optional  with  the  members  of  the  brotherhood  to  take  out 
policies.  Certificates  of  membership  are  issued  to  the  amount  of  $4,500,  and  it  is 
discretionary  with  the  members  whether  they  take  out  one,  two,  or  three  policies, 
each  one  calling  for  $1,500.  In  the  event  of  death  pay  is  according  to  the  number  of 
policies  held,  and  the  same  amount  is  paid  for  the  loss  of  a  hand,  foot,  or  limb,  or 
total  loss  of  eye-sight.  We  have  paid  through  this  channel  to  widows  and  orphans 
of  disabled  members  of  the  association  $2,500,000. 

''  Many  of  our  subdivisions  have  also  established  so-called  weekly-benefit  societies, 
which  pay  to  the  members  from  $10  to  $12  a  week  at  a  cost  of  50  cents  a  month  to 
each  member.  We  have  also  in  use  by  divisions  a  form  of  charity  blank  for  a  member 
who  has  been  sick,  out  of  employment,  or  in  need.  It  is  filled  out  and  sent  to  the 
convention  by  the  delegate  of  the  division.  Such  claim  is  there  examined  and  the 
amount  determined.  We  distribute  each  year  from  $10,000  to  $12,000.  This  money 
is  received  from  the  profit  on  our  Journal  and  other  miscellaneous  matter  furnished 
the  subdivisions.  We  had  paid  in  this  way  about  $500,000.  The  relief  fund  now 
being  introduced  by  the  railway  companies  was  unknown  at  the  time  we  established 
onr  plan  of  insurance. 

''  No  man  can  become  a  member  of  the  brotherhood  unless  he  is  twenty-one  years 
of  age,  has  had  one  year's  experience  as  a  locomotive  engineer,  is  of  good  moral  char- 
acter and  temperate  habits,  and  can  read  and  write.  As  a  rule  engineers  are  pro- 
moted from  firemen  and  conductors  from  brakemen.  Length  of  service  before  pro- 
motion depends  to  a  great  extent  upon  the  character  of  the  man.  Sohie  of  the  roads 
are  requiring  examinations  for  promotion,  but  this  was  not  so  when  I  was  in  active 
service  as  locomotive  engineer  fifteen  years  ago.  It  is  customary  on  all  roarls  where 
merit  and  ability  are  equal  to  give  the  oldest  in  the  service  the  preference  of  engines 
and  trains. 

''  When  a  fireman  is  first  promoted,  as  a  rule  he  is  placed  on  a  switching  train,  then 
a  construction  train,  a  freight  train,  and  a  passenger  train.  •The  length  of  time  he 
serves  on  each  depends  generally  upon  demand  for  road  engineers  and  the  ability  of 
the  man  himself.  On  a  majority  of  the  roads  promotions  are  made/rom  the  ranks  of 
the  employes,  though  there  may  be  instances  where  men  are  brought  from  the  outside 
to  fill  positions  of  authority." 

Concerning  the  troubles  arising  over  beneficiary  organizations,  Baltimore  and  Ohio 
troubles,  and  the  recent  attack  of  the  Reading  on  the  brotherhoods  Mr.  Arthur  says: 

"  It  is  a  mistaken  policy  on  their  part.  They  may  feel  aggrieved  at  the  action  of 
some  of  the  members  of  these  organizations,  but  they  should  not  condemn  all  for  the 
misdeeds  of  a  few.  Even  if  they  succeed  in  preventing  the  men  from  joining  for  a 
time,  sooner  or  latter  they  will  identify  themselves  with  some  one  of  the  labor 
organizations. 

"The  same  trouble  occured  in  the  early  days  of  the  brotherhood  with  the  Grand 
Trunk  road  and  the  Chicago  and  North-Western,  and  from  these  examples  it  is  seen 
that  when  men  are  dismissed  for  joining  labor  organizations  it  results  simply  in  their 
meeting  secretly  in  out-of-the-way  places  until  they  become  thoroughly  organized, 
when  the  dismissal  of  one  means  the  discharge  of  all, 

"It  is  in  the  interest  of  railway  companies  to  aid  and  assist  their  employes  to  com- 
bine together  for  mutual  benefit  and  protection.  Tbe  brotherhood  has  been  instru- 
mental in  giving  the  railway  companies  a  better  class  of  men  than  they  would  other- 
wise have  had.  Their  laws  are  very  rigid  as  to  drinking,  they  having  expelled  during 
the  last  year  three  hundred  and  seventy-five  members  for  intoxication;  and  when- 
ever a  man  is  detected  dissipating  he  is  punished  and  the  officers  of  the  road  are 
notified  of  the  same." 
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MR.    WHEATON  AND  THE  CONDUCTORS. 

On  August  15  Mr.  C.  S.  Wheaton,  Grand  Chief  Conductor  of  the  "  Order  of  Railway 
Conductors  of  America,"  replied  as  follows: 

** There  is  an  insurance  fund  connected  with  our  organization.  It  is  on  the  assess- 
ment plan,  and  from  it  members  derive  a  benefit  in  the  amount  of  $2,500  in  case  of 
total  disability,  or  their  heirs  the  same  amount  in  case  of  death.  The  fund  was 
established  in  1882,  and  since  that  time  there  has  been  paid  from  the  treasury  of  the 
fund  over  $500,000.  It  is  raised  on  the  mutual  benefit  plan  of  |1  an  assessment  on 
each  member  when  a  claim  is  approved,  and  any  balance  over  the  claim  is  kept  till 
the  sum  of  such  balances  over  paid  claims  shall  equal  a  claim,  when  no  assessment 
is  made.  No  railroad  company  contributes  to  its  support.  Many  of  our  divisions 
have  in  their  own  by-laws  provisions  for  the  payment  of  sick  benefits  per  week  in 
case  of  sickness. 

"Our  order  does  not  interfere  in  any  way  with  the  established  rules  of  railway  com- 
panies in  the  employment  or  promotion  of  conductors.  An  employ^  is  not  eligible  to 
membership  in  the  order  until  he  has  been  found  competent  to  take  charge  of  a  train 
as  conductor  and  as  such  has  been  in  the  employ  of  the  company  for  two  years,  and 
unless  his  moral  character  is  sufficiently  established  to  permit  membership. 

''We  do  not  recognize  grades  in  our  order,  as  ail  men  stand  alike,  whether  they  * 
have  run  trains  two  or  six  years  or  whether  employed  as  freight  or  passenger  con- 
ductors. If  a  man  is  unfortunate  and  loses  his  position  it  does  not  change  his  posi- 
tion in  the  order.  In  short,  we  do  not  believe  we  have  the  right  to  interfere  with  the 
officers  of  the  company  in  the  handling  of  their  men,  or  dictate  to  them  whom  they 
shall  employ.  However,  if  injustice  is  done  to  our  men,  we  frequently  intercede  for 
them  to  secure  justice  for  all." 

MR.    O'SHEA  AND   THE   BRAKEMEN. 

On  August  27  Mr.  Edward  F.  O'Shea,  Grand  Secretary  and  Treasurer  of  the  Brother- 
hood of  Railroad  Brakemen,  replied  in  substance  as  follows: 

"  The  Grand  Lodge  of  the  Brotherhood  of  Railroad  Brakemen  has  a  beneficiary  fund 
in  which  all  members  participate.  This  fund  is  maintained  by  assessments,  and  in 
cases  either  of  total  disability  or  death  the  beneficiary  or  person  named  in  the  bene- 
ficiary certificate  receives  $1,000.  The  fund  was  established  in  1884,  and  up  to  date 
we  have  expended  $528,097.70^  and  at  the  present  time  we  are  paying  one  claim  of 
$1,000  per  day.  Our  brotherhood  also  pays  benefits  to  the  sick  and  distressed,  but 
each  subordinate  lodge  takes  care  of  its  own  cases  and  raises  its  funds  by  monthly 
dues.     Many  thousand  dollars  are  expended  each  year. 

"Our  brotherhood  has  norules  of  apprenticeship,  but  we  believe  that,  other  things 
being  equal,  the  oldest  brakeman  should  receive  preference  when  promotion  is  to  be 
made.  "This  is  not  always  done,  as  sometimes  men  are  brought  from  the  outside  and 
get  positions  as  conductors.  This  is  one  of  the  causes  of  dissatisfaction  in  the  service. 
We  have  thousands  of  conductors  in  our  brotherhood  (promoted  from  brakemen  since 
becoming  members)  who  retain  membership  with  us  from  choice,  but  they  are  all  on 
equal  footing  in  every  respect  with  our  other  members. 

"  With  few  exceptions  our  brotherhood  has  had  no  differences  with  railroad  com- 
panies, but  on  the  contrary  is  recognized  by  most  of  the  managers  as  a  positive  bene- 
fit to  their  employees,  and  consequently  to  the  service  of  their  road." 

As  to  the  "  relief  associations  "  Mr.  O'Shea  says : 

"Some  of  the  principal  lines  have  lately  organized  so-called  'relief  associations' 
for  the  ostensible  purpose  of  '  caring  for  our  dear  employes,'  but  the  real  purpose  is  to 
undermine  and  ultimately  to  destroy  the  brotherhood  and  place  the  men  entirely  at 
the  mercy  of  the  corporations.  The  brakeman  does  not  receive  wages  commensurate 
with  the  work  he  performs  or  the  dangers  he  is  compelled  to  undergo  ;  hence  he  is 
UDable  to  keep  up  bis  membership  in  more  than  one  orgaoigation,  and,  as  a  portion  of 


RAILWAY   CORPORATIONS    AND    THEIR   EMPLOYl^S.  389 

his  waji^os  is  rotainod  ojich  month  for  his  inomborshii)  in  tlio  relief  fund,  hci  has  no 
choice  in  (ho  nuitter.  A  protest  will  result  iu  (lischar<;«i,  and  a  d i sell ar <^o  ft)rfe its  all 
moneys  paid  into  the  fuud.  The  relief  fund  is  a  delusion  and  a  snare,  and  many  of 
the  brakemen  know  it  from  bitter  experience." 

The  constitution  and  general  rules  of  the  Brotherhood  of  Railroad  Brakemen  accom- 
panied Mr.  O'Shea's  letter. 

MR.    SARGENT   AND   THE   FIREMEN. 

On  the  5th  of  September  Mr.  F.  P.  Sargent,  Grand  Master,  replied  for  the  Grand 
Lodge  Brotherhood  of  Locomotive  Firemen,  accompanying  his  letter  with  the  consti- 
tution of  the  order  and  copies  of  the  agreements  between  locomotive  engineers  and 
firemen  and  railway  officials.     His  reply  is  mainly  as  follows  : 

"  The  Brotherhood  of  Locomotive  Firemen  was  first  instituted  in  1873  as  a  benevo- 
lent insurance  association.  The  system  of  paying  benefits  was  this:  A  certificate  of 
membership  was  issued  to  each  member  under  seal  of  the  association,  and  such  cer- 
tificate of  membership  constituted  a  lite-insurance  policy.  The  certificate  stated  for 
whose  benefit  the  insurance  was  made.  It  also  stated  the  agreement  on  the  part  of  the 
association  to  pay  to  the  party  or  parties  as  above,  or  to  the  legal  heirs  or  representa- 
tives of  the  same,  the  sum  of  50  cents  from  each  and  every  member  of  the  association 
in  good  standing  at  the  time  of  the  death  of  the  insured,  providing  the  number  of 
members  should  not  exceed  2,000. 

'^  On  the  death  of  a  member  proof  is  made  by  the  proper  officials,  and  the  claim  is 
laid  before  the  finance  committee  and  if  approved  an  order  on  the  sinking  fund  is 
drawn  for  a  sum  equal  to  50  cents  a  member  (in  good  standing),  provided  the  number 
of  members  does  not  exceed  2,000;  but  if  the  number  does  exceed  2,000,  an  order  for 
$1,000,  the  maximum  polic",  is  drawn.  There  is  a  disability  department,  also,  under 
the  same  rules  and  same  officers,  but  with  a  separate  sinking  and  expense  fund. 
Each  member  can  join  either  or  both.  Each  has  a  separate  entrance  fee  and  separate 
certificate  of  membership.  The  accounts  are  kept  separately,  and  each  bears  its  pro- 
portion of  the  general  expense  of  the  association  pro  rata,  according  to  the  number  of 
members.  The  system  was  changed  in  1881,  and  became  a  compulsory  feature  of  the 
order.  The  amount  of  insurance  iu  each  case  was  made  $1,000.  The  assessment  re- 
mained the  same,  i.  e.,  50  cents.  Any  member  refusing  to  pay  an  assessment  is  sus- 
pended until  such  arrearage  is  paid.  Claims  are  issued  not  exceeding  three  per 
month,  and  the  several  surpluses  over  $1,000  on  each  claim  are  preserved  until  such 
surplus  has  reached  $1,000,  with  which  a  claim  is  paid  without  assessment.  Total 
disability  is  treated  the  same  as  a  death  claim,  as  is  also  the  loss  of  an  arm  or  leg  or 
eye-sight. 

''This  system  remains  in  effect  at  present  save  that  the  policy  was  increased  to 
$1,500  in  1884.  It  has  been  the  principal  feature  of  the  order  and  one  of  the  cheapest 
insurances  offered  to  locomotive  engine  men.  From  the  organization  of  the  order 
till  February  1,  1889,  there  was  paid  on  death  and  disability  claims  $1,352,000. 

"The  membership  is  now  18,000,  every  one  carrying  a  policy  of  $1,500  payable  in 
case  of  death,  total  disability,  or  loss  of  eye-sight,  hand,  or  foot.  We  disburse 
monthly  $25,000  in  benefits. 

"The  order  realizes  the  necessity  of  discipline,  believes  in  railway  companies  rec- 
ognizing merit,  and  asks  to  have  the  oldest  firemen  in  service  promoted  when  they  are 
competent  and  worthy,  and  opportunity  offers.  We  have  no  fixed  time  for  a  fireman 
to  servo  before  promotion,  leaving  it  to  the  judgment  of  the  master  mechanic  under 
whom  he  may  be,  but  we  desire  when  a  company  wants  engineers,  that  the  firemen 
be  promoted,  the  oldest  in  service  being  examined,  and  if  found  competent  advanced. 
This  will  be  an  incentive  to  the  firemen  to  be  diligent  and  competent. 

"  Another  desire  of  the  order  is  to  obtain  employment  for  good  firemen  who  through 
accident,  olc  neglect  of  duty  have  lost  situations,  yet  whose  accident  or  neglect  would 
not  debar  them  from  following  the  occupation  on  another  road.    We  do  not  insist 
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upou  this,  but  hope  to  introduce  it,  believing  that  experienced  men  are  preferable  to 
those  taken  from  the  farm  or  shop.  The  relationship  existing  between  the  companies 
and  members  of  our  order  is  wholly  harmonious." 

MR.  SIMSROTT  AND  THE  SWITCHMEN. 

On  October  7  Mr.  William  A.  Simsrott,  Grand  Secretary  and  Treasurer  of  the 
Switchmen's  Mutual  Aid  Association  of  North  America,  wrote  thus: 

"We  have  a  guaranty  fund  which  is  governed  by  the  local  lodges,  and  only  pay 
benefits  in  cases  of  accident,  sickness  not  included.  In  case  of  death  or  total  dis- 
ability we  pay  $900.  This  regulation  was  established  in  March  1886.  The  fund  is 
raised  yearly  at  our  annual  convention  and  accumulates  by  a  pro  rata  assessment  on 
each  member  of  the  association. 

'*  As  to  our  rules  of  apprenticeship,  it  is  necessary  for  any  man  desiring  to  join  our 
association  to  have  followed  this  vocation  for  one  year;  but  we  do  not  insist  upon 
apprenticeship." 

TWO  OTHER  OPINIONS. 

Mr.  Harry  J.  Gray,  Secretary  of  Employes'  Mutual  Aid  Society,  St.  Paul,  Minneapo- 
lis and  Manitoba  Railroad,  writes  at  the  request  of  Mr.  George  Buck,  locomotive 
engineer: 

"  We  organized  our  Mutual  Aid  Society  in  December  last  and  the  benefits  began 
January  1.  We  are  satisfied  with  our  success  and  feel  assured  of  improvement. 
The  number  of   members  in  good  standing  is  305," 

Mr.  E.  R.  Bristol,  of  the  Railway  Employes'  Club,  Chicago,  Milwaukee  and  St. 
Paul  Railway,  who  incloses  a  pamphlet  containing  constitution  and  articles  of  con- 
federation, writes  as  follows: 

*'  The  beneficial  department  we  have  just  started,  with  excellent  prospects  for  the 
future  ;  such  changes  as  experience  suggest  will  be  made  from  time  to  time.  Our  club 
proper  we  started  a  year  ago,  being  compelled  to  do  so  by  hostile  legislation.  We 
then  had  a  membership  of  13,000." 
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RAILROADS  IN  FOREIGN  COUNTRIES. 

Abstract  of  and  extracts  from  papers  transmitted  from  the  Department  of  State  to  the  Inter- 
state  Commerce  Commission  upon  the  subject  of  foreign  railroads. 

CHINA. 

Papers  respecting  railroads  in  China  were  as  follows : 

(1)  H,  E.  Liu  Ming  Chuan's  memorial  on  railroads.  This  was  a  memorial  to  Her 
Majesty  the  Empress,  and  was  made  in  obedience  to  her  command.  It  was  devoted 
first  to  answering  charges  brought  against  railways,  and  second  to  the  advantages 
they  would  bring  to  the  Empire  as  a  means  of  strength  and  defense  and  in  promoting 
the  industries  and  development  of  the  country.  On  the  last  point  the  following  quo- 
tation is  made : 

The  memorialist,  considering  this  the  proper  time  when  needed  reforms  must  be 
made  and  strenuous  exertions  put  forward  for  the  public  weal,  repeats  that  China 
should  at  once  encourage  and  develop  her  commerce,  and  appoint  a  high  officer  of 
clear  discernment  and  incorruptible  disposition  to  take  direction  of  commercial  and 
industrial  affairs,  such  as  tea  and  silk  culture,  iron  and  coal  mining,  reclamation  of 
waste  land,  the  manufacture  of  articles  of  merchandise,  and  kindred  industrial  enter- 
prises should  be  undertaken  by  the  wealthy  classes  ami  merchants,  who  are  to  supply 
their  capital  and  formulate  their  own  regulations.  Officials  should  have  no  concern 
with  the  financial  affairs  of  such  companies,  nor  should  they  exercise  other  than  a 
supervisory  control,  and  to  see  that  these  mercantile  enterprises  suffer  no  injustice  or 
undue  restrictions  at  the  hands  of  others.  When  these  enterprises  have  once  been 
established  and  are  flourishing  their  operations  will  be  extended  to  frontier  provinces, 
and  even  to  outside  countries.  When  China  has  once  taken  the  lead  as  the  chiei 
mining  and  industrial  nation  in  the  world,  one  or  two  scores  of  years  will  suffice  to 
make  her  rich  and  populous,  when  the  world  will  not  be  able  to  offer  a  peer. 

(2)  Like  memorials  to  the  Throne  of  H.  E.  Chang  Chi-tung  and  Huang  Pung-nien. 

(3)  The  imperial  decree  sanctioning  the  Grand  Trunk  Railway,  a  line  from  Lu- 
kou-chiao  to  Hankow. 

(4)  Summary  of  the  report  of  the  admiralty  board  on  railroads.  The  report  sets 
forth  the  manifold  uses  of  railways  as  follows  : 

(1)  They  facilitate  Ihe  operations  of  coast  defense. 

(2)  The  expenses  of  maintaining  local  armies  will  be  curtailed. 

(3)  Transportation  of  troops  and  military  stores  will  be  expedited. 

(4)  Trade  and  commerce  will  flourish. 

(5)  Mines  will  be  opened  and  profitably  developed. 

(6)  Traveling  will  be  facilitated. 

(7)  A  regular  expeditious  mail-service  will  be  established. 

(8)  The  conveyance  of  famine  relief  will  be  prompt  and  rapid. 

It  also  dealt  with  the  respective  routes  proposed  and  their  relative  advantages  and 
cost,  the  necessity  for  government  subsidy  and  of  native  and  foreign  loans,  and  urged 
the  point  of  the  increased  wealth  and  greater  power  of  self-defense  which  railways 
will  give  to  China. 

The  memorials  alluded  to  were  very  able  and  interesting  discussions  of  the  ques- 
tion whether  China  should  adopt  the  policy  of  railroad  building ;  but  on  account  of 
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the  fact  that  the  question  lias  long  since  been  settled,  so  far  as  it  pertains  to  America 
as  well  as  on  account  of  the  great  length  of  the  documents,  they  are  omitted  from 
this  Appendix. 

In  transmitting  these  papers  to  the  Secretary  of  State,  Hon.  Charles  Denby,  Amer- 
ican minister  at  Peking,  says  in  his  communication  of  September  16,  18i9,  *'It  may 
be  said  that  at  last  a  new  era  of  progress  is  beginning  in  China  which  will  redound  to 
the  benefit  of  both  natives  and  foreigners,"  and  predicts  that  Shanghai  will  now  be- 
come one  of  the  great  cities  of  the  world. 

JAPAN. 

Information  transmitted  to  the  Commission  in  respect  of  railroads  in  Japan  was 
contained  in  a  communication  to  the  Secretary  of  State,  under  date  of  September  17, 
1888,  from  Hon.  Richard  B.  Hubbard,  American  minister  at  Tokio,  inclosing  a  gen- 
eral summary  of  the  report  of  the  railway  bureau  of  Japan  for  1887.  The  following 
quotations  are  made  from  Mr.  Hubbard's  letter  : 

The  report  of  the  Japanese  railway  bureau  for  the  period  from  April  1,  1887,  to 
March  31,  1888,  seems  to  cover  about  all  the  information  which  is  of  interest  as  to  the 
number  of  railroads  in  oy>eration,  under  construction,  and  contemplated;  the  cost  and 
details  of  construction,  the  cost  of  operation,  the  amount  of  capital  invested,  the  rev- 
enue and  net  profit,  the  number  of  locomotives,  cars,  etc.,  in  use,  the  value  of  plant, 
etc.,  of  the  lines  under  its  jurisdiction. 

The  total  number  of  miles  of  railway  in  operation,  besides  the  Hokkaido  Railroad 
in  northern  Japan,  at  the  end  of  the  tiscal  year  was  53:},  of  which  245  is  of  Govern- 
ment lines  and  288  of  the  Nippon  Railroad  Company's  lines,  interest  on  whose  bonds 
is  guarantied  b}^  the  Government. 

The  income  on  the  total  capital  invested  in  Government  lines  was  38  per  cent,  and 
on  the  total  productive  capital  58  per  cent. 

The  average  cost  of  the  245  miles  of  Government  railway  has  been  Yen*  71,863 
per  mile. 

In  the  table  of  the  cost  of  the  Nippon  Railroad  Company's  lines,  the  cost  per  mile 
of  the  three  d liferent  sections  is  put  down  as  Yen  32,754  Yen  21,260,  and  Yen  15,025, 
respectively. 

All  the  railways  in  Japan,  except  the  Hokkaido  Railroad  (not  mentioned  in  this 
report,  and  which  is  on  the  American  system — 61  miles),  have  been  built  and  are 
being  extended  on  the  European  system. 

Many  of  the  lower  class  of  cars  are  n  w  being  built  in  Japan,  while  most  of  the 
first-class  cars  and  nearly  all  the  locomotives  aie  purchased  in  Europe,  most  of  the 
locomotives  coming  from  England,  as  well  as  about  two-thirds  of  the  foreign  built 
cars;  while  Germany  has  supplied  about  one- third  of  the  cars  imported  from  abroad 
in  the  past  few  years. 

All  the  rails  have  come  from  England  and  Germany,  the  two  countries  furnishing 
nearly  equal  amounts  in  1887,  though  prior  to  a  few  years  ago  England  had  nearly 
all  tbe  rail  trade  of  Japa-n. 

As  to  further  railway  building  in  Japan  there  remains  of  the  Yokohama  Kodzn 
line  (Government  railway  )  174  miles  to  be  completed,  and  which  is  now  being  pushed 
forward,  and  will  be  finished  by  March  31,  1889. 

The  Nippon  Railroad  Company  hope  to  finish  the  remaining  241  miles  of  their  road 
also  as  soon  as  possible,  work  on  which  is  progressing. 

In  addition  to  the  above  there  will  be  about  1,400  miles  of  railway  either  surveyed, 
contemplated,  or  under  consideration  by  the  Government  and  by  private  companies, 
which  the  railway  bureau  calculates  will  be  built  in  the  next  ten  years,  and  esti- 
mates the  expenditure  on  the  same  will  be  made  at  the  rate  of  about  10,000,000  yen 
per  annum,  three  cr  four  tenths  of  which  it  is  estimated  will  go  abroad  for  material. 

This  does  not  include  roads  in  the  Hokkaido,  which  were  originally  constructed  on 
the  American  plan,  and  which  I  have  had  intimated  to  me  will  be  extended  at  no  dis- 
tant day  on  the  same  plan,  but  I  have  no  positive  information  as  to  the  extent  of  the 
proposed  lines  or  when  the  work  will  bo  undertaken,  though  information  has  reached 
me  in  quasi  official  manner  that  two  American  engineers  have  been  engaged  to  make 
the  survey  and  are  now  en  route  for  Japan. 

This  Hokkaido  line  is  not  treated  of  in  the  inclosed  report  because  the  railway 
bureau  has  no  control  or  jurisdiction  o<'er  this  line,  it  being  under  that  department 
of  the  government  known  as  the  ''Hokkaido  Administration." 

If  we  add  this  61  miles  of  road  to  the  533  miles  of  road  in  other  parts  of  Japan,  we 
find  that  the  number  of  miles  of  road  actually  in  operation  in  this  country  is  5L'4. 

*Yen  is  $1,008. 
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The  only  information  as  to  railroads  in  Persia  rc^ported  to  tlio  Commission  is  a  letter 
of  the  Hon.  E.  Spencer  Pratt,  minister  resident  and  consul-general  at  Teheran, 
under  date  of  September  28,  1  88,  directed  to  the  Secretary  of  State,  as  follows  : 

Sir:  In  my  No.  32  consnlar  series  of  the  4th  instant  I  had  the  honor  to  inform  the 
Department  on  the  snbject  of  two  Persian  railways,  oio  recently  completed  between 
Teheran  and  Shah  Abdonl  Azim,  and  the  other  in  conrse  of  construction  from  the 
town  of  Ambol  to  Mahamdated  on  the  Caspian  Sea.  I  have  now  the  honor  to  report 
that  information  has  reached  me  through  most  trusworthy  private  sources  that  the 
Shah's  government  has  just  been  asked  by  the  syndicate  which  constructed  the  Shah 
Abdonl  Azim  line  to  cede  it,  in  addition,  the  exclusive  right  to  connect  by  rail  the 
cities  of  Konin,  Teheran,  and  Casrine,  with  the  intention  of  seeking  later  on  the 
further  grant  to  extend  this  system  from  the  latter  point  northward  to  the  Caspian 
Sea,  and  from  the  former  southward  to  the  Persian  Gulf. 

NORWAY  AND   SWEDEN. 

Information  as  to  railroads  in  Norway  and  Sweden  is  contained  in  two  letters  of 
Hon.  Eufus  Magee,  American  minister  at  Stockholm,  to  the  Secretary  of  State,  writ- 
ten in  February  and  April,  1888.     In  the  first  letter  he  says  : 

I  have  personal  knowledge  of  the  construction  of  a  part  of  a  line  of  railway  in 
this  kingdom  the  past  year  that  is  not  without  some  interest,  in  the  fact  that  it  is 
the  mos<^.  northern  railway  in  the  world. 

A  few  years  ago  a  company  was  organized,  ostensibly  English,  to  build  a  line  of 
road,  commencing  at  a  town  named  Lulea,  on  the  west  coast  of  the  Bay  of  Bothnia 
thence  in  a  northwest  direction  to  Ofoten,  at  the  head  of  the  west  Fiord  on  the  Nor- 
wegian coast,  in  latitude  68°  50'  north. 

The  distance  from  Lulea  to  Ofoten  is  about  300  English  miles.  At  first  quite  on 
opposition  was  manifested  against  granting  a  charter  to  the  company,  it  being 
charged  that  the  enterprise  was  a  Russian  one,  and  by  this  means  Russia  could  gain 
her  long  desired  wish  of  an  outlet  to  the  North  Sea. 

Ultimately,  however,  the  concession  was  granted  and  the  work  has  now  been  un- 
der progress  for  two  years.  Dutch  capitalists  furnished  the  money,  while  English 
enterprise  is  in  control  of  the  work.     Seventy-two  English  miles  are  now  finished. 

The  object  of  this  road  is  to  convey  to  sea-board  the  iron  ore  in  the  interior  of  the 
country  and  heretofore  practically  inaccessible.  This  ore  is  the  richest  in  the  king- 
dom, running  as  high  as  75  per  cent.,  and  it  is  expected  a  very  great  market  will  be 
created  for  it,-  especially  in  Germany,  as  its  nearness,  cheapness,  and  richness  of 
quality  will  bo  potent  factora  in  its  contest  with  the  Spanish  ores,  which  are  at  pres- 
ent used  in  Germany. 

The  port  of  Ofertou  is  open  all  winter  and  vessels  of  the  largest  size  can  enter 
West  Fiord. 

The  Baltic  ports  are,  however,  closed  after  October  and  remain  so  until  the  last  of 
May.  Notwithstanding  the  extreme  degree  of  cold  in  the  latitude  (the  railway 
crosses  the  arctic  circle),  I  am  informed  men  can  work,  mines  and  forests  without 
much  discomfort,  and  that  no  ditficnlry  is  experienced  in  procuring  laborers. 

The  railroad  is  now  being  built,  commencing  at  Suudsvall,  about  250  miles  north  of 
Stockholm,  running  along  the  Bothnia  coast  to  Lulea,  but  it  progresses  slowly  and  it 
will  be  some  yeard  before  it  is  completed.  When  finished  there  will  be  a  continuous 
rail-line  from  Stockholm  to  the  arctic  circle.  This  line  is  owned  by  a  Swedish  com- 
pany. 

I  may  add  that  all  railway  lines  in  the  United  Kingdom,  so  far  as  my  experience 
goes,  are  better  ballasted  and  equipped  with  better  rolling-stock  and  comfort  in  trav- 
eling than  a)iy  other  country  in  Europe,  save,  perhaps,  in  Great  Britain,  and  are  cer- 
tainly equal  to  that  country. 

There  has  not  been  an  accident  on  a  Swedisb  line  since  ray  residence  in  the  country, 
which  of  itself  is  the  best  commentary  on  the  general  management.  I  trust  I  may  be 
able  to  forwaid  the  publications  requested  within  a  very  short  time. 

In  the  second  letter  Mr.  Magee  says  : 

Under  date  of  February  14  I  addressed  a  note  to  the  department,  in  which  I  sub- 
mitted eight  questions  and  to  which  I  asked  replies.  My  purpose  was  to  elicit  Imler 
information  than  I  was  enabled  to  gather  from  the  voluminous  and  altogether  unsat- 
isfactory volumes  of  statutes  furnished  by  the  department,  the  latest  of  which  was 
for  the  year  1885. 

My  first  inquiry  : 

1.  The  number  of  miles  of  new  railway  (state  as  well  as  private)  added  to  the 
system  for  the  year  1887. 
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Answer.  Duriug  the  year  1887  there  were  17  English  miles  of  state  and  52  m ilea 
(English)  of  private  railroads  constructed  and  opened  for  tratHc. 

2.  Under  what  authority  are  the  roads  managed  ? 

Answer.  The  state  railroads  are  managed  by  separate  departments,  called ''royal 
administration  of  railroad  traffic."  The  private  roads  are  managed  through  boards 
of  directors  annually  chosen  by  the  share-owners.  The  royal  administration  exer- 
cises a  supervisory  control  over  the  private  roads,  see  that  the  lines  are  kept  in  re- 
pair, regulates  traffic,  fixes  rates,  etc.,  which  require  Ihe  approval  of  the  King.  Tax 
assessments  are  likewise  fixed  by  His  Majesty.  Regulation  of  service  for  both  sys- 
tems is  made  by  the  royal  administration.  The  King  appoints  one  director  on  the 
board  of  a  private  corporation  that  has  received  assistance  from  the  state,  and  also 
appoints  agents  to  audit  the  accounts  of  such  railroads  and  to  report  to  him  upon 
their  management. 

3.  The  number  of  miles  (English)  of  state  and  of  private  railways  being  operated  in 
the  two  kingdoms  for  the  year  1887. 

Answer.  There  were  1,551  miles  of  state  and  3,040  miles  of  private  railways  under 
operation  at  the  close  of  the  year  1887. 

4.  The  aggregate  amount  of  capital  invested  including  cost  of  construction  and 
equipments. 

Answer.  The  cost  of  building  and  equipment  of  state  roads  (1,551  miles)  up  to  the 
31st  of  December,  1887,  amounted  to  $63,94ti,721.  The  cost  of  private  roads  for  the 
same  period  amounted  to  $08,437,564  for  3,040  miles. 

5.  The  per  cent,  of  profit  derived. 

Answer.  The  surplus,  after  cost  of  maintenance  and  operating  expenses  were  de- 
ducted, amounted  on  the  state  roads  to  2.4 L  cents  on  the  amount  invested,  while  on 
the  private  roads  the  per  cent,  was  3.54  cents. 

6.  The  character  and  extent  of  royal  grants,  including  lands,  etc.,  made  to  private 
corporations  in  aid  of  construction. 

Answer.  The  state  has  assisted  some  private  roads  with  loans,  and  allows  generally 
the  private  roads  to  use  Crown  lauds,  rock  from  Crown  quarries,  and  gravel  neces- 
sary for  construction.  The  state  has  loaned  to  private  roads,  for  which  it  holds  the 
bonds  of  the  companies,  the  sum  of  $12,893,555.  It  has  for  the  same  purpose  appro- 
priated without  obligation  for  repayment  the  sum  of  $1,053,992. 

7.  The  amount  of  indebtedness  incurred  by  the  kingdom  on  account  of  railroads 
and  the  annual  interest  charged  laid  thereon. 

Answer.  The  amount  of  tlie  funded  debt  created  in  constructing  railroads  is 
$65,548,861,  and  the  interest  thereon  is  at  an  average  of  4  per  cent,  per  anunm.  The 
revenues  of  the  state  roads,  as  well  as  of  roads  that  have  been  assisted  by  the  state, 
are  deposited  in  the  state  bank.  If  there  is  a  deficit  in  revenue  the  state  approfjri- 
ates,  in  ca.^e  of  state  railway,  sufficient  to  irieet  the  requirement.  The  shareholders 
of  private  corporations  must  take  care  of  their  obligations. 

I  may  add  that  the  railway  service  in  this  countr}^,  the  construction,  equipment 
convenience,  cleanliness,  promptness,  is  far  superior  to  what  I  have  ever  seen  in 
Germany,  France,  or  Belgium.  There  are  usually  four  classes  of  wagons.  The  large 
majority  of  passengers  ride  in  the  third  and  fourth  classes.  First-class  carriages  are 
more  expensive  than  the  best  service  on  American  railways.  The  rate  of  speed  is 
only  about  20  miles  an  hour,  but  this  includes  stops  which  are  very  frequent  and  are 
from  three  to  thirty  minutes  in  length.  The  stations  are  large,  usually  constructed 
of  either  stone  or  brick,  well  lighted  and  warmed  in  winter-time,  and  have  always  con- 
nected with  them  a  good  caf6  or  restaurant.  No  person  can  enter  a  compartment 
without  a  ticket  and  all  tickets  are  shown  and  punched  before  the  train  leaves  the 
station.  All  passenger  cars  are  heated  by  steam  and  lighted  by  gas.  All  trains  are 
moved  by  signal  and  from  the  moment  of  arrival  to  its  departure  from  the  station  is 
under  the  authority  of  the  station-master.  Every  employ^  is  uniformed  and  wears  a 
badge  designating  his  position.  Every  6  English,  or  1  Swedish  mile,  there  is  a  signal-- 
house  with  telegraph  apparatus  and  occupied  by  two  persons  called  track  walkers. 
Upon  the  passage  of  a  train  it  is  signaled  ahead,  while  the  men  walk  in  op])osite 
directions  on  the  track  one-half  the  distance  to  the  next  signal  station  for  the  purpose 
of  inspecting  the  road.  Every  possible  means  is  taken  to  prevent  accidents,  and  in 
my  now  nearly  three  years'  residence  in  this  country  there  has  not  been  a  life  lost  in 
the  railway  service  or  any  accident. 

No  one  is  permitted  to  walk  or  to  be  on  or  within  the  right  of  way  or  to  loiter  about 
stations  or  grounds  of  the  company.  The  masonry  used  in  the  building  of  piers,  abut- 
ments, etc.,  is  of  the  most  substantial  character,  while  all  bridges,  culverts,  and 
trestle-work  are  of  iron.  The  track  is  usually  ballasted  with  gravel,  with  stone  gut- 
ters to  carry  off  the  water,  while  the  banks  or  sides  of  both  cuts  and  fills  are  sodded. 
The  railroads  of  no  country  can  possibly  bo  superior  or  even  eqnafto  those  of  Sweden 
in  respect  to  the  construction,  and  they  well  might  serve  as  models.  There  is  perfect 
security  and  much  more  than  ordinary  comfort  in  traveling,  the  only  drawback  to 
the  American  traveler  being  the  slowness  of  time.     The  roads  are  managed  in  the  in- 
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terest  of  tlio  pooplo.  TIkmo  Ih  ho  speculation  in  tlieir  Hhiii<'.s,  flioic  Ih  no  a(lvor.s(M;rit- 
icisni  of  their  niana^onicnt,  and  tlu^  total  results  aro  tliiit  so  l";ir  ;is  it,  <foe.s  it  is  otm  of 
tho  best  if  not  the  best  railway  system  in  the  world.  Certainly  in  many  respects  it 
is  superior  to  American. 

There  is  but  one  road  at  present  under  construction  by  the  state.  That  is  a  road 
leadiuo-  from  Sundsvall,  225  English  n>iles  north  of  Stockholm,  runnin<r  int(Mior  from 
the  Baltic  coast  to  Umea.  The  i)hyHical  difticulties  in  constructing  this  line  are  very 
great;  there  are  a  large  number  of  rivers,  liords,  and  strean)S  to  bridge,  togi^ther  with 
granite  rock  excavation.  The  line  can  never  Ite  remunerative,  but  it  is  undertak(;n 
by  the  state  as  a  matter  of  defense.  The  Russian  Government  has  constructed  a  line 
of  road  from  Ilelsingfors,  on  the  Gulf  of  Finland,  to  IJleaborg,  on  the  Bothnia,  and 
is  building  a  line  from  the  latter  point  to  Haparanda,  at  the  head  of  the  Bay  of  Bothnia, 
at  the  extreme  western  limit  of  its  territory.  Sweden  feels  apprehensive,  and  hence 
is  building  the  line  I  have  mentioned. 

NETHERLAND  RAILWAYS. 

From  a  communication  addressed  to  the  Secretary  of  State,  under  date  of  August 
12,  1886,  by  Hon.  Isaac  Bell,  jr.,  American  minister  at  The  Hague,  it  appeared  that 
he  had  addressed  a  list  of  interrogatories  to  the  minister  of  foreign  affairs  covering 
the  principal  points  in  relation  to  the  administration  and  operation  of  The  Nether- 
lands railways. 

From  the  reply  it  appears  that  some  railway  lines  belong  to  the  state  and  others  to 
private  companies,  but  all  are  operated  by  private  companies. 

The  length  of  the  state  railways  in  1885  was  1,299,830  kilometers.  The  cost  of  con- 
struction and  extension  amounted  on  the  30th  of  June,  1885,  to  Fl.*  227,566.720, 

The  aggregate  length  of  the  six  principal  railways  amounted  at  the  end  of  1884  to 
1,113,504  kilometers.t 

The  cost  of  construction  and  extension  of  the  railways  belonging  to  the  companies 
worked  by  the  association  for  working  state  railways — the  Holland  Railroa<l  Com- 
pany, The  Netherlands  Rhine  Railway  Cojupany  and  the  North  Brabant  German 
Railway  Company — amounted  to  Fl.  127,830.372. 

No  railways  are  worked  by  the  state. 

When  the  railways  were  completed  the  working  of  them  was  made  over  to  private 
companies,  aiid  most  of  the  lines  to  the  association  for  working  state  railways,  and 
the  others  to  the  Holland  Railway  Company. 

The  conditions  under  which  the  working  of  the  state  railway  is  carried  on  by  the 
companies  aforesaid  are  carefully  stated  in  written  -agreements. 

In  making  over  the  working  of  the  railways  to  private  companies  the  Government 
was  influenced  by  the  motive  that,  from  the  nature  of  the  subject,  the  working  of 
railways  was  to  be  regarded  as  an  object  of  private  industry  and  that  the  Government 
was  moving  out  of  its  sphere  in  undertaking  it. 

Under  a  statute  passed  in  1875  the  tariffs  required  the  sanction  of  the  Government. 

Within  the  resrrictions  of  the  law,  freedom  of  action  is  left  so  far  as  possible  to  the 
railway  companies. 

The  competition  with  water  carriage,  as  also  of  the  other  railwaj^  companies,  in- 
duces transportatiQu  at  low  rates  without  making  distinctions  between  native  and 
foreign  produce. 

The  terminal  charges  and  the  costs  of  loading  and  unloading  are  variable  accord- 
ing as  they  are  connected  with  one  class  or  other  of  transport. 

The  charge  for  conveyance  and  delivery  is  included  in  the  charge  for  goods  sent  by 
rail. 

No  general  tariff  is  in  force  for  the  whole  of  the  Netherlands.  Both  as  regards  the 
tariff"  and  system,  and  the  uniformity  of  rates  and  terminal  charges,  the  tariffs  of  the 
railway  companies  are  different. 

All  the  tariffs,  the  general  as  well  as  the  special  and  exceptional  ones,  after  they 
have  been  drawn  up  by  the  railway  companies,  must  be  submitted  to  the  ap{)roval  of 
the  Government.  When  they  have  been  approved,  before  they  are  brought  into  o])er- 
ation,  the  tariffs  must  be  published  in  the  manner  prescribed  in  article  28  of  the  law 
of  the  9th  of  April,  1875.  Article  31  of  this  law  sets  forth  the  cases  in  which  the  rail- 
way companies  are  empowered  to  allow  reductions  on  the  published  tariffs,  by  special 
arrangements. 

In  fixing  the  charges  of  the  railways  which  were  first  worked  in  this  country,  at- 
tention was  directed  to  the  charges  made  on  the  railways  in  the  countries  adjoining. 

In  case  of  the  railways  completed  later  on  infixing  the  charges  experience  acquired 

*F1.  is  $0,486. 

t  Kilometer  is  0.6213  of  a  mile,  or  3,280  feet  10  inchea. 
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up  to  that  time  was  utilized,  regard  being  also  bad  to  tbe  changes  gradually  intro- 
duced iu  the  tariffs  of  the  railways  iu  neighboring  states. 

Tariffs  are  sometimes  fixed  upon  consultation  of  the  directors  of  railway  companieis 
with  the  representatives  of  trade  and  agriculture. 

The  aggregate  receipts  of  the  six  principal  railways  amounted  in  1884  to  24,048,286 
florins. 

The  expenses  of  the  same  railways  in  1884  amounted  to  18,259,496  florins. 

As  regards  the  principles  on  which  exceptional  and  differential  tariffs  may  be 
granted,  the  minister  of  "  waterstaat  "  trade  and  industry  decides. 

In  the  treaties  for  regulating  the  continuation  of  the  railway  lines  on  the  Nether- 
lands and  Belgian  and  on  the  Netherlands  and  Prussian  frontiers  concluded  between 
the  Netherlands  and  Belgium  and  Prussia,  it  was  stipulated  that  the  Governments  con- 
cerned shall  take  care  that,  on  the  aforesaid  railways,  for  every  train  passing  the 
frontier  a  tariff  shall  he  adopted  as  moderate  and  as  simple  as  possible. 

It  's  further  agreed  that  in  the  manner  and  in  the  charge  of  conveyance  the  travelers 
and  the  goods  in  each  territory  shall  be  treated  in  the  same  way. 

By  article  31  of  the  law  of  the  9th  of  April,  1875,  the  railway  companies  are  bound 
to  convey  passengers  and  goods  not  prohibited  by  law  for  the  chaiges  contained  in 
the  published  tarifts  and  under  the  conditions  fixed  by  the  regulations,  without  show- 
ing favor  to  particular  persons,  associations,  companies,  or  corporate  bodies. 

In  certain  cases  (mentioned  in  the  same  article)  the  companies  may  make  special 
arrangements  with  one  or  more  carriers  to  convey  ^oods  at  a  lower  charge  than  that 
in  the  published  tariff. 

The  reductions  granted  in  this  way  are  at  once  applicable  to  all  merchandise  of 
the  same  character,  to  be  conveyed  on  the  same  railway  and  under  the  same  condi- 
tions. 

DUTCH   COLONIAL  POSSESSIONS. 

As  to  railroads  in  the  Dutch  colonies  it  appeared  from  the  report  of  Mr.  Bell  that 
the  length  of  railway  lines  in  the  island  of  Java  is  in  the  ueighboihood  of  1,177  kilo- 
meters and  in  the  island  of  Sumatra  55  kilometers. 

RUSSIA. 

Hon.  George  V.  N.  Lothrop  reported  to  the  Secretary  of  State  in  March,  1888,  that 
the  railways  iu  Russian  Europe  are  in  the  aggregate  about  17,500  mileg. 

Some  were  built  by  the  Government,  but  the  greater  portion  has  been  built  by  pri- 
vate corporations  but  with  the  Government  aid,  and  in  nearly  all  cases  this  aid  has 
been  furnished  by  imperial  guaranties  of  the  railway  securities.  The  system  as  a 
whole  is  far  from  remunerative,  and  the  Government  has  to  pay  annually  a  large  sura 
on  this  account,  about  15,000, OtO  roubles,  I  believe. 

For  several  years  there  has  been  but  little  new  railway  ccnstnicted  in  European 
Russia;  it  is  said  only  about  400  miles  a  year  for  the  last  five  years,  and  even  this 
chiefly  for  strategical  i)Ui-poses. 

The  great  Trans  Caspian  Railway,  from  the  Caspian  Sea  to  Samacrand,  is  not  under 
the  jurisdiction  of  the  minister  of  ways  and  communications. 

It  has  been  built  and  is  managed  by  the  ministry  of  war,  and  if  my  information  is 
correct,  it  is  not  likely  at  present  to  be  of  any  great  commercial  .value.  But  for  the 
governmental  needs  in  Centr.-il  Asia  it  must  be  of  very  great  importance. 

The  financial  condition  of  Russia  is  such  at  present  that  new  lines  of  railway  are 
not  favored,  and  the  imperial  aid  has  been  refused  for  several  important  pmji'cts. 
Except  by  the  completion  of  work  already  begun,  I  think  there  will  be  no  railway 
construction  this  year. 

RAILROADS   OF   THE   ISLAND   OF   TRINIDAD. 

In  respect  to  railways  on  this  island,  Hon.  Moses  H.  Sawyer,  consul,  reports  as 
follows : 

There  are  ,54^  miles  of  railway  on  this  island,  all  belonging  to  the  Government. 
The  dates  when  tlie  various  lines  were  opened  to  use  were  from  187(3  to  188fi.-  The 
lines  from  Port  of  Spain  to  "  Arimia"  extends  about  16  miles  in  an  easterly  direction. 

That  from  Port  of  Spain  to  San  Fernando  reaches  about  31  niiles  in  a  southerly 
direction,  and  the  one  from  San  Fernando  to  Princetown  has  7  miles  in  an  easterly 
direction. 

These  railways  extend  through  fertile  plains,  and  along  the  sugar  and  cocoa  plan- 
tations. The  crown  chiims  a  right  of  way,  but  pays  a  compensation  to  private 
property  of  about  £<!U  pei'  acre  on  the  average.  The  materials  for  constructing  these 
railways  were  mostly  brought  from  England. 
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Tole«;rai)h  and  tolophoiio  conncotioim  arc  establiHhod  alonj;  tlu)  lincH.  Towns  and 
villages  arc  appcaiinji;,  and  iho  i)()pnlati()n,  juincipally  iu'<;i<)<'h  and  coolies,  is  rapidly 
iucroasing.     Mannfactures  are  in  demand,  which  are  in»iK)rt(':d  Ironi  En<^land. 

KAILUOADS  IN   URUGUAY   AND   PAKAGUAY. 

In  March,  1888,  Hon.  John  E.  Bacon,  minister  resident,  reported  in  respect  of  rail- 
ways in  Urngnay  aud  Paraguay  as  follows: 

In  reply  to  the  circular  of  the  State  Department,  dated  January  24, 1S8H,  desiring  cer- 
tain information  for  the  Interstate  Commerce  Commission,  1  respectfully  submit  the 
following,  which  applies  to  both  Uruguay  and  Paraguay: 

(1)  There  are  no  general  laws  as  to  railways. 

(2)  Railways  and  railway  charters  are  obtained  and  T)uilt  in  the  following  man- 
ner: A,  or  15,  or  a  company,  applies  to  Congress  for  what  is  here  termed  a  "conces- 
sion "  (charter)  to  build  a  railway  between  certain  points,  upon  certain  terms  named 
in  the  petition. 

Congress  grants  the  concession  in  such  shape  as  it  may  deem  proi)er.  The  terms 
and  conditions,  however,  upon  which  such  concessions  are  granted  are  generally  as 
follows: 

(1)  Stock,  materials,  etc.,  to  be  exempt  from  taxation  for  twenty  years. 

(2)  Employes,  officials,  etc.,  to  be  exempt  from  military  duty. 

(3)  The  company  to  have  so  much  land  on  both  sides  of  the  road. 

(4)  The  right  to  colonize  such  lands,  with  such  i3rivileges  as  are  granted  by  the 
Government  to  immigrants  and  colonies. 

(5)  The  Government  to  guaranty  5  per  cent,  per  annum  on  all  sums  invested  in 
railways  for  twenty  years. 

RAILROADS   OF   THE   ARGENTINE    REPUBLIC. 

From  the  message  of  the  President  of  the  Argentine  Republic,  delivered  May  8, 
1888,  extracts  are  made  as  follows : 

Of  the  seventeen  railways  recently  conceded,  thirteen  have  the  guaranty  of  the 
Government.  The  guarantied  lines  represent  a  length  of  about  7,961  kilometers,  and 
those  without  a  guaranty  1,272,  making  together  9.233  kilometers. 

The  aggregate  length  of  the"  railways  is  6,306  kilometers,  aud  they  have  carried 
7,657,406  passengers,  aud  3,705,086  tons  of  goods.  The  gross  proceeds  amounted  to 
$23,805,722.29,  and  the  expenses  to  $13,177,172.15.  The  net  proceeds  were  therefore 
$10,627,950.14.  It  would  be  contrarj^  to  the  nature  of  this  document  to  enter  into 
greater  details  which  would  demonstrate  the  unsatisfactory  condition  of  our  rail- 
ways, but  the  figures  mentioned  are  sufficient  foundation  for  an  unfavorable  infer- 
ence. 

A  more  careful  examination  would  show  that  there  is  not  a  single  company  which 
pays  regard  to  its  real  obligations  to  the  public,  or  which  serves  the  country  in  the 
measure  contemplated  by  the  authorities  in  making  the  concessions.  The  railway 
traffic  might  in  some  places  be  doubled  or  trebled  and  in  all  cases  it  might  be  consid- 
erably increased  and  give  greater  returns,  thus  facilitating  a  reduction  of  the  tariffs 
and  diminishing  the  sacrifices  made  by  the  treasury  in  respect  of, the  guarantied 
lines.  But  the  deficiency  in  rolling  stock  on  all  lines,  the  actual  penury  of  many  of 
them,  which  have  come  into  existence,  it  may  be  said,  with  that  organic  defect,  ster- 
ilizes the  complaints  of  the  public  aud  the  protests  of  the  authorities,  unhappily 
powerless  to  surmount  the  difficulties  of  the  moment. 

Then  follows  a  long  presentation  of  embarrassments  in  railway  operations  growing 
out  of  defects  in  the  railway  laws,  and  of  remedies  that  should  be  adopted. 

On  August  10,  1889,  Hon.  Henry  L.  Vilas,  secretary  of  legation  at  Buenos  Ayres, 
addressed  the  Secretary  of  State  as  follows  : 

As  showing  the  remarkable  activity  in  railroad  matters  in  this  country  at  the  pres- 
ent time,  I  send  herewith  to  the  Department,  as  inclosures,  statements  of  some  of 
the  more  important  applications  for  concessions,  etc.,  made  to  the  national  congress  ; 
aud  the  provincial  legislation  at  La  Plata,  during  the  present  sessions;  notices  of 
the  action  as  to  other  projects ;  and  accounts  of  the  sale  of  concessions  heretofore 
granted. 

The  feverish  rush  for  railway  privileges  is  such,  that  at  their  last  sitting  the  La 
Plata  dei)uties  unanimously  decided  that  henceforward  all  applications  for  right  to 
build  railways  or  canals  with-  guaranty  of  state,  must  bear  a  thousand  dollar,  and 
when  no  guaranty  is  asked  a  five  hundred  dollar  stamp.  This  law  is  already  in 
force  in  the  national  congress,  the  present  attitude  of  whicli  seem^  to  judicata  alsq 
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that  the  practice  of  p;ranting  concessions  with  a  guaranty,  commonly  of  5  per  cent, 
on  cost  of  construction  and  operating  expenses,  will  not  be  long  continued,  in  view 
of  the  far  from  nominal  weight  of  the  present  obligations  of  the  Government  in  that 
regard. 

AH  the  railway  concessions  presented  congress  this  session  are  awaiting  the  action 
of  the  department  of  national  engineers  and  of  the  national  railway  board. 

The  minister  of  the  interior  has  issued  a  decree  ordering  the  president  of  the  na- 
tional railway  board  and  the  inspector-general  to  draw  up  a  railway  map  showing 
the  railways  constructed  and  in  course  of  construction,  and  more  particularly  the 
railways  that  should  be  constructed,  as  necessary  to  the  country. 

The  draft  of  this  map  shows  27,000  kilometers  of  railway.  When  completed  I  will 
request  copies  thereof  and  send  same  to  the  Department,  if  desirable. 

RAILROADS   OF   CHILI. 

In  response  to  the  circular  of  the  Secretary  of  State,  dated  January  24,  1888,  Hon. 
C.  M.  Seibert,  charge  d'  affaires  ad  interim,  replied  as  follows  : 

In  reply  to  circular,  dated  January  24,  1888,  in  which  application  is  made,  through 
the  Department  of  State,  by  the  Interstate  Commerce  Committee,  for  such  publica- 
tions relating  to  the  railroads  and  internal  communications  as  are  issued  by  foreign 
governments,  etc.,  I  have  the  honor  to  inclose  a  list  of  all  railroads  in  Chili,  owned 
either  by  the  government  or  private  companies  or  individuals,  giving  their  length 
and  the  names  of  the  cities  and  places  from  and  to  which  they  run,  also  the  cost  of 
the  state  railroads,  which  are  the  roads  for  general  traffic,  together  with  a  list  of 
roads  to  be  built,  for  which  Congress  has  made  appropriations.  In  a  separate  box 
I  also  inclose — 

(1)  Two  volumes,  being  the  second  and  third  "  report  presented  to  the  minister  of 
the  interior  by  the  director-general  of  the  State  railroads," 

(2)  A  book  containing  regulations  and  tariffs  on  the  State  railroads. 

(3)  And  general  regulations  of  the  State  railroads. 
From  these  documents  the  following  facts  appeared  : 

Railroads  owned  and  operated  hij  the  Slate. 

Kiloraeters. 

(1)  The  railroad  from  Valparaiso  to  Santiago,  commenced  in  1852,  touch- 
ing at  Vina  del  Mar,  Limache,  Quillote,  Las  Vegas,  Llayllay,  etc 187] 

With  a  branch  from  the  station  of  Las  Vegas  to  San  Felipe  and  Lo- 

saudes 45  3 

(2)  The  railroad  from  Santiago  to  the  south,  commenced  in  1857  : 
First  section,  from  Santiago  to  the  river  Manle,  touching  the  cities 

and  towns  of  San  Bernado,  Bancogua,    Bengo,  San  Ferm^ndo, 
Curico  Molina,  and  Talca,  with  a   branch  westward  from  San 

Fernando  to  Palmilla,  passing  by  Nancagua  33  kilometers 304' 

Second  section,  from  the  river  Manle  to  Talcahuauo  and  Angol,  with 
a  branch  from  Santa  F6  to  Los  Angeles,  touching  at  San  Javier 
de  Loncomilla,  Linares,  Parral,  San  Carlos,  Chilian,  Bulues, 
Fumbel,  San  Boseudo,  Talcamavida,  Gualgui,  and  Concepciou..  4131 

From  the  city  of  Angol  to  Traiguen 72% 

From  Renaico  to  Fort  Victoria 75] 

Total. _ 1,0961 

The  cost  of  construction  up  to  December  31,  1886,  was $46, 389, 096 

And  of  the  last  two  mentioned  roads  to  December  31,  1887 4,715,456 

Total 51,104,552 


Railroads  owned  and  operated  by  private  individuals,  principally  in  the  northemi 
part  of  Chili,  connecting  mines  and  mining  districts  with  the  ports  along  the  coastj 

(mostly  narrow  gauge  and  not  for  general  traffic) : 

Kilometers.! 

From  the  port  of  Arica  to  the  city  of  Taeua 63] 

From  the  port  of  Psiagua  to  Tres  Marias,  90  kilometers,  and  a  branch  to  Agua 

Santa,  etc.,  16  kilometers 106] 

From  the  port  of  Iquique  to  Tres  Marias,  109  kilometers,  to  Virginia,  31  kilo- 
meters, with  branches  and  sidings '. - 194] 

From  the  port  of  Patillos  to  saltpetre  beds  of  the  south 931 

From  that  of  Mijillones  of  the  south  to  the  mines  of  Cerro  Gordo 29| 
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KiloinotcTH. 
From  tliat  of  Antofoijjasta,  by  tlio  Salinas  of  Dorado,  to  tlu^  town  ofCalama,  and 

in  direction  of  the  borax  deposits  of  Ascotan  on  the  bonUu-.s  of  liolivia,  and 

which  is  to  be  continued  for  some  kik)meter8  in  the  interior  to  the  rich  silver 

mines  of  Ihiaiichaca 297 

From  that  of  Taltal  to  Refresco 82 

From  that  of  Chauaral  to  the  mines  of  Las  Angimas  and  of  Salado GO 

From  that  of  Caldera  to  the  town  of  Copiapo  and  the  mines  of  Puginos,  San 

Antonio  de  Apacheta  and  Chauarcillo 242 

From  that  of  Carrizal  Bajo  to  Carrizal  Alto,  via  Barranqnilla  and  Canto  del 

A«?na,  :iO  kilometers,  and  from  there  to  Cerro  Blanco  to  the  east,  45  kilometers        81 

From  theportof  Coqnimbo  to  the  city  of  Serena  and  La  Campania 15 

From  the  same  to  Oralle  and  a  branch  to  Pamdcillo 123 

From  Serena  to  Elqni  and  to  the  town  of  Biradavia  to  the  east  of  the  town 

Vienna 78 

From  the  port  of  Yougoy  to  the  mines  of  Yamaya 55 

From  the  port  of  Laragnete  i  u  the  Bay  of  Aranco  to  the  coal  mines  of  linlachan- 

quiu  and  Maguaque 40 

Total 1.558 

Railroads  to  be  built  by  the  state,  being  laid  out  and  surveyed,  and  some  in  progress 
of  being  built,  and  for  which  the  last  congress  has  voted  for  the  year  1888,  3,517,000, 
to  wit: 

Kilometers. 

From  Fort  Victorio  to  the  cities  of  Osoromo  and  Valdivia 403 

From  the  station  of  Coihua  to  Mulchen „.    43 

Coucepcion  to  Curanilahue,  Lebu,  and  Cauete 160 

From  the  portof  Tom6  to  the  present  southern  line,  passing  the  towns  of  Quiri- 

hue  and  Canquenes 200 

From  the  city  of  Talca  to  Constitucion 85 

From  the  station  of  Palmilla  to  the  port  of  Picheleum 45 

From  the  station  of  Pelequen  to  the  village  of  Peumo 35 

From  Santiago  to  Melipilla 59 

From  the  principal  station  at  Santiago  to  the  Central  Market,  and  from  there 

east  by  the  River  Mapoche  to  Bouechea  or  Penon 27 

From  the  station  of  Calera  to  the  city  of  Ligua  and  the  village  of  Cabildo 76 

From  the  Port  de  Vilos  to  Illapel  and  Salamanca 128 

From  the  city  of  Oralle  to  San  Marcos  Point 60 

From  the  port  of  Huaso  to  Freirina  and  Vallenar 48 

Total 1,369 
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MEXICO. 

Information  concerning  railroads  in  Mexico  was  received  tLrough  the  Secretary  of 
State  from  Hon.  Thomas  Ryan,  the  American  minister.  It  consisted  of  a  series  of 
fourteen  papers  descriptive  of  the  Mexican  railway  system  recently  published  in  the 
City  of  Mexico.     Among  those  papers  were  tables,  printed  as  received,  as  follows: 

Standard  Gauge  Lines. 


Nanio  of  railway. 


Total 
length. 


Leugth  of 
sections  in 
operation. 


Names  of  sections. 


Mexican  Kailroad 

Do  

Do 

Merida  and  Progreso  Kailroad 

Mexican  Central  Eailroad 

Do 

Do 

Do 

Do 

Do 

Sonora  Railroad 

Mexican  International  Eailroad 

Do 

Chalchicoraula  Eailroad 

Orizaba  .ind  Ingcnio  Eailroad 

Tehuantepec  Eailroad 

Sinaloa  and  Durango  Eailroad 

Santa  Ana  and  Tlaxcala  Eailroad 

Tehuacan  and  Espcranza  Eailroad  . . . 
Chihualiuatola  Sierra  Mndre  Eailway 

Monterey  and  Gulf  Eailroad 

Cordoba  and  Tuxtepec  Eailroad 

Salamanca  and  Santiago  Valley  Eailroad. 

Orizaba  and  Nogales  Eailroad 

Jalapa  and  Coatepec  Eailroad 

District  Eailroads 

Do 


Miles. 


Miles. 


Do. 

Do. 
Do. 
Do. 
Do. 
Do. 
Do. 
Do. 
Do. 
Do. 
Do. 
Do. 
Do. 
Do. 
Do. 
Do. 
Do. 
Do. 
Do. 


36 
2,648 


422 
634 


10 

5 

108 

G2 
8 

50 
5 

50 

10 
& 
5 

13 

91 


424 

47 

1)8 

36 

1,970 

23 

165 

6 

225 

259 

422 

616 

18 

10 

5 

61 

62 

8 

50 


Mexico  to  Vera  Cruz. 

Ai>izaco  to  Puebla. 

Vera  Cruz  to  Jalapa. 

Merida  to  Progreso. 

Mexico  to  Paso  del  N"orte. 

Silao  to  Guanajuato. 

Tampico  to  Salto 

San  Luis  Potosi  to  La  Soledad. 

San  Luis  Potosi  to  Aguas  Calientes. 

Trapuato  to  Guadalajara. 

Guaymas  to  Nogales. 

Piedras  Negras  to  Torreon. 

Sabinas  to  San  Felipe. 

Chalchicomula  to  San  Andres. 

Orizaba  to  Ingenio. 

Salina  Cruz  to  San  Geronimo. 

Culiacan  to  Altata. 

Santa  Ana  to  Tlaxcala. 

Tebuacan  to  Esperanza. 

Monterey  to  Cadereyta. 
Cordoba  to  Amatlan. 

Orizaba  to  Nogales. 

Jalapa  to  Coatepec. 

San  Antonio  Abad  to  Tlalpam. 

San  Fernando  Brancli, 

Coyoacan  Branch. 

Double  lines  and  sidings. 

Belem  to  San  Angel. 

Arbol  Benito  Branch. 

Doable  lines  and  sidings. 

Tlaxpana  to  Tlalnepantla. 

Branch  to  the  Spanish  Cemetery. 

Double  lines  and  sidings. 

Peralvillo  to  Guadalupe. 

La  Cantera  Branch. 

Cemetery  Branch, 

Double  lines  and  sidings, 

Belem  to  La  Piedad, 

Double  lipe. 

Chapultepec  to  Dolores, 

Double  line. 

Chapultepec  to  Morales, 

Siding. 

Lecumberry  to  Penoij. 


Total 


4,737 


4,658 
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Name  of  ^ailwaJ^ 

Total 
length. 

Lenjith  in 
operation. 

Kilos. 

59 

20 

54 

15 

55 

66 

1,348 

154 

67 

95 

6 

120 

16 
6 
59 
46 
31 
20 

Names  of  sections. 

TTiHnlorn  Tfn.ilroad            ..    ... ...... 

Kilos. 
133 

Irolo  to  Pachuca. 

Do                          

Tepa  to  Soraorriel. 
Teoloyucan  to  San  Agiistin. 
Vera  Cruz  to  Medelliu. 
Alvarado  to  Medellin. 

Do                             

Vera  Cruz  and  Alvarado  Railroad 

Do                   

70 

67 
1,822 

Do 

Acambaro  to  Patzcuaro. 

Do              

Mexico  to  El  Salto. 

Do            

Manzanillo  to  Colima. 

Do            

Zacatecas  to  Guadaln[)e, 

Do             

Matamoros    to  San   Miguel    de  las 

Cuevas. 
Belt  Line. 

Do          

Campeche  and  Calkini  Railroad 

Do        

65 

Campeche  to  Lei  ma. 
Campeche  to  Pouiuch. 

Merida  and  Valladolid  Railroad 

Do            

84 

Merida  to  Motul. 
Conkal  to  Progresso. 

20 
25 
13 

7 

5i 

3 

24 
24 
4 
4 
10 
555 

Niiutla  and  Sau  Marcos  Railroad  

Toluca  and  San  Juan  de  las  Huertas 

Railroad. 
Cardenas  and  Rio  Grijalva  Railroad  .. 
Merida  and  Sotuta  Railroad 

13 

7 

54 

3 

Toluca  to  Hacienda  de  los  Huertas. 

Cardenas  to  Rio  Grijalva. 
Merida  to  Tekauto. 

San  Juan  Bautista  and  Paso  de  Ta 
multe  Railroad. 

San  Juan  Bautista. 

Marques  and  Zimapam  Railroad  

San  Martian  and  Hidalgo  Railroad 

24 

Marques  to  Astillrro. 

4 

10 
340 
157 
47 
11 

Kuevo  Leon  Railroad 

Mouter^f  to  Santacatariua. 

Do 

Mexico  to  Yautepec. 

Do 

Do 

Vireyes  to  San  Juan. 

Total 

3,849 

3,418 

H.  Mis.  50 26 


402     REPORT    OF   THE    INTERSTATE    COMMERCE    COMMISSION. 

Tramways. 


States. 


AguasCalientes  ... 
Federal  District  ... 

Durango 

Guanajuato 

Do 

Do 

Do 

Hidalgo 

Jalisco 

Do 

Do 

Do 

Mexico 

Michoacan 

Oaxaca 

Puebla 

Queretaro 

Do 

San  I.nis  Potosi 

Sinaloa 

Sonora  

Territory  of  Tepic. 

Do  ...- 

Tamaulipas 

Vera  Cruz 

Do 

Do 

Do 

Yucatan 


Total 


Cities. 


Length. 


Broad  |   Nar- 
gaugc  {   row. 


Total. 


A  guas  Calientes 

Mexico 

Durango  

Guanajuato 

Celaya 

Leon 

Irapuato 

Pachuca  

Guadalajara 

Mexicalcingo 

Encarnaciou  de  Diaz . 

Lagos 

Toluca 

Morelia 

Oaxaca 

Puebla 

Queretaro 

San  Juan  del  Rio    ... 

San  Luis  Potosi 

Mazatlan, 

Guaymas 

San  Bias 

Tepic 

Nuevo  Laredo 

Vera  Cruz 

Cordoba 

Orizaba   

Tuxpan 

Merida 


Kilos. 

4 

42 


112 


Kilos. 

5 

23 

10 

10 


10 
122 


Kilos. 


9 

65 

10 

10 
4 
5 
2 
4 

23 
5 
3 
2' 
2 
3 
3 

12 
4 
9 

12 
4 
3 
2 
2 
2 
8 
4 

11 
2 

10 

234 
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Tablk  showing  the  Number  of  Fassengkrs  Carried  during  the  Years   1884 

to  1888,  inclusive. 

NUMBER  OF  PASSENGERS. 


Name  of  railway. 

1884. 

1885. 

1886. 

1887. 

1888. 

$389,  420 

87,  159 

9,  926,  351 

55,  209 
5,100 

81,506 

117,  093 

761,087 

1,  092,  266 

56,  985 
36,  397 
62,  639 
38,  310 
75,541 
40,  2  LI 
15,942 
14,218 
87,  315 

$377,  511 
64, 173 
9,  407,  751 
51,823 
38,  898 
64,118 

$361,260 

77, 139 

18,  841,  928 

44,  666 

37,  772 
62,  983 
77,  405 
569,  655 
831,711 
47,  573 

45,  298 

$380, 153 

85,  044 

11,121,575 

53,  958 

29,  971 

62,  763 

68,  555 

797,  693 

490,  390 

55,  663 

38,  139 

$356,  759 

109,  997 

Federal  District 

11,  055,  952 
50, 459 

Hidalgo 

Vera  Cruz  and  Al varado               ........ 

54  700 

Alerida  and  Poto                 ....  ........... 

85,  034 
83,  157 

PucbLi  aiid  Matainoros  Izucar  .......... 

TVTpvirnii  (Iftiit.T'al              .            . 

694,  894 

839.  572 

55,510 

47,271 

59,121 

20,518 

100,015 

41,225 

9,  8)3 

10, 928 

34.  921 

5,377 

15,824 

174,  204 

401,430 

75,  052 

15.  049 

145,956 

Mexican  National               .. - 

ATAriHn,  n.tirl  f^alkini                   

62, 107 

35.  531 

Piiftl^la.  and  San  Maroos    

r^.i.mnpphft  and  CJalkini     ................. 

17,  701 

132,210 

41,  991 

10,411 

9,994 

79,  700 

20, 189 

23,  736 

156,  676 

366,  962 

97,  535 

12,  942 

13,220 

175,  901 

47,  808 

9,796 

9,794 

10,  981 

Mtirida  and  Valladolid      ................ 

187,  967 

'T'l.Tlni.'>nalf,n                     ..         .... 

41,943 

Mexicau  Iiiternational       .           .... 

41, 170 

9,172 

Orizaba  and  lugenio 

Tebuantepec  

19,  504 
25, 487 
156,  676 
384,  196 
97.  874 
14,818 

Sinaloa  and  Duran"'© 

117,  500 
420,  982 

620,  915 
79,  558 

Toluca  and  San  Juan  de  las  Huertas 

Tehuacan  and  Esperanza      ... 

18,343 
143,  743 

14,448 

Puobla  and  Texmelucan   

Merida  and  Sotuta 

42,  812 

78, 102 

San  Juan  Bantista  and  Tamulte 

Cardenas  and  Rio  Grijalva 

Total 

13,  644,  098 

12  751    028  1  5>0|  0*7  4Sfi 

14,  181,  870 

12  977,  952 

RETURNS  FROM  PASSENGERS. 


Mexican 

Merida  and  Progreso 

Federal  District 

Hidalgo 

Vera  Cruz  and  Al  varado 

Merida  and  PetO 

Puebla  and  Matamoroi.  Izucar. 

Mexican  Central 

Mexican  National 

Merida  and  Calkini 

Sonora 

Puebla  and  San  Marcos 

Carapecheand  Calkini 

Merida  and  Vallidolid 

Tlalmaualco  

Mexican  International 

Chalchiconiula 

Orizaba  and  Ingenio 


$655, 

37, 

717, 

32, 

2, 

17, 

27, 

1,111, 

581), 

9, 

85, 

37, 

3, 

1'3, 

4. 

30, 

'3, 

10, 


458 
940 
204 
618 
885 
818 
391 
000 
819 
587 
7.)3 
600 
573 
595 
596 
858 
683 
920 


$003,  6j8 
29,  078 
690,  457 
32,  295 
18,451 
10,795 


1,  111,002 

492,  822 

10,  052 

101,918 

3 1,  533 

2,  585 

18  548 

4,577 

25,  881 

2,  834 

4,365 


$6J4,  278 

33,  353 

746,  107 

36, 692 

18,  673 

16,  728 

23,  067 

1,185,662 

538,  359 

8,611 

98,613 


,2, 167 
25,  798 
4,621 
29,  242 
2,595 
9,962 


$655,  312 

22,844 

810, 976 

43,  582 

16,677 

15,  943 

20,  570 

1,251,743 

497,  640 

9,899 

85,  233 


32,  298 
5,098 

32,  516 
2,386 
4.673 


$620,651 

29,  812 

800.  998 

41,  476 


20,291 
22,  581 


10,  967 

77,  309 


2,046 
37,  957 
4,590 
125,  844 
2,243 
2,290 
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Table  showing  the  Number  of  Passengers  Carried,  etc.— Coutiaued. 

RETURNS  FROM  PASSENGERS -Continued. 


Name  of  railway. 

1884. 

1885. 

1886. 

1887. 

1888. 

$914 

8,786 

8,580 

180,708 

6,863 

10,  077 

24, 991 

$2,  984 

10,  681 

6,733 

165,  972 

9,078 

9,111 

$2,  767 
10,  705 

6,733 
173,  340 

8,788 
10,  081 

$19,  618 

8.580 

185,  987 

$244,  756 
7,281 
9,633 

11,  427 
24,  231 

Merida  and  Sotuta 

7,280 

3,017 

401 

1,  808 

4,879 



Total 

3,  633,  201 

3,  440,  873 

3,  589,  097 

3,  732,  436 

2,  090,  595 

Freight  Earnings. 

MERCHANDISE  CARRIED. 


l^tixican                     .  .....   .............. 

236,  030 
95,  963 

246,142 
79,611 

306,  432 
58,  239 

301, 165 
46,  055 

310  006 

Mt'/i'ida  and  Pi'oirreso   .....  .........  .. 

30,  872 

Federal  District                        

Hidalgo 

34,  958 

40,  960 

51,960 

882 

17, 368 

65,  524 

69  470 

Vera  Cruz  and  Alvarado    ..... 

7,687 
18,  362 
5,974 

Merida  and  Peto 

11,063 

16,919 

15,  827 

Central 

197,  189 
263,  117 

3,  952 
20,  967 

9,463 

214,911 

177,  679 

7,214 

29,  927 

12,  153 

579 

6,040 

7.466 

50,  896 

255,  027 

2J2,  661 

5,757 

33, 635 

356,  448 

293,  799 

7,085 

36,  660 

Merida  and  Calkini 

10, 825 

Sonora    ..  .....     ................. ... 

38,  398 

Campeche  and  Calkini      .       ..  ..... 

508 

25,  181 

7,187 

35.  877 

301 
41,496 
8,  08:{ . 
86,  889 

476 

Mfrida  and  Valladolid               ..     ... 

4,248 
9,641 
15,  120 

35  099 

9,378 

116,561 

Cardenas  and  Rio  Griialva 

2,729 
5,835 

7,871 

Chalchicomula '. 

4,485 

4,723 

4,079 

384 

1,879 

4,310 

15,  193 

1,  735 
4,953 

2,317 
5,328 

Interoceanic 

117,179 

153,  540 

124,776 
(i,  133 

139, 158 
9,361 
7,669 

183, 559 

Toluca  and  San  Juan  de  las  Huertas 

6,557 

Teluiacan  and  Esperauza 

5,  857 
-       3, 270 

9,598 

3,  835 

Total 

1,027,281) 

1,061,590 

1,  173,  086 

1,432,458 

875,  894 
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Table  showing  the  Number  of  Passengers  Carried,  etc.— Contiimod. 
RETURNS  FROM  MERCHANDISE  CARRIED. 


Name  of  railway. 


Mexican 

Merida  and  Progreso 

Federal  District 

Ilidalso 

Vera  Crnz  and  Alvarado 

Merida  and  Peto 

Puebla  and  Matamoros  Izucar 

Central 

Mexican  National 

Merida  an  i  CalKini 

Sonora 

Pnebla  and  San  Marcos 

Carapeclio  and  Calkiui 

Merida  and  Valladolid 

Tlalraanalco 

Mexican  International 

Cardenas  and  Rio  Grijalva 

Merida  and  Sotnta 

Chalchicoraula 

Orizaba  and  Ingenio 

Tebuantepec 

Sinaloa  and  Durango 

Santa  Ana  and  Tlaxcala 

Interoceanic 

Toluca  and  San  Juan  de  las  Hnertas. 

Tehnacan  and  Esj^eranza 

Puebla  and  Texnielucan 


Total 


1884. 


$3, 


191,  916 

139,  299 

114,  307 

54,  955 


11,588 

6,  219 

662,  684 

701,  488 

5,203 

108,  541 

39,  195 


5,827 

7,271 

33,  589 


11,681 
210 


101,325 

1,483 

357.  492 


32,921 

9,589 


1885. 


$2,  799, 354 
120,  389 
63, 423 
76,  710 


20,  222 


2,  484,  325 

803,  291 

8,971 

158,  648 

4,  950 

119 

8,487 

6,830 

118, 177 


4,805 

363 

2,380 

13,  229 

1,482 

387,  528 

1,241 

31, 905 

7,857 


7.  596. 254       7, 124.  804 


1886. 


1887. 


$2,784,511 

78, 168 

134,  033 

117,  603 

4,942 

21,  710 

6,440 

2,  754,  613 

1,  018,  018 

9,264 

191,981 


315 

33, 276 

5,997 

144,  211 


4,980 

350 

3,163 

15,  901 

1,373 

420,  983 

5,201 

38,  271 


$3,  141,  704 

99,  411 

37,  492 

145,  702 

14,316 

26,  619 

9,  926 

3,  721,  358 

1,  092,  893 

13,  076 

442,  364 


186 

58,  096 

6,788 

189,  184 

722 

3,958 

6,862 

101 

3,791 

16,  661 

1,373 

404,  005 

6,755 

47,  347 


9.  490.  730 


$2,  970,  838 
64,  291 
167,818 
154,  857 


33,  928 
23,  145 


19,623 
154,  997 


285 

65,  864 

8,086 

459,  406 


17,  656 

8,763 

139 


616,  172 

4,300 

52,  513 


4,  822.  690 


APPENDIX    13. 


THE  ACT 


TO 


REGULATE   COMMERCE 


APPROVED  FEBRUARY  4th,  1887,  AND  IN 
EFFECT  APRIL  5th,  1887. 

Vol.  24,  page  379. 
U.  S.  Statutes*' 
at  Large. 

Public  No.  41. 

AS  AMENDED  BY  ACT  APPROVED  AND  IN 
EFFECT  MARCH  2d,  1889. 

Vol.  25,  page  855. 
U.  S.  Statutes'' 


at  Large. 

Public  No.  125. 
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AN  ACT  TO  REGULATE  COMMERCE. 

(As  amended  March  2,  1889.) 

Be  it  enacted  by  the  Se)iate  and  House  of  Representatives  of 
the  United  States  of  America  in  Congress  assembled^  That  the 
provisions  of  this  act  shall  apply  to  any  coiuinon  carrier  or 
carriers  engaged  in  the  transportation  of  passengers  or 
property  wholly  by  railroad,  or  partly  by  railroad  and  partly 
by  water  when  both  are  used,  under  a  common  control, 
management,  or  arrangement,  for  a  continuous  carriage  or 
shipment,  from  one  State  or  Territory  of  the  United  States, 
or  the  District  of  Columbia,  to  any  other  State  or  Territory 
of  the  United  States,  or  the  District  of  Columbia,  or  from 
any  place  in  the  United  States  to  an  adjacent  foreign  country, 
or  from  any  place  in  the  United  States  through  a  foreign  coun-  carriers  and 
try  to  any  other  place  in  the  United  States,  and  also  to  thesS^ecttotheact! 
transportation  in  like  manner  of  property  shipped  from  any 
place  in  the  United  States  to  a  foreign  country  and  carried 
from  such  place  to  a  port  of  transshipment,  or  shipped 
from  a  foreign  countr^^  to  any  place  in  the  United  States 
and  carried  to  such  jjlace  from  a  port  of  entry  either  in  the 
United  States  or  an  adjacent  foreign  country:  Provided^ 
however,  That  the  provisions  of  this  act  shall  not  apply  to 
the  transportation  of  passengers  or  property,  or  to  the  re- 
ceiving, delivering,  storage,  or  handling  of  property,  wholly 
within  one  State,  and  not  shipped  to  or  from  a  foreign  coun- 
try from  or  to  any  State  or  Territory  as  aforesaid. 

The  term  *' railroad"  as  used  in  this  act  shall  include  all 
bridges  and  ferries  used  or  operated  in  connection  with  any 
railroad,  and  also  all  the  road  in  use  by  any  corporation    ^hatthe terms 
operating  a  railroad,  whether  owned  or  operated  under  a  !!^'j:^^J™^;J.^^ji^°^^^ 
contract,  agreement,  or  lease;  and  the  term '' trausporta-^^c^"'^®- 
tion"  shall  include  all  instrumentalities  of   shipment   or 
carriage. 

All  charges  made  for  any  service  rendered  or  to  be  ren- 
dered in  the  transportation  of  passengers  or  proper; y  as 
aforesaid,  or  in  connection  therewith,  or  for  the  receiving, 
delivering,  storage,  or  handling  of  such  property,  shall  be    Charges  to  be 

1  7  -1     .       i  1  .  -.  11    reasonable. 

reasonable  and  just;  and  ever3^  unjust  and  unreasonable 
charge  for  such  service  is  prohibited  and  declared  to  be  un- 
lawful. 
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Sec.  2.  That  if  any  common  carrier  subject  to  the  provis- 
ions of  this  act  shall,  directly  or  indirectly,  by  any  special 
rate,  rebate,  drawback,  or  other  device,  charge,  demand,  col- 
lect, or  receive  from  any  person  or  persons  a  greater  or  less 
compensation  for  any  service  rendered,  or  to  be  rendered,  in 
the  transportation  of  passengers  or  property,  subject  to  the 
Unjust  dis-  provisions  of  this  act,  than  it  charges,  demands,  collects,  or 

crimination   for-  .  '  o      '  57 

bidden.  rcccives  from  any  other  person  or  persons  for  doing  for  him 

or  them  a  like  and  contemporaneous  service  in  the  trans- 
portation of  a  like  kind  of  traffic  under  substantially  similar 
circumstances  and  conditions,  such  common  carrier  shall  be 
deemed  guilty  of  unjust  discrimination,  which  is  hereby 
prohibited  and  declared  to  be  unlawful. 

Sec.  3.  That  it  shall  be  unlawful  for  any  common  carrier 

subject  to  the  provisions  of  this  act  to  make  or  give  any 

Undue  or  un-  unduc  or  Unreasonable  preference  or  advantage  to  any  par- 

reaaonable   pref-    .  o  ,j    1. 

erence  or  advan- ticular  pcrsou,  compauy,  firm,  corporation,  or  locality,  or  any 

tage  forbidden.  \         ,     '      .    /       *^'  '         .^  '  ^       u      ' 

particular  description  of  trafiac,  in  any  respect  whatsoever, 
or  to  subject  any  particular  person,  company,  firm,  corpora- 
tion, or  locality,  or  any  particular  description  of  traffic,  to 
any  undue  or  unreasonable  prejudice  or  disadvantage  in  any 
respect  whatsoever. 

Every  common  carrier  subject  to  the  provisions  of  this  act 
shall,  according  to  their  respective  powers,  afford  all  reason- 
Facilities  for  able,  proper,  and  equal  facilities  for  the  interchange  of  traffic 
traffic.  ^°"^  *^  between  their  respective  lines,  and  for  the  receiving,  for- 
warding, and  delivering  of  passengers  and  property  to  and 
from  their  several  lines  and  those  connecting  therewith, 
and  shall  not  discriminate  in  their  rates  and  charges  be- 
tween such  connecting  lines  ;  but  this  shall  not  be  construed 
as  requiring  any  such  common  carrier  to  give  the  use  of  its 
tracks  or  terminal  facilities  to  another  carrier  engaged  in 
like  business. 

Sec.  4.  That  it  shall  be  unlawful  for  any  common  carrier 
subject  to  the  provisions  of  this  act  to  charge  or  receive  any 
greater  compensation  in  the  aggregate  for  the  transporta- 
Long  and  short  lion  of  passcugcrs  or  of  like  kind  of  property,  under  sub- 
au  provision,  g^g^jj^jgjjy  Similar  circumstances  and  conditions,  for  a  shorter 
than  for  alonger  distance  over  the  same  line,  in  the  same 
direction,  the  shorter  being  included  within  the  longer  dis- 
tance; but  this  shall  not  be  construed  as  authorizing  any 
common  carrier  within  the  terms  of  this  act  to  charge  and 
receive  as  great  compensation  for  a  shorter  as  for  a  longer 
distance :  Provided^  however,  That  upon  application  to  the 
Commission  appointed  under  the  provisions  of  this  act, 
such  common  carrier  may,  in  special  cases,  after  investiga- 
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tion  b}'  the  Commission,  be  authorized  to  cluirge  less  for 
longer  than  for  shorter  distances  for  tlie  transportation  of 
l^assengers  or  property ;  and  the  Commission  may  from  time 
to  time  prescribe  the  extent  to  which  such  designated  com- 
mon carrier  ma}"  be  relieved  from  the  operation  of  this  sec- 
tion of  this  act. 

Sec.  5.  That  it  shall  be  unlawful  for  any  common  carrier 
subject  to  the  provisions  of  this  act  to  enter  into  any  con- 
tract, agreement,  or  combination  with  any  other  common^  rooiinj;  of 

'      ®  '  ^  freijrlitsanddivi- 

carrier  or  carriers  for  the  pooling  of  freights  of  different  si»"  <><  eamiugs 

,  forbidden. 

and  competing  railroads,  or  to  divide  between  them  the 
aggregate  or  net  proceeds  of  the  earnings  of  such  railroads, 
or  any  portion  thereof;  and  in  any  case  of  an  agreement 
for  the  pooling  of  freights  as  aforesaid,  each  day  of  its  con- 
tinuance shall  be  deemed  a  separate  offense. 

Sec.  6.  {As  amended.)  That  every  common  carrier  subject 
to  the  provisions  of  this  act  shall  print  and  keep  open  to 
public  inspection  schedules  showing  the  rates  and  fares 
and  charges  for  the  transportation  of  passengers  and  prop- 
erty which  any  such  common  carrier  has  established  and 
which  are  in  force  at  the  time  upon  its  route.  The  schedules 
printed  as  aforesaid  by  any  such  common  carrier  shall 
plainly  state  the  places  upon  its  railroad  between  which 
I)roperty  and  passengers  will  be  carried,  and  shall  contain 
the  classification  of  freight  in  force,  and  shall  also  state 
separately  the  terminal  charges  and  any  rules  or  regula- 
tions which  in  any  wise  change,  affect,  or  determine  any 
part  or  the  aggregate  of  such  aforesaid  rates  and  fares  and 
charges.     Such  schedules  shall  be  plainly  printed  in  large    ^rintins  and 

^  i  J    r  .  fe     postinjr  of  sched- 

type,  and  copies  for  the  use  of  the  public  shall  be  posted  in  uiea   of    rates, 

,,.  T  .  1  .  ,  .  fares,       and 

two  public  and  conspicuous  places,  in  every  depot,  station,  charges. 
or  office  of  such  carrier  where  passengers  or  freight,  re- 
spectively^, are  received  for  transportation,  in  such  form 
that  they  shall  be  accessible  to  the  public  and  can  be  con- 
veniently inspected. 

Any  common  carrier  subject  to  the  provisions  of  this  act 
receiving  freight  in  the  United  States  to  be  carried  through 
a  foreign  country  to  any  place  in  the  United  States  shall 
also  in  like  manner  print  and  keep  open  to  public  inspection, 
at  every  depot  or  office  where  such  freight  is  received  for 
shipment,  schedules  showing  the  through  rates  established    Printing  and 

;,',  ,  .?,,  .  postiniiofsebed- 

and  charged  by  such  common  carrier  to  all  points  in  thei^i^s  of  rates  on 
United  States  beyond  the  foreign  country  to  which  it  ac- through aforeign 
cepts  freight  for  shipment;  and  any  freight  shii^ped  from^*'^^"  ^^' 
the  United  States  through  a  foreign  country  into  the  United 
States,  the  through  rate  on  which  shall  not  have  been  made 
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public  as  required  by  this  act,  shall,  before  it  is  admitted 
into  the  United  States  from  said  foreign  country,  be  sub- 
ject to  customs  duties  as  if  said  freight  were  of  foreign 
production ;  and  any  law  in  conflict  with  this  section  is 
hereby  repealed. 

No  advance  shall  be  made  in  the  rates,  fares,  and  charges 

which  have  been  established  and  published  as  aforesaid  by 

any  common  carrier  in  compliance  with  the  requirements  of 

Ten  days'  pub-  this  scctiou,  cxccpt  after  ten  days'  public  notice,  which  shall 

lie  notice  of  ad-  '  ,  -,         ,  -,     . 

vances  in  rates  plainly  statc  the  charg'cs  proposed  to  be  made  m  the  schedule 
then  in  force,  and  the  time  when  the  increased  rates,  fares,  or 
changes  will  go  into  effect;  and  the  proposed  changes  shall 
be  shown  by  printing  new  schedules,  or  shall  be  plainly  in- 
dicated upon  the  schedules  in  force  at  the  time  and  kept 
Three  day s' opcu  to  public  inspcction.     Ecductlous  in  such  published 
Tedi^ctfin^  fn  rates,  fares,  or  charges  shall  only  be  made  after  three  days' 
rates  to  be  given.  pp^yjQ^g  public  uoticc,  to  bc  givcu  iu  the  Same  manner  that 
notice  of  an  advance  in  rates  must  be  given. 

And  when  any  such  common  carrier  shall  have  established 
Published  rates  and  published  its  ratcs,  farcs,  and  charges  in  compliance 

not  to  be  devia-  ^  7  '  c  i. 

ted  from.  -^ith  the  provisious  of  this  section,  it  shall  be  unlawful  for 

such  common  carrier  to  charge,  demand,  collect,  or  re- 
ceive from  any  person  or  persons  a  greater  or  less  compen- 
sation for  the  transportation  of  passengers  or  property,  or 
for  any  services  in  connection  therewith,  than  is  specified 
in  such  published  schedule  of  rates,  fares,  and  charges  as 
may  at  the  time  be  in  force. 
Every  common  carrier  subject  to  the  provisions  of  this  act 
Copies  of  sched-  shall  file  with  the  Commission  hereinafter  provided  for  copies 

fires,  and  charges  of  its  schcdulcs  of  ratcs,  farcs,  and  charges  which  have 

CommiSn.^^^^^'  bccu  established  and  published  in  compliance  with  the  re- 
quirements of  this  section,  and  shall  promptly  notify  said 
Commission  of  all  changes  made  in  the  same.     Every  such 
Copies  of  con- common  carrier  shall  also  tile  with  said  Commission  copies 

mentsto  bemedof  all  coutracts,  agreements,  or  arrangements  with  other 

with  ^^^"^^•''■(jQQjj^Qjj  carriers  in  relation  to  any  traffic  affected  by  the 
l)ro visions  of  this  act  to  which  it  may  be  a  party.  And  in 
cases  where  passengers  and  freight  pass  over  continuous 
lines  or  routes  operated  by  more  than  one  common  carrier, 
and  the  several  common  carriers  operating  such  lines  or 
routes  establish  joint  tariffs  of  rates  or  fares  or  charges  for 
Joint  tariffs  to  such  coutinuous  lincs  or  routes,  copies  of  such  joint  tariffs 

corami^sio^'*   shall  also,  in  like  manner,  be  filed  with  said  Commission. 
Power  of  Com- Such  joiut  ratcs,  fares,  and  charges  on  such  continuous 

^rlbe^pubiici?y!' lines  SO  filed  as  aforesaid  shall  be  made  public  by  such 
common  carriers  when  directed  by  said  Commission,  in  so 
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far  as  may,  in  the  judgment  of  the  Ooinmissioii,  be  deemed 
practicable;  and  said  Commission  shall  from  time  to  time 
prescribe  the  measure  of  i)iiblicity'  which  sliall  be  giv^en  to 
such  rates,  fares,  and  charges,  or  to  such  part  of  them  as  it 
may  deem  it  practicable  for  such  common  carriers  to  pub- 
lish, and  the  places  in  which  they  shall  be  published. 

No  advance  shall  be  made  in  joint  rates,  fares,  and  charges, 
shown  upon  joint  tariffs,  excei)t  after  ten  days' notice  to,.'^*^"  days' no- 

A  ^  '  "^  •'  tico  to    Coranus- 

the  Commission,  which  shall  plainly  state  the  changes  pro?'"^?  of  advance 
i)osed  to  be  made  in  the  schedule  then  in  force,  and  the  time  fares.      and 
when  the  increased  rates,  fjires,  or  charges  will  go  into  ef- 
fect.    No  reduction  shall  be  made  in  joint  rates,  fares,  and 
charges,  except  after  three  days'  notice,  to  be  given  to  the    Three  days' 

^  .■•  -1  -1      1-       .1  ?  1  °'^tir«    toCora- 

Commission  as  is  above  provided  in  the  case  ot  an  advance  nnssion of  reduc- 
of  joint  rates.  The  Commission  may  make  public  such  pro-  rates.Vii  ellwand 
posed  advances,  or  such  reductions,  in  such  manner  as  may,  ^  ^^^^'^' 
in  its  judgment,  be  deemed  practicable,  and  may  prescribe  misS'tif  make 
from  time  to  time  the  measures  of  publicity  which  common  ductionT  pnVic. 
carriers  shall  give  to  advances  or  reductions  in  joint  tariffs. 

It  shall  be  unlawful  for  any  common  carrier,  party  to  any    joint  rates, 
joint  tariff*,  to  charge,  demand,  collect,  or  receive  from  any  charges 'not  toVe 
person  or  persons,  a  greater  or  less  compensation  for  the  ^^^^^^^'^  *^"^"'' 
transportation  of  persons  or  property,  or  for  any  services  in 
connection  therewith,  between  any  points  as  to  which  a  joint 
rate,  fare,  or  charge  is  named  thereon  than  is  specified  in 
the  schedule  filed  with  the  Commission  in  force  at  the  time. 

The  Commission  may  determine  and  prescribe  the  form    Commission 

,   .    ,       ,  ,       T     ,  •       t    ^         J 1  •  •  1       ,  may    prescribe 

in  which  the  schedules  required  by  this  section  to  be  kept  forms  of  sched- 
0[)en  to  public  inspection  shall  be  prepared  and  arranged,  far e"s,    an^d 
and  may  change  the  form  from  time  to  time  as  shall  be^  ^^^^^' 
found  expedient. 

If  any  such  common  carrier  shall  neglect  or  refuse  to  tile 
or  publish  its  schedules  or  tariffs  of  rates,  fares,  and  charges 
as  provided  in  this  section,  or  any  part  of  the  same,  such 
common  carrier  shall,  in  addition  to  other  penalties  herein    Penalties  for 
prescribed,  be  subject  to  a  writ  of  mandamus,  to  be  issued  by  fuSng^ti')^fi!e  ^or 
any  circuit  court  of  the  United  States  in  the  judicial  district  Far'e^'s^  ^^a*u^d 
wherein  the  principal  office  of  said  common  carrier  is  situ- ^^'^'^*^^' 
ated,  or  wherein  such  offense  may  be  committed,  and  if  such 
common  carrier  be  a  foreign  corporation  in  the  judicial  cir- 
cuit wherein  such  cominon  carrier  accepts  traffic  and  has  aa 
agent  to  perform  such  service,  to  compel  compliance  with 
the  aforesaid  provisions  of  this  section;  and  such  writ  shall 
issue  in  the  name  of  the  people  of  the  United  States,  at  the 
relation  of  the  Commissioners  appointed  under  the  provisions 
of  this  act;  and  the  failure  to  comply  with  its  requirements 
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shall  be  punishable  as  and  for  a  contempt  j  and  the  said 
Commissioners,  as  complainants,  may  also  apply,  in  any  such 
circuit  court  of  the  United  States,  for  a  writ  of  injunction 
against  such  common  carrier,  to  restrain  such  common  car- 
rier from  receiving  or  transporting  property  among  the  sev- 
eral States  and  Territories  of  the  United  States,  or  between 
the  United  States  and  adjacent  foreign  countries,  or  between 
ports  of  transshipment  and  of  entry  and  the  several  States 
and  Territories  of  the  United  States,  as  mentioned  in  the 
first  section  of  this  act,  until  such  common  carrier  shall  have 
complied  with  the  aforesaid  provisions  of  this  section  of  this 
act. 

Sec.  7.  That  it  shall  be  unlawful  for  any  common  carrier 
subject  to  the  provisions  of  this  act  to  enter  into  any  com- 
bination, contract,  or  agreement,  expressed  or  implied,  to 
prevent,  by  change  of  time  schedule,  carriage  in  different 
cars,  or  by  other  means  or  devices,  the  carriage  of  freights 
Continuousfrom  being  continuous  from  the  place  of  shipment  to  the 
fieifiiiTsiiot  to  be  place  of  destiuatiou ;  and  no  break  of  bulk,  stoppage,  or  in- 
tcrnipTedr'  ^  ^^  terruptiou  made  by  such  common  carrier  shall  prevent  the 
carriage  of  freights  from  being  and  being  treated  as  one  con- 
tinuous carriage  from  the  place  of  shipment  to  the  place  of 
destination,  unless  such  break,  stoppage,  or  interruption  was 
made  in  good  faith  for  some  necessary  purpose,  and  without 
any  intent  to  avoid  or  unnecessarily  interrupt  such  continu- 
ous carriage  or  to  evade  any  of  the  provisions  of  this  act. 

Sec  8.  That  in  case  any  common  carrier  subject  to  the 
provisions  of  this  act  shall  do,  cause  to  be  done,  or  permit  to 
be  done  any  act,  matter,  or  thing  in  this  act  prohibited  or 
declared  to  be  unlawful,  or  shall  omit  to  do  any  act,  matter, 
or  thing  in  this  act  required  to  be  done,  such  common  car- 
Liabiiity  of  j.jgj.g|3^l[  ]^q  Hablc  to  the  pcrsou  or  persons  injured  thereby 

com  III  on  carriers 

for  damages.  fQj.  ^\^q  fuj}  amouut  of  damagcs  sustained  in  consequence  of 
any  such  violation  of  the  provisions  of  this  act,  together 
with  a  reasonable  counsel  or  attorney's  fee,  to  be  fixed  by 
the  court  in  every  case  of  recovery,  which  attorney's  fee  shall 
be  taxed  and  collected  as  part  of  the  costs  in  the  case. 

Sec.  9.  That  any  person  or  persons  claiming  to  be  dam- 
aged by  any  common  carrier  subject  to  the  provisions  of 
this  act  may  either  make  complaint  to  the  Commission,  as 
hereinafter  provided  for,  or  may  bring  suit  in  his  or  their 
own  behalf  for  the  recovery  of  the  damages  for  which  such 
Persons  claim- (>QQ^,jjon  Carrier  may  be  liable  under  the  provisions  of  this 

in<;    to    be   jlaiii-  '  /»      i        tt    •        i    o 

asred  may  com- .^gf  iu  auv  district  or  circuit  court  of  the  United  States  or 

plain  to  Cornmis-  7  ^  , .       .  ,      .  1  1      11 

sionorbrinL' suit  competent  jurisdiction;  but  such  i)erson  or  persons  shall 
courta.*^      *^^uot  have  the  right  to  pursue  both  of  said  remedies,  and 


ACT    TO    REGULATE    COMMERCE    AS    AMENDED.  415 

must  ill  each  case  elect  which  one  of  the  two  methods  of 
procedure  herein  provided  for  he  or  they  will  adopt.  In 
any  such  action  brought  for  the  rc'covery  of  dama<»es  the 
court  before  which  the  same  shall  be  pending  may  conii)el^j^.<^J;;;«';«^'^«;'^"yf 
any  director,  officer,  receiver,  trustee,  or  agent  of  the  cor-  J;;;;^*;'/^"^'^"''*^  ^"^ 
poration  or  company  defendant  in  such  suit  to  attend,  ap- 
pear, and  testify  in  such  case,  and  may  compel  the  produc- 
tion of  the  books  and  papers  of  such  corporation  or  company 
party  to  any  such  suit;  the  claim  that  any  such  testimony 
or  evidence  may  tend  to  criminate  the  person  giving  such 
evidence  shall  not  excuse  such  witness  from  testifying,  but 
sucli  evidence  or  testimony  shall  not  be  used  against  such 
person  on  the  trial  of  any  criminal  proceeding. 

Sec.  10.  (As  amended.)  That  any  common  carrier  subject    Penalties   for 

.    .  ...  1  I  violations  of  act 

to  the  provisions  ot  this  act,  or,  whenever  such  common  by  carriers,  their 

T         ^  iio  ii  n  officers  or  agents: 

carrier  is  a  corporation,  any  director  or  orncer  thereoi,  or  Fine  and  impria- 
any  receiver,  trustee,  lessee,  agent,  or  person,  acting  for  or^""^*^"  " 
employed  by  such  corporation,  who,  alone  or  with  any  other 
corporation,  company,  person,  or  party,  shall  willfully  do 
or  cause  to  be  done,  or  shall  willingly  suffer  or  permit  to 
be  done,  any  act,  matter,  or  thing  in  this  act  prohibited  or 
declared  to  be  unlawful,  or  who  shall  aid  or  abet  therein, 
or  shall  willfully  omit  or  fail  to  do  any  act,  matter,  or  thing 
in  this  act  required  to  be  done,  or  shall  cause  or  willingly 
suffer  or  permit  any  act,  matter,  or  thing  so  directed  or  re- 
quired by  this  act  to  be  done  not  to  be  so  done,  or  shall  aid 
or  abet  any  such  omission  or  failure,  or  shall  be  guilty  of 
any  infraction  of  this  act,  or  shall  aid  or  abet  therein,  shall 
be  deemed  guilty  of  a  misdemeanor,  and  shall,  upon  con- 
viction thereof  in  any  district  court  of  the  United  States 
within  the  jurisdiction  of  which  such  offense  was  committed, 
be  subject  to  a  fine  of  not  to  exceed  five  thousand  dollars 
for  each  offense:  Provided,  That  if  the  offense  for  which 
any  person  shall  be  convicted  as  aforesaid  shall  be  an  un- 
lawful discrimination  in  rates,  fares,  or  charges,  for  the 
transportation  of  passengers  or  property,  such  person  shall, 
in  addition  to  the  fine  hereinbefore  provided  for,  be  liable 
to  imprisonment  in  the  penitentiary  for  a  term  of  not  ex^ 
ceediug  two  years,  or  both  such  fine  and  imprisonment,  in 
the  discretion  of  the  court. 

Any  common  carrier  subject  to  the  provisions  of  this  act,  fai^e btiiSg, e/c.' 
or,  whenever  such  common  carrier  is  a  corporation,  any  offi-  ^y  carriers,  their 

'  t  J         i7  officers  or  agents: 

cer  or  accent  thereof,  or  any  person  acting  for  or  emploved  bv  ^i"*^  ^"^  impris- 

7  i;    t  o  1.       .,  .    onment. 

such  corporation,  who,  by  means  of  false  billing,  false  classi- 
fication, false  weighing,  or  false  report  of  weight,  or  b^^  any 
other  device  or  means,  shall  knowingly  and  willfully  assist, 
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or  shall  williogly  suffer  or  permit,  any  person  or  persons  to 
obtain  transportation  for  i3roperty  at  less  tban  tbe  regular 
rates  tben  established  and  in  force  on  the  line  of  transporta- 
tion of  such  common  carrier,  shall  be  deemed  guilty  of  a 
misdemeanor,  and  shall,  upon  conviction  thereof  in  any  court 
of  the  Uni  ted  States  of  com peten t  j  urisdiction  within  th  e  dis- 
trict in  which  such  offense  was  committed,  be  subject  to  a 
fine  of  not  exceeding  five  thousand  dollars,  or  imprisonment 
in  the  penitentiary  for  a  term  of  not  exceeding  two  years,  or 
both,  in  the  discretion  of  the  court,  for  each  offense. 
faSbniiu^,  e/c.!  ^^y  person  and  any  officer  or  agent  of  any  corporation  or 
odilr'^^^eisou"^  compauy  who  shall  deliver  property  for  transportation  to 
Fine  and  impiis-  ^uy  common  Carrier,  subject  to  the  provisions  of  this  act,  or 
for  whom  as  consignor  or  consignee  any  such  carrier  shall 
transport  property,  who  shall  knowingly  and  willfully,  by 
false  billing,  false  classification,  false  weighing,  false  repre- 
sentation of  the  contents  of  the  package,  or  false  report  of 
weight,  or  by  any  other  device  or  means,  whether  with  or 
without  the  consent  or  connivance  of  the  carrier,  its  agent  or 
agents,  obtain  transportation  for  such  property  at  less  than, 
the  regular  rates  then  established  and  in  force  on  the  line  of 
transportation,  shall  be  deemed  guilty  of  fraud,  which  is 
hereby  declared  to  be  a  misdemeanor,  and  shall,  upon  con- 
viction thereof  in  any  court  of  the  United  States  of  compe- 
tent jurisdiction  within  the  district  in  which  such  offense 
was  committed,  be  subject  for  each  offense  to  a  fine  of  not 
exceeding  five  thousand  dollars,  or  imprisonment  in  the  peni- 
tentiary for  a  term  of  not  exceeding  two  years,  or  both,  in 
the  discretion  of  the  court. 
Penalties  for  If  any  such  pcrsou,  or  any  officer  or  agent  of 'any  such 
n"m"caiTilrrtoCorporatiDn  or  company,  shall,  by  payment  of  money  or 
justly "Se  "ml  other  thing  of  value,  solicitation,  or  otherwise,  induce  any 
j^Vrut^'^iiabimy  common  carrier  subject  to  the  provisions  of  this  act,  or  any 
damagTa!"^'^  ^"^  of  its  officcrs  or  agcuts,  to  discriminate  unjustly  in  his,  its, 
or  their  favor  as  against  any  otber  consignor  or  consignee 
in  the  transportation  of  property,  or  shall  aid  or  abet  any 
common  carrier  in  any  such  unjust  discrimination,  such 
person  or  such  officer  or  agent  of  such  corporation  or  com- 
pany shall  be  deemed  guilty  of  a  misdemeanor,  and  shall, 
upon  conviction  thereof  in  any  court  of  the  United  States 
of  competent  jurisdiction  within  the  district  in  which  such 
offense  was  committed,  be  subject  to  a  fine  of  not  exceeding 
five  thousand  dollars,  or  imprisonment  in  tbe  penitentiary 
for  a  term  of  not  exceeding  two  years,  or  both,  in  the  dis- 
cretion of  the  court,  for  each  offense ;  and  such  person,  cor- 
poration, or  company  shall  also,  together  with  said  common 
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carrier,  be  liable,  jointly  or  severally,  in  an  action  on  the 
case  to  be  brought  by  any  consignor  or  consignee  discrim- 
inated against  in  any  court  of  the  United  States  of  compe- 
tent jurisdiction  for  all  damages  caused  by  or  resulting 
therefrom. 

Sec.  11.  That  a  Commission  is  hereby  created  and  es- 
tablished to  be  known  as  the  Interstate  Commerce  Commis- 
sion, which  shall  be  composed  of  five  CommissionerSj  who 
shall  be  appointed  by  the  President,  by  and  with  the  advice  commerce  com^ 
and  consent  of  the  Senate.  The  Commissioners  first  ap-  ^ppoSd.""^*^^ 
pointed  under  this  act  shall  continue  in  office  for  the  term 
of  two,  three,  four,  five,  and  six  j^ears,  respectively,  from  the  mSsionera^.  ^^^ 
first  day  of  January,  anno  Domini  eighteen  hundred  and 
eighty-seven,  the  term  of  each  to»be  designated  by  the  Presi- 
dent; but  their  successors  shall  be  appointed  for  terms  of 
six  years,  except  that  any  person  chosen  to  fill  a  vacancy 
shall  be  appointed  only  for  the  unexpired  time  of  the  Com- 
missioner whom  he  shall  succeed.  Any  Commissioner  may 
be  removed  by  the  President  for  inefficiency,  neglect  of 
duty,  or  malfeasance  in  office.  Not  more  than  three  of  the 
Commissioners  shall  be  appointed  from  the  same  political 
party.  No  person  in  the  employ  of  or  holding  any  official 
relation  to  any  common  carrier  subject  to  the  provisions  of 
this  act,  or  owning  stock  or  bonds  thereof,  or  who  is  in  any 
manner  pecuniarily  interested  therein,  shall  enter  upon  the 
duties  of  or  hold  such  office.  Said  Commissioners  shall  not 
engage  in  any  other  business,  vocation,  or  employment. 
No  vacancy  in  the  Commission  shall  impair  the  right  of  the 
remaining  Commissioners  to  exercise  all  the  powers  of  the 
Commission. 

Sec.  12.  (As  amended.)   That    the    Commission    hereby 
created  shall  have  authority  to  inquire  into  the  manage, 
ment  of  the  business  of  all  common  carriers  subject  to  the    Power  of  com- 
provisions  of  this  act,  and  shall  keep  itself  informed  as  to  quire  into  bust- 
the  manner  and  method  in  which  the  same  is  conducted, 
and  shall  have  the  right  to  obtain  from  such  common  car. 
riers  full  and  complete  information  necessary  to  enable  the 
Commission  to  perform  the  duties  and  carry  out  the  objects 
for  which  it  was  created ',  and  the  Commission  is  hereby 
authorized  and  required  to  execute  and  enforce  the  provis-  qu^S™SOTce 
ions  of  the  act;  and,  upon  the  request  of  the  Commission,  JJ^p™7'^^^°^''^ 
it  shall  be  the  duty  of  any  district  attorney  of  the  United 
States  to  whom  the  Commission  may  apply  to  institute  in 
the  proper  court  and  to  prosecute  under  the  direction  of  the 
Attorney  General  of  the  United  States,  all  necessary  pro- 
ceedings for  the  enforcement  of  the  provisipps  of  tto  aet 
a,  Mis.  50-^.^27 
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and  for  the  punishment  of  all  violations  thereof;  and  the 
costs  and  expenses  of  such  prosecution  shall  be  paid  out  of 
the  appropriation  for  the  expenses  of  the  courts  of  the 
United  States ;  and  for  the  purposes  of  this  act  the  Com- 
Power  of  the  missiou  shall  have  power  to  require,  by  subpoena,  the  attend- 
reqTii^eauend-ance  aud  tcstimouy  of  witnesses  and  the  production  of  all 
nesses  ami  pro-  books,  papcrs,  tariffs,  contracts,  agreements,  and  documents 
anfiapeJs.^^^^  relating  to  any  matter  under  investigation,  and  in  case  of 
disobedience  to  a  subpoena,  the  Commission,  or  any  party  to 
a  proceeding  before  the  Commission,  may  invoke  the  aid  of 
any  court  of  the  United  States  in  requiring  the  attendance 
and  testimony  of  witnesses  and  the  production  of  books, 
papers,  and  documents  under  the  provisions  of  this  section. 
And  any  of  the  circuit  courts  of  the  United  States  within 
the  jurisdiction  of  which  such  inquiry  is  carried  on  may,  in 
case  of  contumacy  or  refusal  to  obey  a  subpoena  issued  to 
any  common  carrier  subject  to  the  provisions  of  this  act,  or 
other  person,  issue  an  order  requiring  such  common  carrier 
or  other  person  to  appear  before  said  Commission  (and  pro- 
duce books  and  papers  if  so  ordered)  and  give  evidence 
touching  the  matter  in  question ;  and  any  failure  to  obey 
Punishment  such  ordcr  of  the  court  may  be  punished  by  such  court  as  a 
liV^^orproduce  contempt  thereof.    The  claim  that  any  such  testimony  or 
pern  ^  ^"   ^^  evidence  may  tend  to  criminate  the  person  giving  such  evi- 
dence shall  not  excuse  such  witness  from  testifying;  but  such 
evidence  or  testimony  shall  not  be  used  against  such  person 
on  the  trial  of  any  criminal  proceeding. 

Sec.  13.  That  any  person,  firm,  corporation,  or  association, 
or  any  mercantile,  agricultural,  or  manufacturing  society, 
Complaints  to  or  any  body-politic  or  municipal  organization  complaining 
How^aSd  *^by  of  anything  done  or  omitted  to  be  done  by  any  common  car- 
whom  made.       ^.^^^  subjcct  to  the  provisious  of  this  act  in  contravention  of 
the  provisions  thereof,  may  apply  to  said  Commission  by 
petition,  which  shall  briefly  state  the  facts;  whereupon  a 
statement  of  the  charges  thus  made  shall  be  forwarded  by 
the  Commission  to  such  common  carrier,  who  shall  be  called 
upon  to  satisfy  the  complaint  or  to  answer  the  same  in  writ-, 
ing  within  a  reasonable  time,  to  be  specified  by  the  Com^ 
mission.    If  such  common  carrier,  within  the  time  specified, 
Reparation  by  shall  make  reparation  for  the  injury  alleged  to  have  been 
invesTigation.^^^  done,  Said  Carrier  shall  be  relieved  of  liability  to  the  com- 
plainant only  for  the  particular  violation  of  law  thus  com- 
plained of.    If  such  carrier  shall  not  satisfy  the  complaint 
within  the  time  specified,  or  there  shall  appear  to  be  any 
Reasonable  ground  for  iuvestigating  said  complaint,  it  shall 
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be  the  duty  of  the  Commission  to  iiivesticrate  the  matters,  inyc8ti«ation8 

"  ''by  the  Commis- 

complained  of  in  such  manner  and  by  such  means  as  it  shall  »ion- 
deem  proper. 

Said  Commission  shall  in  like  manner  investigate  any 
complaint  forwarded  by  the  railroad  commissioner  or  rail- 
road commission  of  any  State  or  Territory,  at  the  request  of 
such  commissioner  or  commission,  and  may  institute  any 
inquiry  on  its  own  motion  in  the  same  manner  and  to  the 
same  effect  as  though  comi)laint  had  been  made. 

1^0  complaint  shall  at  any  time  be  dismissed  because  of 
the  absence  of  direct  damage  to  the  comj)lainant. 

Sec.  14.  {As  amended.)  That  whenever  an  investigation    Findings  of 
shall  be  made  by  said  Commission,  it  shall  be  its  duty  to  mSiWideSce 
make  a  report  in  writing  in  respect  thereto,  which  shall  in-  Teeiikia!^   ^'™' 
elude  the  findings  of  fact  upon  which  the  conclusions  of  the 
Commission  are  based,  together  with  its  recommendation 
as  to  what  reparation,  if  any,  should  be  made  by  the  com- 
mon carrier  to  any  party  or  parties  who  may  be  found  to 
have  been  injured  ;  and  such  findings  so  made  shall  there- 
after, in  all  judicial  proceedings,  be  deemed  prima  facie 
evidence  as  to  each  and  every  fact  found. 

All  rei3orts  of  investigations  made  by  the  Commission 
shall  be  entered  of  record,  and  a  copy  thereof  shall  be  fur- 
nished to  the  party  who  may  have  complained,  and  to  any 
common  carrier  that  may  have  been  complained  of. 

The  Commission  may  provide  for  the  publication  of  its  ,  Reports  and  de- 

.,,...,-,  ,  ,      cisions.   Author- 

reports  and  decisions  in  such  form  and  manner  as  may  be  ized  publications 

best  adapted  for  public  information  and  use,  and  such  au- evidenceT*^*^"^ 

thorized  publications  shall  be  competent  evidence  of  the 

reports  and  decisions  of  the  Commission  therein  contained, 

in  all  courts  of  the  United  States,  and  of  the  several  States, 

without  any  further  proof  or  authentication  thereof.    The  Publication  and 

•^  ^  distribution      of 

Commission  may  also  cause  to  be  printed  for  early  distribu-ani^^ai  reports  of 

,  .         . ,  ,  Commission. 

tion  its  annual  reports. 

Sec.  15.  That  if  in  any  case  in  which  an  investigation 
shall  be  made  by  said  Commission  it  shall  be  made  to  ap- 
pear to  the  satisfaction  of  the  Commission,  either  by  the 
testimony  of  witnesses  or  other  evidence,  that  anything  has 
been  done  or  omitted  to  be  done  in  violation  of  the  provisions 
of  this  act,  or  of  any  law  cognizable  by  said  Commission,  by 
any  common  carrier,  or  that  any  injury  or  damage  has  been 
sustained  by  the  party  or  parties  complaining,  or  by  other 
parties  aggrieved  in  consequence  of  any  such  violation,  it 
shall  be  the  duty  of  the  Commission  to  forthwith  cause  a 
copy  of  its  report  in  respect  thereto  to  be  delivered  to  such 
common  carrier,  together  with  a  notice  to  said  common  car^ 
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m^'^^iTrder  To '^^^^  ^^  ceasG  and  desist  from  such  violation,  or  to  make 

tio^n  o?''S  ^^°^*'  reparation  for  tbe  injury  so  found  to  have  been  done,  or  both, 

within  a  reasonable  time,  to  be  specified  by  the  Commission ; 

and  if,  within  the  time  specified,  it  shall  be  made  to  appear 

to  the  Commission  that  such  common  carrier  has  ceased 

with  ™ Stiletto  ^^^^  ^^^^^  violation  of  law,  and  has  made  reparation  for  the 

ceasefrora  viola,  injur V  fouud  to  havc  bccu  douc,  in  compliance  with  the  re- 

tionotact.    Rep-      -•       •  .  n    i        ^  •      • 

aration.  port  and  uoticc  of  the  Commission,  or  to  the  satisfaction  of 

the  party  complaining,  £i  statement  to  that  effect  shall  be 
entered  of  record  by  the  Commission,  and  the  said  common 
carrier  shall  thereupon  be  relieved  from  further  liability  or 
penalty  for  such  particular  violation  of  law. 

Sec  16.  {As  amended.)  That  whenever  any  common  car- 
rier, as  defined  in  and  subject  to  the  provisions  of  this  act, 
Petj<^io^  to  shall  violate,  or  refuse  or  neglect  to  obey  or  perform  any 
courts  in  cases  of  lawful  ordcr  or  requirement  of  the  Commission  created  by 

(lisobenience     to  ^  "^ 

order  of  Commis-  this  act,  uot  fouudcd  upou  a  coutrovcrsy  requiring  a  trial 
by  jury,  as  provided  by  the  seventh  amendment  to  the  Con- 
stitution of  the  United  States,  it  shall  be  lawful  for  the  Com- 
missioner for  any  company  or  person  interested  in  such  order 
or  requirement,  to  apply  in  a  summary  way,  by  petition,  to 
the  circuit  court  of  the  United  States  sitting  in  equity  in 
the  judicial  district  in  which  the  common  carrier  complained 
of  has  its  principal  office,  or  in  which  the  violation  or  dis- 
obedience of  such  order  or  requirement  shall  happen,  alleg" 
ing  such  violation  or  disobedience,  as  the  case  may  be  5  an< 
the  said  court  shall  have  power  to  hear  and  determine  th( 
matter,  on  such  short  notice  to  the  common  carrier  com- 
plained of  as  the  court  shall  deem  reasonable ;  and  such  nc 
tice  may  be  served  on  such  common  carrier,  his  or  its  officers, 
agents,  or  servants  in  such  manner  as  the  court  shall  direct  1 
PowerofUnited  and  Said  court  shall  proceed  to  hear  and  determine  the  mat 
hea?\and'^defir°- ter  Speedily  as  a  court  of  equity,  and  without  the  formj 
bedience^^^**^^^^  pleadings  and  proceedings  applicable  to  ordinary  suits  ii 
equity,  but  in  such  manner  as  to  do  justice  in  the  premises 
and  to  this  end  such  court  shall  have  power,  if  it  think  fit 
to  direct  and  prosecute  in  such  mode  and  by  such  persons 
as  it  may  appoint,  all  such  inquiries  as  the  court  may  thinl 
needful  to  enable  it  to  form  a  just  judgment  in  the  mattei 
of  such  petition;  and  on  such  hearing  the  findings  of  fact 
in  the  report  of  said  Commission  shall  be  prima  facie  evi-j 
dence  of  the  matters  therein  stated ;  and  if  it  be  made  to  a] 
pear  to  such  court,  on  such  hearing  or  on  report  of  any  sucl 
person  or  persons,  that  the  lawful  order  or  requirement  o| 
said  Commission  drawn  in  question  has  been  violated  01 
disobeyed,  it  shall  be  lawful  for  such  court  to  issue  a  writ 
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of  injunction  or  other  proper  process,  mandatory  or  other- ^j^^rj.^««^jjj'i^jc. 
wise,  to  restrain  such  common  carrier  from  further  contin-  e?8  ajiainst  car- 

'  ner8  in  cases   of 

uing  such  violation  or  disobedience  of  such  order  or  require- disobedience. 

ment  of  said  Commission,  and  enjoining  obedience  to  the 

same;  and  in  case  of  any  disobedience  of  any  such  writ 

of  injunction  or  other  proper  process,  mandatory  or  other-    Punishment 

wise,  it  shall  be  lawful  for  such  court  to  issue  writs  of  at- obey  writs  of  in- 

,  n        •  -,  '       •  1       ,  junction  or  other 

tachment,  or  any  other  process  of  said  court  incident  or  proper  process: 
applicable  to  writs  of  injunction  or  other  proper  process, 
mandatory  or  otherwise,  against  such  common  carrier,  and 
if  a  corporation,  against  one  or  more  of  the  directors,  offi- 
cers, or  agents  of  the  same,  or  against  any  owner,  lessee, 
trustee,  receiver,  or  other  person  failing  to  obey  such  writ 
of  injunction,  or  other  proper  process,  mandatory  or  other- 
wise; and  said  court  may,  if  it  shall  think  fit,  make  an 
order  directing  such  common  carrier  or  other  person  so  dis- 
obeying such  writ  of  injunction,  or  otlier  proper  process, 
mandatory  or  otherwise,  to  pay  such  sum  of  money,  not  ex- 
ceeding for  each  carrier  or  person  in  default  the  sum  of  five 
hundred  dollars  for  every  day,  after  a  day  to  be  named  in 
the  order,  that  such  carrier  or  other  person  shall  fail  to  obey 
such  injunction  or  other  proper  process,  mandatory  or  other- 
wise ;  and  such  moneys  shall  be  payable  as  the  court  shall 
direct,  either  to  the  party  complaining  or  into  court  to  abide 
the  ultimate  decision  of  the  court,  or  into  the  treasury ;  and 
Ijayment  thereof  may,  without  prejudice  to  any  other  mode 
of  recovering  the  same,  be  enforced  by  attachment  or  order 
in  the  nature  of  a  writ  of  execution,  in  like  manner  as  if  the 
same  had  been  recovered  by  a  final  decree  in  personam  in 
such  court.     When  the  subject  in  dispute  shall  be  of  the    Appeals  to  su- 

,    ,    ,,  .   ,  preme    Court  of 

value  of  two  thousand  dollars  or  more,  either  party  to  such  united  states. 
proceeding  before  said  court  may  appeal  to  the  Supreme 
Court  of  the  United  States,  under  the  same  regulations  now 
provided  by  law  in  respect  of  security  for  such  appeal ;  but 
such  appeal  shall  not  operate  to  stay  or  supersede  the  order 
of  the  court  or  the  execution  of  any  writ  or  process  thereon ; 
and  such  court  may,  in  every  such  matter,  order  the  pay- 
ment of  such  costs  and  counsel  fees  as  shall  be  deemed 
reasonable.  Whenever  any  such  petition  shall  be  filed  or 
presented  by  the  Commission  it  shall  be  the  duty  of  the  dis- 
trict attorney,  under  the  direction  of  the  Attorney-General 
of  the  United  States,  to  prosecute  the  same ;  and  the  costs 
and  expenses  of  such  prosecution  shall  be  paid  out  of  the 
appropriation  for  the  expenses  of  the  courts  of  the  United 
States. 

If  the  matters  involved  in  any  such  order  or  requirement 
of  said  Commission  are  founded  upon  a  controversy  requir- 
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iug  a  trial  by  jury,  as  provided  by  the  seventh  amendment 
to  the  Constitution  of  the  United  States,  and  any  such  com- 
mon carrier  shall  violate  or  refuse  or  neglect  to  obey  or  per- 
form the  same,  after  notice  given  by  said  Commission  as 
provided  in  the  fifteenth  section  of  this  act,  it  shall  be  lawful 
united  ^st at es^^^  ^^^  compauy  or  person  interested  in  such  order  or  re- 
d?8o^bi°dTrnc*^i^"^^^^®'^^  ^^  apply  in  a  summary  way  by  petition  to  the 
when  trial  by  circuit  court  of  the  United  States  sitting  as  a  court  of  law  in 

jury    is    neces- 
sary, the  judicial  district  in  which  the  carrier  complained  of  has 

its  principal  ofl&ce,or  in  which  the  violation  or  disobedience 

of  such  order  or  requirement  shall  happen,  alleging  such 

violation  or  disobedience  as  the  case  may  be ;  and  said  court 

i  shall  by  its  order  then  fix  a  time  and  place  for  the  trial  of 

said  cause,  which  shall  not  be  less  than  twenty,  nor  more 

than  forty  days  from  the  time  said  order  is  made,  and  it 

shall  be  the  duty  of  the  marshal  of  the  district  in  which  said 

proceeding  is  pending  to  forthwith  serve  a  copy  of  said  peti- 

tiou,  and  of  said  order,  upon  each  of  the  defendants,  and  it 

shall  be  the  duty  of  the  defendants  to  file  their  answers  to 

said  petition  within  ten  days  after  the  service  of  the  same 

upon  them  as  aforesaid.    At  the  trial  the  findings  of  fact  of 

said  Commission  as  set  forth  in  its  report  shall  be  prima 

facie  evidence  of  the  matters  therein  stated,  and  if  either 

party  shall  demand  a  jury  or  shall  omit  to  waive  a  jury  the 

Trial  by  jury,  court  shall,  by  its  ordcr,  direct  the  marshal  forthwith  to 
summon  a  jury  to  try  the  cause;  but  if  all  the  parties  shall 

Trial  by  court,  waivc  a  jury  in  writing,  then  the  court  shall  try  the  issues 
in  said  cause  and  render  its  judgment  thereon.  If  the  sub- 
ject in  dispute  shall  be  of  the  value  of  two  thousand  dollars 

Appeals  to  su.  or  morc  either  party  may  appeal  to  the  Supreme  Court  of 
United  staTes.^^the  United  States  under  the  same  regulations  now  provided 
by  law  in  respect  to  security  for  such  appeal  j  but  such  ap- 
peal must  be  taken  within  twenty  days  from  the  day  of  the 
rendition  of  the  judgment  of  said  circuit  court.  If  the  judg- 
ment of  the  circut  court  shall  be  in  favor  of  the  party  com- 
plaining, he  or  they  shall  be  entitled  to  recover  a  reasonable 
counsel  or  attorney's  fee,  to  be  fixed  by  the  court,  which 

Counsel  or  at-  J  j  J  ? 

toruey's  fees,  shall  be  collcctcd  as  part  of  the  costs  in  the  case.  For  the 
purposes  of  this  act,  excepting  its  penal  provisions,  the  cir- 
cuit courts  of  the  United  States  shall  be  deemed  to  be  always 
in  session. 

^  ,    ,     ^         Sec.  17.  (As  amended.)  That  the  Commission  may  con- 
interstate  com-  ^  '  '' 
merce    commis  duct  its  procccdings  in  such  manner  as  will  best  conduce 

procedure.  to  the  proper  dispatch  of  business  and  to  the  ends  of  jus- 

tice. A  majority  of  the  Commission  shall  constitute  a  quo- 
rum for  the  transaction  of  business,  but  no  Commissioner 
shall  participate  in  {my  hearing  or  proceeding  in  which  he 
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has  auy  i)ecuiiiary  interest.  Said  Commission  may,  from 
time  to  time,  make  or  amend  such  general  rules  or  orders 
as  may  be  requisite  for  the  order  and  regulation  of  pro- 
ceedings before  it,  including  forms  of  notices  and  the  service 
thereof,  which  shall  conform,  as  nearly  as  may  be,  to  those 
in  use  in  the  courts  of  the  United  States.  Any  party  may 
appear  before  said  Commission  and  be  heard  in  person  or 
by  attorney.  Every  vote  and  official  act  of  the  Commission 
shall  be  entered  of  record,  and  its  proceedings  shall  be 
public  upon  the  request  of  either  party  interested.  Said 
Commission  shall  have  an  official  seal,  which  shall  be  judi-  official  seal. 
eially  noticed.  Either  of  the  members  of  the  Commission 
may  administer  oaths  and  affirmations  and  sign  subpoenas. 

Sec.  18.  (As  amended.)  That  each  Commissioner  shall  re-    Salaries  of  Com- 
ceive  an  annual  salary  of  seven  thousand  five  hundred  dol- 
lars, payable  in  the  same  manner  as  the  judges  of  the  courts 
of  the  United  States.    The  Commission  shall  appoint  a  sec-    secretarv— ^ow 
retary,  who  shall  receive  an  annual  salary  of  three  thousand 
five  hundred  dollars,  payable  in  like  manner.    The  Com- 
mission shall  have  authority  to  employ  and  fix  the  compen- 
sation of  such  other  employees  as  it  may  find  necessary  to 
the  proper  performance  of  its  duties.     Until  otherwise  pro- 
vided by  law,  the  Commission  may  hire  suitable  offices  for    offices  and  sup- 
its  use,  and  shall  have  authority  to  procure  all  necessary  ^  ^^^* 
office  supplies.     Witnesses  summoned  before  the  Commis-   witnesses' fees. 
sion  shall  be  paid  the  same  fees  and  mileage  that  are  paid 
witnesses  in  the  courts  of  the  United  States. 

All  of  the  expenses  of  the  Commission,  including  all  ^^Expenses     of 

^  '  ^  the    Commission 

necessary  expenses  for  transportation  incurred  by  the  — ^^^^  p*'^- 
Commissioners,  or  by  their  employees  under  their  orders,  in 
making  any  investigation,  or  upon  official  business  in  any 
other  places  than  in  the  city  of  Washington,  shall  be  al- 
lowed and  paid  on  the  presentation  of  itemized  vouchers 
therefor  approved  by  the  chairman  of  the  Commission. 

Sec.  19.  That  the  principal  office  of  the  Commission    Principal  office 
shall  be  in  the  city  of  Washington,  where  its  general  sion. 
sessions  shall  be  held :  but  whenever  the  convenience  of 
the  public  or  the  parties  may  be  promoted  or  delay  or  ex- 
pense prevented  thereby,  the  Commission  may  hold  special    Sessions  of  the 

/.ii       i-r.,ir>.,i  -Ti  -1  Commission. 

sessions  in  any  part  of  the  United  States.  It  may,  by  one 
or  more  of  the  Commissioners,  prosecute  any  inquiry  neces- 
sary to  its  duties,  in  any  part  of  the  United  States,  into 
any  matter  or  question  of  fact  pertaining  to  the  business  of 
any  common  carrier  subject  to  the  provisions  of  this  act. 
Sec.  20.  That  the  Commission  is  hereby  authorized  to    Carriers^  sub- 

ject  to   the  act 

require  annual  reports  from  all  common  carriers  subject  to  must  render  fuu 

^v  .    .  n  ji  .  .     ,       ^         ,  -.  .1        ,,       annual  reports  to 

the  provisions  of  this  act,  to  fix  the  time  and  prescribe  the  commission. 
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manner  in  which  such  reports  shall  be  made,  and  to  require 
from  such  carriers  specific  answers  to  all  questions  upon 
which  the  Commission  may  need  information.  Such  annual 
reports  shall  show  in  detail  the  amount  of  capital  stock 
issued,  the  amounts  paid  therefor,  and  the  manner  of  pay- 
ment for  the  same;  the  dividends  paid,  the  surplus  fund, 
if  any,  and  the  number  of  stockholders ;  the  funded  and 
floating  debts  and  the  interest  paid  thereon  ;  the  cost  and 
value  of  the  carrier's  property,  franchises,  and  equipments  , 
the  number  of  employees  and  the  salaries  paid  each  class  ; 
the  amounts  expended  for  improvements  each  year,  how 
expended,  and  the  character  of  such  improvements;  the 
earnings  and  receipts  from  each  branch  of  business  and 
from  all  sources;  the  operating  and  other  expenses ;  the 
balances  of  profit  and  loss  ;  and  a  complete  exhibit  of  the 
financial  operations  of  the  carrier  each  year,  including  an 
annual  balance-sheet.  Such  reports  shall  also  contain  such 
information  in  relation  to  rates  or  regulations  concerning 
fares  or  freights,  or  agreements,  arrangements,  or  contracts 
with  other  common  carriers,  as  the  Commission  may  re- 
quire ;  and  the  said  Commission  may,  within  its  discretion, 
for  the  purpose  of  enabling  it  the  better  to  carry  out  the 
purposes  of  this  act,  prescribe  (if  in  the  opinion  of  the 
Commission  Commission  it  is  practicable  to  prescribe  such  uniformity 

may     prescribe  *' 

methodsof  keep- and  mcthods  of  keeping  accounts)  a  period  of  time  within 

ing  accounts.  ^   .    ^       ^^  •  -u-       /^      Ir.  •    •  n  J.^  ■ 

which  all  common  carriers  subject  to  the  provisions  of  this 
act  shall  have,  as  near  as  may  be,  a  uniform  system  of 
accounts,  and  the  manner  in  which  such  accounts  shall  be 
kept. 
Annuaireports     Sec.  21.  [As  amended.)  That  the  Commission  shall,  on  or 

of   tlie    Commis- ,      ^  ,        ^  ,  „  t-v  i  • 

8ion  to  Congress,  bcforc  the  flrst  day  of  December  in  each  year,  make  a  re- 
port, which  shall  be  transmitted  to  Congress,  and  copies  of 
which  shall  be  distributed  as  are  the  other  reports  trans- 
mitted to  Congress.    This  report  shall  contain  such  infor- 
mation and  data  collected  by  the  Commission  as  may  be 
considered  of  value  in  the  determination  of  questions  con- 
nected with  the  regulation  of  commerce,  together  with  such 
recommendations  as  to  additional  legislation  relating  thereto 
as  the  Commission  may  deem  necessary ;  and  the  names  and 
compensation  of  the  persons  employed  by  said  Commission. 
proplrtr  tbVt     ^^^-  ^^-  (^*  amended,)    Tbat  nothing  in  this  act  shall 
freJoi'atr''educed  ^^^^^'^^^  ^^^  Carriage,  storagc,  or  handling  of  property  free 
rates.  or  at  rcduccd  rates  for  the  United  States,  State,  or  muni- 

cipal governments,  or  for  charitable  purposes,  or  to  or  from 
,  fairs  and  expositions  for  exhibition  thereat,  or  the  free  car- 

riage of  destitute  and  homeless  persons  transported  by 
charitable  societies,  and  the  necessary  agents  employed  in 
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such  transportation,  or  the  issuance  of  mileage,  excursion,  ^^^.^1);';^*^^,:  ^.^'^^JJ; 
or  commutation  passenger  tickets  :  nothing  in  this  act  shall  mutation  pa»8eu- 
be  construed  to  prohibit  any  common  carrier  from  giving 
reduced  rates  to  ministers  of  religion,  or  to  municipal  gov- 
ernments for  the  transportation  of  indigent  persons,  or  to 
inmates  of  the  National  Homes  or  State  Homes  for  Dis- 
abled Volunteer  Soldiers,  and  of  Soldiers  and  Sailors' 
Orphan  Homes,  including  those  about  to  enter  and  those 
returning  home  after  discharge,  under  arrangements  with 
the  boards  of  managers  of  said  homes  ;  nothing  in  this  act 
shall  be  construed  to  prevent  railroads  from  giving  free  car- ,  Passesandfree 

*■  <=>  o  transportation  to 

riasre  to  their  own  officers  and  employees,  or  to  prevent  the  officers  and  em- 
principal  officers  of  any  railroad  company  or  companies  road  companies. 
from  exchanging  passes  or  tickets  with  other  railroad  com- 
panies for  their  officers  and  employees ;  and  nothing  in  this 
act  contained  shall  in  any  way  abridge  or  alter  the  reme- 
dies now  existing  at  common  law  or  by  statute,  but  the 
provisions  of  this  act  are  in  addition  to  suchremedies  :  Fro-  .  Pending  litiga- 

^  tion  not  aflfected 

vided,  That  no  pending  litigation  shall  in  any  way  be  affected  by  act. 
by  this  act. 

{New  section).  That  the  circuit  and  district  courts  of  the 
United  States  shall  have  jurisdiction  upon  the  relation  of  any  Tr'^y^'^s  fa  t  e^s 
person  or  persons,  firm,  or  corporation,  alleging  such  viola-  courts  to  issue 
tion  by  a  common  carrier,  of  any  of  the  provisions  of  the  act  tory  mandamus 
to  which  this  is  a  supplement  and  all  acts  amendatory  there-  mo^^menrff  in*^ 
of,  as  prevents  the  relator  from  having  interstate  traffic  th?farnisMng  of 
moved  by  said  common  carrier  at  the  same  rates  as  aretJansp/xrtatio^n 
charged,  or  upon  terms  or  conditions  as  favorable  as  those  ^^^^  ^^^^^' 
given  by  said  common  carrier  for  like  traffic  under  similar 
conditions  to  any  other  shipper,  to  issue  a  writ  or  writs  of 
mandamus  against  said  common  carrier,  commanding  such 
common  carrier  to  move  and  transport  the  traffic,  or  to 
furnish  cars  or  other  facilities  for  transportation  for  the  party 
applying  for  the  writ:  Provided,  That  if  any  question  of 
fact  as  to  the  proper  compensation  to  the  common  carrier  for 
the  service  to  be  enforced  by  the  writ  is  raised  by  the  plead- 
ings, the  writ  of  peremptory  mandamus  may  issue,  notwith- 
standing such  question  of  fact  is  undetermined,  upon  such 
terms  as  to  security,  payment  of  money  into  the  court,  or 
otherwise,  as  the  court  may  think  proper,  pending  the  de- 
termination of  the  question  of  fact:  Provided,  That  the 
remedy  hereby  given  by  writ  of  mandamus  shall  be  cumu- 
lative, and  shall  not  be  held  to  exclude  or  interfere  with 
other  remedies  provided  by  this  act  or  the  act  to  which  it 
is  a  supplement. 
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REVISED  AND  AMENDED  RULES  OP  PRACTICE  IN  CASES  AND 
PROCEEDINGS  BEFORE  THE  COMMISSION,  WITH  FORMS  FOR 
COMPLAINTS,  ANSWERS,  NOTICES,  ETC.,  AND  COPIES  OF  SEC- 
TIONS 863  AND  864  OF  THE  REVISED  STATUTES  OF  THE  UNITED 
STATES. 

(Adopted  June  8,  1889.) 

PUBLIC   SESSIONS. 

I.  The  general  sessions  of  the  Commission  for  the  hearing  of  con- 
tested cases  will  be  held  at  its  office  in  the  San  Building,  No.  1315  F 
street,  northwest,  Washington,  D.  0.,  on  such  days  and  at  such  hour 
as  the  Commission  may  designate. 

Sessions  for  receiving,  considering,  and  acting  upon  petitions,  com- 
munications, and  applications  relating  to  business  before  the  Commis- 
sion, and  also  for  considering  and  acting  upon  an}  business  of  the  Com- 
mission other  than  contested  cases,  will  be  held  at  its  said  office  at  11 
o'clock  a.  m.  on  Monday  of  every  week  when  the  Commission  is  at 
Washington. 

When  special  sessions  aie  held  at  other  places  such  regulations  as 
may  be  necessary  will  be  made  by  the  Commission. 

PARTIES. 

II.  Where  a  complaint  concerns  only  anything  done  or  omitted  to  be 
done  by  a  single  carrier  no  other  need  be  made  a  party,  but  if  it  relates 
to  joint  tariffs,  or  matters  in  which  two  or  more  carriers  doing  business 
under  a  common  control,  management,  or  arrangement,  for  a  continuous 
carriage  or  shipment  are  interested,  all  the  carriers  constituting  such 
line  must  be  made  parties. 

A  complainant  may  embrace  several  carriers,  or  lines  of  carriers, 
operated  separately,  in  the  same  proceeding,  when  the  subject-matter 
of  the  complaint  involves  substantially  the  same  alleged  violation  of 
the  law  by  the  several  carriers  or  lines. 

Persons  or  carriers  not  parties  may  apply,  in  any  pending  case  or 
proceeding,  for  leave  to  intervene  and  to  be  heard  upon  the  questions 
involved. 

426 
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COMPLAINTS  UNDER  SECTION  13. 

III.  Complaints  under  section  13  of  the  act,  of  anything  done  or 
omitted  to  be  done  by  any  common  carrier  subject  to  the  provisions  of 
the  act  in  contravention  of  the  provisions  thereof,  must  be  made  by 
petition,  which  must  briefly  state  the  facts  which  are  claimed  to  consti- 
tute a  violation  of  the  act,  and  must  be  verified  by  the  petitioner,  or 
b}^  some  officer  or  agent  of  the  corporation,  society,  or  other  body  or 
organization  making  the  complaint,  to  the  effect  that  the  allegations  of 
the  petition  are  true  to  the  knowledge  or  belief  of  the  affiant. 

The  complainant  must  furnish  as  many  written  or  printed  copies  of 
the  complaint  or  petition  as  there  may  be  parties  complained  against 
to  be  served.  When  a  comi^laint  is  made  the  name  of  the  carrier  or 
carriers  complained  against  must  be  set  forth  in  full,  and  the  address 
of  the  petitioner,  and  the  name  and  address  of  his  attorney  or  counsel, 
if  any,  must  be  indorsed  upon  the  complaint. 

The  Commission  will  cause  a  copy  of  the  complaint  to  be  served  upon 
every  common  carrier  complained  against,  by  mail  or  personally,  in  its 
discretion,  with  notice  to  the  carrier  or  carriers  to  satisfy  the  complaint 
or  to  answer  the  same  in  writing  within  the  time  specified. 

ANSWERS. 

IV.  A  carrier  complained  against  must  answer  the  complaint  made 
within  twenty  days  from  the  date  of  the  notice,  unless  the  Commission 
shall  in  particular  cases  prescribe  a  shorter  time  for  the  answer  to  be 
served,  and  in  such  cases  the  answer  must  be  made  within  the  time 
prescribed.  The  original  answer  must  be  filed  with  the  Commission,  at 
its  office  in  Washington,  and  a  copj^  thereof  must  at  the  same  time  be 
served  upon  the  complainant  by  the  party  answering,  personally  or  by 
mailj  who  must  forthwith  notify  the  secretary  of  the  Commission  of  the 
fact.  The  answer  must  admit  or  deny  the  material  allegations  of  fact 
contained  in  the  complaint,  and  may  set  forth  any  additional  facts 
claimed  to  be  material  to  the  issue.  The  answer  must  be  verified  in  the 
same  manner  as  the  complaint.  If  a  carrier  complained  against  shall 
make  satisfaction  before  answering,  a  written  acknowledgment  of  sat- 
isfaction must  be  filed  with  the  Commission,  and  in  that  case  the  fact 
of  satisfaction  without  other  matter  may  be  set  forth  in  the  answer, 
filed  and  served  on  the  complainant.  If  satisfaction  be  made  after  the 
filing  and  service  of  an  answer,  a  supplemental  answer  setting  forth  the 
fact  of  satisfaction  may  be  filed  and  served. 

V.  If  a  carrier  complained  against  shall  deem  the  complaint  insuffi- 
cient to  show  a  breach  of  legal  duty,  it  may,  instead  of  filing  an  answer, 
serve  on  the  complainant  notice  for  a  hearing  of  the  case  on  the  com- 
plaint; and  in  case  of  the  service  of  such  notice,  the  facts  stated  in  the 
complaint  will  be  taken  as  admitted.  A  copy  of  the  notice  must  at  the 
same  time  be  filed  with  the  Commission.  The  filing  of  an  answer  will 
not  be  deemed  an  admission  of  the  sufficiency  of  the  complaint,  but  a 
motion  to  dismiss  for  insufficiency  may  be  made  at  the  hearing. 
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SERVICE   OF  PAPERS. 

VI.  Copies  of  notices  or  other  papers  must  be  served  upon  the  oppo- 
site parties  to  the  proceeding,  personally  or  by  mail,  and  when  any 
party  shall  have  appeared  by  attorney  the  service  upon  the  attorney 
shall  be  deemed  proper  service  upon  the  party. 

AFFIDAVITS. 

VII.  Affidavits  to  a  petition,  complaint,  or  answer  may  be  taken  be- 
fore any  officer  of  the  United  States,  or  of  any  State  or  Territory,  au- 
thorized to  administer  oaths. 

AMENDMENTS. 

VIII.  Upon  application  by  any  petitioner  or  party,  amendments  pay 
be  allowed  by  the  Commission,  in  its  discretion,  to  any  petition,  an- 
swer, or  other  pleadiug  in  any  proceeding  before  the  Commission. 

ADJOURNMENTS  AND  EXTENSIONS   OF   TIME. 

IX.  Adjournments  and  extensions  of  time  may  be  granted  upon  the 
application  of  parties  in  the  discretion  of  the  Commission. 

STIPULATIONS. 

X.  Parties  to  cases  and  proceedings  before  the  Commission  may,  by 
stipulation,  duly  signed  by  them  and  filed  with  the  Secretary,  agree 
upon  the  facts,  or  any  portion  of  the  facts,  they  deem  to  be  involved  in 
the  controversy,  which  agreed  statement  shall  be  regarded  and  used  as 
evidence.  It  is  desirable  that  the  facts  be  thus  agreed  upon  whenever 
practicable. 

HEARINGS. 

XL  Upon  issue  being  joined  by  the  service  of  answer,  the  Commis- 
sion will  assign  a  time  and  place  for  hearing  the  same,  which  will  be  at 
its  office  in  Washington,  unless  otherwise  ordered.  Witnesses  will  be 
examined  orally  before  the  Commission,  unless  testimony  be  taken  or 
facts  agreed  upon  as  otherwise  provided  in  these  rules.  The  petitioner 
or  complainant  must  in  all  cases  prove  the  existence  of  the  facts  alleged 
to  constitute  a  violation  of  the  act,  unless  the  carrier  complained  of 
shall  admit  the  same,  or  shall  fail  to  answer  the  complaint.  Facts  al- 
ledged  in  the  answer  must  also  be  proved  by  the  carrier,  unless  admitted 
by  the  petitioner. 

In  cases  of  failure  to  answer,  the  Commission  will  take  such  proof  of 
the  charge  as  may  be  deemed  reasonable  and  proper,  and  make  such 
order  thereon  as  the  circumstances  of  the  case  appear  to  require. 

WITNESSES  AND  DEPOSITIONS. 

XII.  Subpoenas  requiring  the  attendance  of  witnesses  will  be  issued 
by  any  member  of  the  Commission  in  all  cases  and  proceedings  before 
it,  and  witnesses  will  be  required  to  obey  the  subpoenas  served  upon 
them  requiring  their  attendance  or  the  production  of  any  books,  papers, 
tariffs,  contracts,  agreements,  or  documents  relating  to  any  matter  under 
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investigation  or  pending  before  tlie  Commission.  When  a  subpoena  is 
desired  for  t lie  production  of  books,  papers,  or  otlier  documentary  evi- 
dence, special  application  must  be  made  to  the  Commission  therefor, 
specifying  the  documentary  evidence  desired. 

When  a  cause  is  at  issue  on  petition  and  answer,  each  party  may 
proceed  at  once  to  take  depositions  of  witnesses  in  the  manner  provided 
by  sections  8G3  and  864  of  the  Revised  Statutes  of  the  United  States, 
and  transmit  them  to  the  secretary  of  the  Commission,  without  making 
any  application  to,  or  obtaining  any  authority  from,  the  Commission 
for  that  purpose.*  (Sections  863  and  864,  Revised  Statutes,  are  ap- 
pended to  these  rules.) 

PROPOSED  FINDINGS  OF  FACT. 

XIII.  Upon  the  5nal  submission  of  a  case  to  the  Commission,  either 
party  may  submit  proposed  findings  of  fact  for  the  consideration  of  the 
Commission,  which  findings  must  embrace  only  the  material  facts  of 
the  case  supposed  to  be  established  by  the  testimony. 

REHEARINGS. 

XIV.  Application  for  a  rehearing  may  be  made  by  either  party  at 
any  time  within  sixty  days  after  a  decision  shall  have  been  filed  and 
made  public  in  any  case  decided  by  the  Commission.  Such  application 
must  be  by  petition,  and  must  state  clearly  the  findings  of  fact  or  con- 
clusions of  law  supposed  to  be  erroneous.  If  the  application  be  to  give 
further  testimony,  the  nature  of  the  additional  testimony  must  be  briefly 
stated,  and  it  must  not  be  merely  cumulative.  The  petition  must  be 
verified  in  the  same  manner  as  a  complaint,  and  a  copy  thereof,  with  a 
notice  of  the  time  and  place  of  the  application,  must  be  served  on  the  op- 
posite party  at  least  ten  days  before  the  time  named  for  the  application. 


XV.  For  convenience  in  reading  and  filing,  it  is  recommended  that 
when  practicable,  petitions,  answers,  and  depositions  be  printed  or  in 
type- writing,  and  that  when  in  type- writing,  or  ordinary  writing,  only 
one  page  of  the  paper  be  used.t 

COPIES. 

XVI.  Copies  of  any  petition,  complaint,  or  answer  in  any  matter  or 
proceeding  before  the  Commission,  or  of  any  order,  decision,  or  opinion 
by  the  Commission,  and  also  of  testimony  when  practicable  and  desired 
for  use  in  the  case,  will  be  furnished  without  charge  upon  application 
to  the  secretary  by  any  person  or  carrier  party  to  the  proceeding. 

*  Fees  of  witnesses  are  fixed  by  law  at  $1.50  for  each  day's  attendance  at  the  place 
of  hearing  or  of  taking  depositions,  and  5  cents  per  mile  for  going  to  said  place  from 
his  place  of  residence  and  5  cents  per  mile  for  returning  therefrom. 

t  It  is  desirable,  if  complaints,  answers,  etc.,  are  in  ordinary  writing  or  type-writing, 
that  the  size  of  the  pages  should  conform  as  near  as  conveiiient  to  9  by  13  inches,  not 
to  exceed  same ;  if  printed,  6  by  9  inches, 
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XYII.  All  complaints  concerning  anything  done  or  omitted  to  be 
done  by  any  railroad  carrier,  and  all  petitions  or  answers  or  applica- 
tions relative  to  any  pending  proceeding,  and  all  letters  or  telegrams 
relating  in  any  manner  to  either  of  these  matters,  must  be  addressed 
to  the  Interstate  Commerce  Commission,  Washington,  D.  C. 

Sections  863  and  864  of  the  Eevised  Statutes,  referred  to  under  Rule 
XII,  are  as  follows  : 

^'  Sec.  863.  The  testimony  of  any  witness  may  be  taken  in  any  civil 
cause  depending  in  a  district  or  circuit  court  by  deposition  de  bene  esse, 
when  the  witness  lives  at  a  greater  distance  from  the  place  of  trial 
than  one  hundred  miles,  or  is  bound  on  a  voyage  to  sea,  or  is  about  to 
go  out  of  the  United  States,  or  out  of  the  district  in  which  the  case  is 
to  be  tried,  and  to  a  greater  distance  than  one  hundred  miles  from  the 
place  of  trial,  before  the  time  of  trial,  or  when  he  is  ancient  and  infirm. 
The  deposition  may  be  taken  before  any  judge  of  any  court  of  the 
United  States,  or  any  commissioner  of  a  circuit  court,  or  any  clerk  of 
a  district  or  circuit  court,  or  any  chancellor,  justice  or  judge  of  a  su- 
preme or  superior  court,  mayor  or  chief  magistrate  of  a  city,  judge  of 
a  county  court  or  court  of  common  pleas  of  any  of  the  United  States, 
or  any  notary  public,  not  being  of  counsel  or  attorney  to  either  of  the 
parties,  nor  interested  in  the  event  of  the  cause.  Seasonable  notice 
must  first  be  given  in  writing  by  the  party  or  his  attorney  proposing 
to  take  such  deposition  to  the  opposite  party  or  his  attorney  of  record, 
as  either  may  be  nearest,  which  notice  shall  state  the  name  of  the  wit- 
ness and  the  time  and  place  of  the  taking  of  his  deposition  ;  and  in  all 
cases  in  rem,  the  person  having  the  agency  or  possession  of  the  proj)- 
erty  at  the  time  of  seizure  shall  be  deemed  the  adverse  party,  until  the 
claim  shall  have  been  put  in;  and  whenever,  by  reason  of  the  absence 
from  the  district  and  want  of  an  attorney  of  record  or  other  reason, 
the  giving  of  the  notice  herein  required  shall  be  impracticable,  it  shall 
be  lawful  to  take  such  depositions  as  there  shall  be  urgent  necessity 
for  taking,  upon  such  notice  as  any  judge  authorized  to  hold  courts  in 
such  circuit  or  district  shall  think  reasonable  and  direct.  Any  person 
may  be  compelled  to  appear  and  depose  as  provided  by  this  section,  in 
the  same  manner  as  witnesses  may  be  compelled  to  appear  and  testify 
in  court. 

"  Sec.  864.  Every  person  deposing  as  provided  in  the  preceding  sec- 
tion, shall  be  cautioned  and  sworn  to  testify  the  whole  truth,  and  care- 
fully examined.  His  testimony  shall  be  reduced  to  writing  by  the  mag- 
istrate taking  the  deposition,  or  by  himself  in  the  magistrate's  presence, 
and  by  no  other  person,  and  shall,  after  it  has  been  reduced  to  writing, 
be  subscribed  by  the  deponent." 


FORMS. 


No.  1. — Complaint  agaiust  a  single  carrier. 

No.  2. — Complaint  against  joint  or  connecting  carriers. 

No.  3. — Notice  to  answer. 

No.  4. — Notice  to  complainant. 

No.  5. — Answer. 

No.  6. — Notice  by  carrier  under  Rule  V. 

No.  7. — Acknowledgment  of  answer. 

No.  8. — Notice  of  hearing. 

No.  9. — Subpoena. 

No.  10. — Notice  of  taking  depositions  under  Rule  XTI. 


431 


FORMS. 


These  forms  may  be  used  iu  cases  to  which  they  are  applicable,  with 
such  alteratious  as  the  circumstances  may  render  necessary. 

No.  1. 
Complaint  against  a  single  carrier. 

INTERSTATE    COMMERCE    COMMISSION. 

A.  B  i 

against  > 

The Railroad  Company.  ) 

The  petition  of  the  above-named  complainant  respectfully  shows  :] 

I.  That  (Here  let  complainant  state  his  occupation  and  place  of  business.) 

II.  That  the  defendant  above  named  is  a  common  carrier  engaged  in  the  transpor- 
tation of  passengers  and  property  by  railroad  between  points  in  the  State  of 


and  points  in  the  State  of ,  and  as  such  common  carrier  is  subject  to  the  act 

to  regulate  commerce. 

III.  That  (Here  state  concisely  the  matters  intended  to  be  complained  of.     Continue 
numbering  each  succeeding  paragraph  as  in  No8.  I,  II,  and  III). 


Wherefore  the  petitioner  prays  that  the  defendant  may  be  required  to  answer  the 
charges  herein,  and  that  after  due  hearing  and  investigation  an  order  l)e  made  com- 
manding the  defendant  to  cease  and  desist  from  said  violations  of  the  act  to  regulate 
commerce,  and  for  such  other  and  further  order  as  the  Commission  may  deem  neces- 
sary iu  the  premises.  (If  reparation  for  an;/  wrong  or  injury  be  desired,  the  petitioner 
should  state  the  nature  and  extent  of  the  reparation  he  deems  proper.) 

Dated  at , ,  18—. 

A.  B. 
(Complainant^ s  signature.) 

State  of  . 


County  of 


A.  B.,  being  duly  sworn,  says  that  he  is  the  complainant  in  this  proceeding,  and 
that  the  matters  set  forth  in  the  foregoing  petition  are  true  as  he  verily  believes. 

A.  B. 

Subscribed  and  sworn  to  before  me  this day  of ,  18—. 

.    C.  D., 
Justice  of  the  Peace. 
(Or  other  officer  authorized  to  administer  oaths). 
H.  Mis.  50 28  433 
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No.  2. 
Complaint  against  joint  or  connecting  carriers, 

INTERSTATE   COMMERCE   COMMISSION. 
A.    B. 

against 
The Railroad  Company, 

( Here  set 
out  in  full  the  titles  of  the  several  car- 
riers complained  against. ) 

The  petition  of  tlie  above-named  complainant  respectfully  shows ; 

I.  That  {here  let  complainant  state  his  occupation  and  place  of  \ 

II.  That  the  defendants  above  named  are  common  carriers,  and  under  a  common 
control,  management,  or  arrangement  for  continuous  carriage  or  shipment,  are  en- 
gaged in  the  transportation  of  passengers  and  property  wholly  by  railroad  {or  partly 

hy  railroad  and  partly  by  water,  as  the  case  may  he)  between ,  in  the  State  of , 

and ,  in  the  State  of ,  and  as  such  common  carriers  are  subject  to  the  act 

to  regulate  commerce. 

{Then proceed  as  in  Form  No.  I.) 


To  the 


No.  3. 
Notice  to  answer. 

The  Interstate  Commerce  Commission, 

Washington,  D.  C, ,'  188- 


Inclosed' please  find  a  copy  of  a petition  filed  against  your  company,  em- 
bracing a  statement  of  charges  made  by under  section  13  of  the  act  to  regu- 
late commerce,  approved  February  4,  1887,  and  amended  March  2,  1889. 

You  are  hereby  called  upon  to  satisfy  the  complaint  or  to  answer  the  same,  in  writ- 
ing, within  twenty  days  from  this  date. 

For  the  Commission : 


Secretary. 


No.  4. 

Notice  to  complainant. 

The  Interstate  Commerce  Commission, 

Washington, ,  188-. 


Your  petition  against  the Company,  under  section  13  of  the  act  to  regulate 

commerce;,  ai^proved  February  4,  1887,  and  amended  March  2,  1889,  is  received  and 
I)laced  on  file. 

A  statement  of  the  charges  made  has  been  forwarded  to  the  carrier  for  satisfaction 
or  answer  within  twenty  days. 

For  the  Commission : 


Secretary. 


FORMS.  435 


No.  r>. 

Answer. 

[NTKKSTATE    COMMERCE   COMMISSION. 


A.    B. 

against 
The Railroad  Company 


►  MPANY.      ) 


Tbo  above-Darned  defeudant,  for  answer  to  the  complaint  iu  this  proceeding,  re- 
spectfully states — 

I.  That  (here  follow  the  usual  adniissions,  denials,  and  averments.  Continue  number- 
ing each  succeeding  paragraph.) 

Wherefore  the  defeudant  prays  that  the  complaint  iu  this  proceeding  be  dismissed. 

The Railroad  Company, 

By  E.  F., 

{Title  of  officer.) 
State  of  


County  of- 


E.  F.,  heiug  duly  sworn,  says  that  he  is  the of  the Railroad  Company, 

defendant  iu  this  proceeding,  and  that  the  foregoing  answer  is  true  as  he  verily  be- 
lieves. 

E.  F. 

Subscribed  and  sworn  to  before  me  this day  of— ,  18—. 

C.  D., 
Justice  of  the  Peace. 
{Or  other  officer  authorized  to  adrniniater  oaths.) 


No.  6. 
Notice  by  carrier  under  Rule  V. 

interstate    commerce    COMMISSION. 


A.  B. 

against 
The Railroad  Company 


\ 


Notice  is  hereby  given  under  Rule  V  of  the  Rules  of  Practice  in  proceedings  before 
the  Commission  that  a  hearing  is  desired  in  this  proceeding  upon  the  facts  as  stated 
iu  the  comiilaint. 

The Railroad  Company, 

By  E.  F., 

( Title  of  officer. ) 


No.  7. 
Acknoivledgment  of  answer. 
interstate  commerce  commission. 

Washington, ,  188—. 


The  Commissiou  acknowledges  the  receipt  of  an  .answer  made  by  the Rail 

Company  to  the  complaint  filed  against  said  company by ,  and  the  same 

has  been  filed. 

For  the  Commission : 

Very  respectfully,  , 

Secretary. 
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No.  8. 
Notice  of  hearing. 

Interstate  Commerce  Commission, 

TVashington, ,  188-. 


The  case  of against  the Rail Company is  assigned  for  hear- 
ing   ,  188-, a.  m.,  at . 


For  the  Commission : 


Secretary. 


No.  9. 
Suhpwna. 

INTERSTATE  COMMERCE   COMMISSION. 
To , 

You  are  hereby  required  to  appear  before in  the  matter  of  a  complaint  of 

against ,  as  a  witness  on  the  part  of ,  on  the  day  of , 

188-,  at o'clock  at ,  and  bring  with  you  then  and  there . 

Dated . 


LSEAL.] 


Commissioner. 


Attorney  for . 

[Notice.— Witness  fees  for  attendance  under  this  subpoena  are  to  be  paid  by  the 
party  at  whose  instance  the  witness  is  summoned,  and  every  copy  of  this  summons 
for  the  witness  must  contain  a  copy  of  this  notice.] 


No.  10. 
Notice  of  taking  depositions  under  Rule  XII. 

INTERSTATE   COMMERCE   COMMISSION. 

A.  B. 

against 

The  Railroad  Company. 

You  are  hereby  notified  that  G.  H.  will  be  examined  before  C.  D.,  a (title  of 

officer  or  magistrate),  at ,  on  the day  of ,  18^ — ,  at o'clock  in  the 

noon,  as  a  witness  for  the  above-named  complainant  (or  defendant,  as  the  case  may  he), 
according  to  act  of  Congress  in  such  case  made  and  provided,  and  the  rules  of  prac- 
tice of  the  Interstate  Commerce  Commission  ;  at  which  time  and  place  you  are  noti- 
fied to  be  present  and  take  part  in  the  examination  of  the  said  witness. 

Dated, , ,  18—. 

1.  J . 
(Signature  of  com])lainant  or  defendant,  or  of  counsel.) 
To  A.  B,,  the  above-named  complainant  (or  The  Railroad  Company,  the  above- 
named  defendant ;  or  to  K.  L.,  counsel  for  the  above-named  complainant  or  defendant.) 


Note. — The  Commission  recommends  that  the  conditions  upon  which 
ivitnesses  may  he  examined  under  sections  863  and  864  of  the  Revised  Stat- 
utes before  one  of  the  officers  desi(jnated  he  ivaived,  and  that  parties  con- 
sent in  all  cases  to  take  testimony  in  that  manner  ichen  practicahle. 
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Alcutt  Packing  Company 167 
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Armour  Packing  Company 166 

Ashtabula,  Ohio 91 

Ash viLLE  AND  Spartanburg  R.  R.  Co 150 

Association  of  American  Railway  Accounting  Officers 41 

Atchison,  Topeka  and  Santa  Fe  R.  R.  Co.. .36, 133, 173, 176,181, 182,183,184, 188, 

191,200,342 

Atlanta  and  West  Point  R.  R.  Co 129,154,171,187 

Atlanta  Chamber  of  Commerce 150 

Atlantic  and  North  Carolina  R.  R.  Co 17 

Atlantic  and  Pacific  R.  R.  Co 36, 133, 173, 181, 182, 183, 184, 191, 343 

Atlantic  AND  St.  Lawrence  R.  R 5^ 

Atlantic  Coast  Line 171,18' 

Augusta  and  Knoxville  R.  R.  Co 149 

Automatic  freight  car  couplers 

action  of  Master  Car  builders'  Association  respecting 86,  88,  89 

action  of  State  commissions  respecting 85-88 

approval  of  different,  by  different  State  commissions 88 

circular  relating  to -  85, 332 

cost  of 89 

difficulty  of  finding  satisfactory 87 

ease  of  handling  trains  fitted  with 88 

how  coupled  with  link  couplers 89 

how  they  should  be  introduced 89 

legislative  action  concerning „ 87,88 

letter  from  E.  B.  Wall  regarding 333 

link  couplers  used  with  different  types  of 88 

must  be  of  a  uniform  type 87 

opposition  to  introduction  of 89 

**  vertical  plane"  type  of 88 

want  of  uniformity  an  obstacle  to  introduction  of 89,90 

want  of  uniformity  an  element  of  danger 90 

Babcock,F.D 127,148 
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Baltimore  and  Ohio  R.  R.  Co..  .  .125, 131, 132. 137, 139, 140, 147, 151, 153,  IGO,  101,  KUJ 

170, 181, 187, 190, 19G, 197, 198, 199, 343 

Baltimork,  Ml) G 

Bates,  Hervey,  &  H.  BATES,Jr 195 

Beatrice, Neiir.,  Board  of  Trade 142 

Beer 1G8 

Berkeley  Branch  R.  R.  Co 35 

Bisnor,  Putnam  P 131,  i57 

Bills  of  lading 24G 

liisMARCK,  Dak 6 

Bitters - 125, 153 

Black  Rock,N.Y 130 

Block  system 95 

BooGE,  James  E.,  &  Sons 167 

Books,  papers,  and  documents 

compulsory  production  of 22, 133,201 

Boston,  Mass 47,48,60,64,05 

Boston  and  Albany  R.  R.  Co 159, 170, 174, 176, 188, 192, 199, 345 

Boston  aud  Maine  R.  R.  Co 155,176,187,345 

Boston  Chamber  of  Commerce , 175 

Box  SHOOKS 181 

BoYER's,  L.,  Sons 137,161 

Brakes 91,92,93 

Brittain  «&  Co '. 167 

Brotherhood  of  Locomotive  Engineers 312,387 

Brotherhood  of  Locomotive  Firemen 389 

Brotherhood  of  Railroad  Brakemen 103,388 

letter  from  secretary  of 338 

liability  of  members  to  death  and  injury 85 

membership  of ^ 85 

Brownell,  Charles  H 174 

Brunswick  and  Western  R.  R.  Co 171 

Buffalo,  N.  Y 36,71,130 

Buffalo,  Rochester  and  Pittsburgh  R.  R.  Co 176 

Burlington,  Ia 88, 91 

Bullion 198 

Burden  of  proof 127,136,201 

Burlington,  Cedar  Rapids  and  Northern  Ry.  Co 158,162,177,187,345 

Burlington  and  Missouri  River  R.  R.  Co 181 

Burlington  and  Missouri  River  R.  R.  in  Nebraska 142 

Butte  City,  Mont 6 

California  Central  Ry.  Co 181,182 

California  Southern  R.  R.  Co 181,182,183 

Cape  Fear  and  Yadkin  Valley  Ry.  Co 171 

Canada 

bonding  of  merchandise  in  transit  through - 63 

commerce  passing  through 58,63 

commerce  with 21 

rebates  on  coal  shipped  to  consignees  in 21 

Canada  Atlantic  R'y 289 

Canada  Southern  R.  R.  Co 170 

Canadian  Canals 

privilege  of  conveyance  to  American  carriers  through 62, 63 

Canadian  carriers 

advantages  possessed  by 61 

application  of  sixth  section  of  act  to   63 

compete  for  nearly  all  kinds  of  traffic 60 

compete  for  transcontinental  traffic  in  both  directions 60 

competition  by 58 

concessions  of  rights  of  way  over  American  soil  to 58 

differentials  allowed  to  by  American  carriers 60 

exports  through  Portland  of  American  products  carried  by 59 

goods  passing  in  bond  over  lines  of 58,63 

regulations  of  Treasury  Department  concerning 63 

increasing  volume  of  American  shipments  over  lines  of 58 

influence  of 62 

investments  of  American  citizens  in  lines  of 58,62 

liberty  of,  to  charge  less  for  longer  hauls 61,62 

lower  rates  cause  diversion  of  traffic  to 60 
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lower  rates  of,  for  longer  distances  on  United  States  traffic, 61,  C2 

ODly  t  wo  great  systems  of 61 

publication  of  tiirough  ratesof,  between  United  States  points 63 

regulation  of 62 

reports  of,  extracts  from 59 

subsidies  to 58 

tonnage  carried  by,  from  Northwest  into  Maine 59 

transportation  by,  of  traffic  to  Boston GO 

United  States  connections  of 58, 59,  60 

use  of,  bj^  American  shippers 58 

west  bound  business  of 60 

Canadian  Pacific  Ry.  Co... 59,60,61,188,282 

Canadian  railways  {see  Canadian  carriers) 282, 290 

Car-load  lots 22, 136, 139, 140, 202 

Car  mileage 15,16,17,18,83,108,177,178,260 

amendment  concerning,  recommended 108 

contracts  with  private  companies  to  i)ay 15 

evils  of  the  system  should  be  corrected 18 

investigation  concerning 15 

paid  to  private  owners,  when  burdensome 18,83 

payment  of,  for  cars  privately  owned 15 

alleged  to  cover  discrimination  in  rates 15 

profits  resulting  from  established  rates  of 16 

rates  of,  on  different  classes  of  cars 15 

results  of  payment  of,  to  fast  freight  lines 17 

^vhat  is  reasonable  on  freight  cars 17 

when  cars  are  interchanged 18 

Carriages 199 

Carriers 

adjunct  properties,  when  a  burden  upon 83 

American,  disadvantages  encountered  by 61 

annual  reports  from,  differences  in  dates  of 40 

burdens  on,  which  cause  high  rates ,  83 

by  water,  amendment  concerning  recommended 108 

by  water,  lower  rates  of 70 

by  lake  and  rail 70,71,72 

Canadian,  competition  by 58 

can  not  by  device  evade  carriage  ot  freights  from  being  treated  as  con- 
tinuous    21 

can  not  escape  duty  to  charge  reasonable  rates  on  the  ground  that  cars 

are  hired 17 

consolidation  of  lines  of,  by  absorption 76,77,78,79,90 

consolidation  of  lines  of  by  agreement  to  interchange  traffic 77,81,  82 

declaration  of  agents  of 126, 203 

distribution  of  forms  for  annual  reports  of 5 

duties  of 83,84,126,202,203 

excessives  rates  of 202 

foreign,  application  of  act  to  ,.  21 

foreign,  tiling  and  publication  of  rates  of 21 

framing  of  tariffs  by.. 203 

have  had  sufficient  time  to  understand  the  law 107 

immigrant  transportation  by 202 

independent  water,  not  required  to  publish  rates 70 

inspection  of  freight  cars  of 126, 203 

methods  of,  in  freight  shipments 26 

must  supply  adequate  accommodations  for  their  business 84,203 

overcharges  by,  return  of 132, 204 

payment  of  car  mileage  by  ..., 15, 16, 17, 18 

payment  of  commissions  on  sale  of  tickets  by 13, 14, 19 

jjiivileges  granted  by 202 

production  of  books,  papers,  etc.,  by ...22, 133,203 

progress  of,  in  complying  witli  fourth  section 46 

l)rosecution  of 23, 167, 202 

protection  of,  against  unreasonably  low  rates 202 

rail,  not  subject  to  the  act 72,73,74,75 

records  of 26, 244 

relations  of,  with  shippers _ 202 

reports  from  State  and  interstate,  should  be  uniform 39 
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shoiikl  do  business  with  their  own  aj^enciea •••........ 84 

should  not  delegate  their  duties  to  others 84 

suhjeet  to  the  act,  must  compete  with  Canadian  carriers (50 

transportation  of  export  traffic  to  sea-i)()rts  by 64-G9 

w  hen  not  obliged  to  haul  cars  of  special  construction 23 

Cars 

baggage 15 

cattle,  different  sizes  of 22 

cattle,  overloading  of 22 

cost  of  different  kinds  of 16 

coupling  of,  danger  in 87 

coupling  of,  automatic 86 

different  classes  of  passenger  cars  in  use  in  England 17 

distribution  of 239 

excursiou 146 

express 15 

furniture 15 

life  of  different  kinds  of 16 

livestock 15,23,193 

mail 15 

of  special  construction,  when  carrier  is  not  obliged  to  haul 23 

oil  tank 15 

owned  by  fast  freight  lines 17 

owned  by  private  individuals 15 

palace  live  stock 15 

passenger,  heating  of 93, 94, 95 

passenger,  ordinary 15 

Pul Iman  palace 15 

Pullman  palace  tourist  sleepers 15 

refrigerator 15 

for  dressed  beef 15 

should  be  owned  by  carriers 18 

Cattle.    (5'ee  Live  Cattle.) 

Central  Ontario  Ry 289 

Central  Pacific  R.  R.  Co 35,36,132,133,172,184,191 

Central  R.  R.  and  Banking  Co.  of  Georgia 154,155,158,186,346 

Central  R.  R.  of  Georgia 149,150.171,188 

Ckntral  R.  R.  Co.  of  New  Jersey 132,147,176,187,346 

Central  Traffic  Association 8,171 

Central  Vermont  R.  R.  Co 170,176,187,289,346 

Ciiappelle,  Logan  B 136,169 

Charleston  and  Savannah  Ry.  Co 154,188 

Charleston,  S.  C 68 

Chattanooga,  Rome  and  Columbus  R.  R.  Co 171 

Chesapeake  and  Ohio  Ry.  Co 171,187,199,347 

Chesapeake,  Ohio  and  Southwestern  Ry.  Co 171 

Cheshire  R.  R.  Co 170 

Chicago  and  Alton  R.  R.  Co 136,166,168,169,177,187,193,347 

Chicago  and  Atlantic  Ry.  Co 132,146,170,177,178,187,347 

Chicago  and  Eastern  Illinois  R.  R.  Co 158,348 

Chicago  and  Grand  Trunk  Ry.  Co 126,132,136,146,147,170,177,178,187,348 

Chicago  and  North-Western  Ry.  Co -.77,  79, 123. 126, 127, 144, 145, 148, 151, 158, 162, 

166. 168, 177, 178, 187, 348 

increase  of  mileage  of 77,79 

Chicago  Board  of  Trade 71,151 

Chicago,  Burlington  and  Kansas  City  Ry.  Co 177.178 

Chicago,  Burlington  and  Northern  R.  R.  Co 158,162,177,178^349 

Chicago,  Burlington  and  Quincy  R.  R.  Co 91, 142, 158, 162, 166, 177,  330,  349 

Chicago,  III 6,14,15,36,48,49,54,55,58,60,63,71,74,124,127 

Chicago,  Kansas  and  Nebraska  Ry.  Co 142,177,178,181 

Chicago,  Milwaukee  and  St.  Paul  Ry.  Co 144,162,166,177,178,187,350 

Chicago,  Rock  Island  and  Pacific  Ry.  Co..  133, 151, 158, 162, 166, 172, 177, 178, 185, 

187, 193 

Chicago,  St.  Louis  and  Pittsburgh  R.  R.  Co 135, 149, 189 

Chicago,  St.  Paul  and  Kansas  City  Ry.  Co 158,162,166,177,178,187,350 

Chicago,  St.  Paul,  Minneapolis  and  Omaha  Ry.  Co.  .79, 158, 162, 177, 178, 187, 351 

Chicago,  Santa  Fe  and  California  Ry.  Co ...166,176,177,178 

CiDEU-PRESS 193 
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Cincinnati,  Hamilton  and  Dayton  R.  R 150, 179, 188, 197, 199,  :351 

Cincinnati,  Hamilton  and  Indianapolis  R.  R.  Co 188 

Cincinnati,  Indianapolis,  St.  Louis  and  Chicago  Ry.  Co.. .133, 144, 150, 172, 186 

Cincinnati,  New  Orleans  and  Texas  Pacific  Ry.  Co 155, 170, 179, 186, 191, 

196,199,352- 

Cincinnati,  Ohio 6, 60 

Cincinnati,  Selma  and  Mobile  Ry.  Co 186 

Cincinnati  Southern  Ry.  Co 150 

Cincinnati,  Washington  and  Baltimore  R.  R 133,172,173,179,187,197,199 

Circulars 

relating  to  ameudineut  of  act 28 

relating  to  automatic  car-couplers 28 

relating  to  Federal  regulation  of  safety  appliances 28, 294 

relati  ng  to  free  cartage 28 

relating  to  general  conference  of  railroad  commissioners 28 

relating  to  publication  of  schedules 120 

relating  to  relations  between  railway  companies  and  their  employes 28 

relating  to  telegraphs .' 28 

relating  to  trackage  facilities 28 

Circumstances  and  conditions 

what  do  not  constitute  dissimilar 204, 215 

what  may  be  dissimilar 123, 127, 204, 215 

Claims  and  vouchers 259 

Classifications 129 

analogous  articles  entitled  to  same 204 

conflicting  and  involved 7 

construction  of 205 

difiereuces  in,  may  violate  fourth  section 204 

different,  used  on  same  commodity  to  neighboring  points  on  same  line..  7 

form  of '. 129,205 

frauds  in 205 

freight,  in  use 277,278,279,280,281 

like,  of  different  articles  imjdies  equal  rates 136,205 

Official 277 

of  mixed  car-load  lots 204 

of  Southern  carriers 129 

principles  controlling 204 

Southern  Railway  and  Steamship  Association 277, 279 

uniform  44,48-57 

use  of  two  or  more  on  same  shipment 7 

Western 277,280 

Cleveland,  Akron  and  Columbus  Ry.  Co 187 

Cleveland  and  Pittsburgh  R.  R.  Co 188. 

Cleveland  Board  of  Trade '. 17^ 

Cleveland,  Cincinnati,  Chicago  and  St.  Louis  Ry,  Co 135,187,189,197, 

199, 35:^ 
Cleveland,  Columbus,  Cincinnati  and  Indianapolis  Railway  Co  ..145, 170, 179,1 

188, 19£ 

Cleveland,  Lorain  and  Wheeling  R.  R.  Co 

Coal 20,123,128,130,145,151,154,394, 

rebates  on,  when  shipped  to  consignees  in  Canada 

returned  loads  of,  in  cattle  cars 

Coey  &Co 

Coles,  R.  T.,  steamer 

Colored  passengers 21, 131, 162, 

Columbia  AND  Augusta  R.  R.  Co 

Columbia  and  Greenville  R.  R.  Co 

Columbus  AND  Cincinnati  Midland  R.  R.  Co 174, 

Columbus  and  Eastern  Ry.  Co 

Columbus,  Hocking  Valley  and  Toledo  Ry.  Co 

Columbus,  Springfield  and  Cincinnati  R.  R.  Co 

Combination  rates 7,22 

Commerce 

destined  to  Canada 130, 

passing  through  Canada 58, 

regulations  of 70, 72, 73, 74, 7J 

State  and  interstate,  regulations  of 38, 39, 40,  72, 73, 74, """ 

when  State  regulation  may  constitute  regulation  of  interstate '^^»  Zi 

Commissions  on  the  sale  of  tickets 13,  ir 
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aniendinent  concerniiit?,  recommended 108 

amount  of,  paid  annually 14 

case  iuvolvinj;  th('-  payment  of 205 

evils  of  the  system 14 

fraud,  how  caused  by 14 

investi«;ation  couceruin{> 13 

rates  of,  how  and  by  whom  paid  14 

to  ticket  agents,  a  burden  on  carriers 83 

unjust  discrimination,  how  caused  by 14 

when  cumulative 14 

Commissions  to  freight  solicitors 

a  burden  on  carriers 83 

amendment  concerning  recommended 108 

Commutation  tickets 13,129,191 

COMFETinON 

by  Canadian  carriers 58-64 

a  permanent  factor  in  transportation 58 

causes  of 58,59,60,61,62,03,64 

compared  to  influence  of  Erie  Canal 62 

largely  d ue  to  American  co-operation 58 

physical  condition  of 59 

regulation  of 62 

by  lake  and  rail  carriers  not  subject  to  the  act 71, 72 

influence  of  on  traffic 72 

disturbance  in  railroad  service  caused  by 72 

combined  rail  and  water 47, 216, 217 

railroad 127,205,206,217 

water 47,70,216,217,243 

Complaints 126,138,206,207,427 

against  the  workings  of  the  law 83 

wlio  are  interested  in  making 83 

amendments  to,  how  made 428 

benefits  accruing  from 105 

copies  of 429 

forms  of , 433,434 

notice  for  hearing  on 436 

of  refusal  to  interchange  traffic 81,82 

printing  of 429 

size  of  pages  of 429 

when  not  favored 213 

when  not  necessarily  entertained 212 

Concession  of  relief 131,135,208 

Conference  of  railroad  commissioners 8, 38-45 

future  conferences 45,75 

opening  address 41 

organization  of  , 42 

Conferences 

with  general  passenger  agents 8, 13 

with  railroad  commissioners - 8,38-45 

with  Southern  carriers 9,67 

with  trunk  line  carriers 8,66 

Connecticut  River  R.  R.  Co 187 

Connecting  routes 84 

(See  Traffic.) 

Consolidation  of  railway  lines 76,77,78,79,80,81,82 

before  and  after  the  act 76,77 

commencement  of 76 

tendency  to 76 

Continuous  brakes  for  freight  trains 91,92,93,335 

obstacles  to  the  introduction  of 92 

saving  of  life  by 91 

Continuous  carriage 

by  connecting  routes,  facilities  f 3r  should  be  afi'orded 84 

of  freights 130,208 

CooLEY  George  M 182 

Corn 127,148,195 

Corn  products 195 

CoRsiCANA  Ice  and  R.  Co 175 
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Cost  of  carriage o..„ 70,126,207 

by  rail 70 

by  water 70 

Cotton 68,158,163,169,170,171,179,194 

CoxE  Brothers  ife  Co 154 

Cr<  ss,  H.  C,  receiver 184 

CUiMBERLAND  Valley  R.  R.  Co 137,165,188 

Dallas  Ice  Company 175 

Damages 137,212,234 

Day,  M.  a 139 

Dayton  and  Michigan  R.  R.  Co 188 

Decisions  by  United  States  courts 23 

Decisions  of  the  Commission 20, 27, 123, 201 

Delaware  and  Hudson  Canal  Co 155, 176, 188, 194, 195^  353 

Delaware,  Lackawanna  and  Western  R.  R.  Co 132, 139, 140, 147, 160, 176, 186, 

198, 354 

Delaware  R.  R.  Co 141 

Delaware  State  grange  of  the  Patrons  of  Husbandry. 141 

Denison  Crystal  Ice  Company 175 

Denver  AND  Rio  Grande  R.  R.  Co 186,198,354 

Denver  and  Rio  Grande  Western  Ry.  Co 187 

Denver,  Colo , 6, 14 

Denver,  Texas  and  Gulf  R.  R.  Co 187 

Depositions „ 428 

ameudmeut  concerDing,  recommended 108 

how  taken 429 

notice  of  taking 436 

printing  of 428 

size  of  pages  of 429 

Des  Moines  Packing  Co 167 

Detroit  board  of  trade 174 

l^ETROiT,  Grand  Haven  and  Milwaukee  Ry.  Co 124, 143, 153, 177, 178, 187 

Detroit,  Lansing  and  Northern  R.R.  Co 177, 178,355 

Docket  of  the  Commission 139-200 

Documents,  how  printed  and  distributed 27 

DoLD,  Jacob,  Packing  Company 166 

Doty,  E.  A 139 

DouD,  L.  B.,  &Co 167 

Dressed  beef 159, 193 

DuLUTH,  Minn 59, 71 

Duluth,  South  Shore  and  Atlantic  Ry.  Co 59 

Dunbar's  Sons  &  Co.,  Lopez 141 

DuNDAS,  Canada 130 

Dunkirk,  Allegheny  Valley  and  Pittsburgh  R.  R.  Co 200 

Duval,  H.  R.,  receiver 131,157,158 

Earnings  of  railroads 

division  of 80 

effect  of  the  law  npon 32 

increase  in  percentage  of 32 

summary  of -. 30 

East  St.  Louis,  III 74 

East  Tennessee,  Virginia  and  Georgia  Ry.  Co.... 81,  129,  137,  150,  152,  155,  165, 

171,  187,  188,  190,200,355 

Eddy,  George  A.,  receiver 184 

Eggs ; 174 

Ellsworth,  William 167 

p]MPLOYEs'  Mutual  Aid  Society 390 

P^nglish  railway  inspection 98,99,100,101. 

Erie  Canal 62! 

Erie  Despatch 144 

Erie,  Pa 72 1 

EVANSVILLE  AND  TeRRE  HaUTE  R.  R.  CO 1^8 ! 

Evidence 208,209, 

documentary,  compulsory  production  of 22, 133,201 

Excursion  tickets 1-9, 190; 

meaning  of,  not  well  defined 1^^ 

Export  rates 132,168,170,209- 

by  trunk  line  carriers,  investigation  of , 8,66, 168l 

difiiculty  in  regulating 


INDEX.  445 

Pago. 
Export  rates— Continued. 

motliods  in  nsc  in  Sonthorn  States  in  makinf^ 67,(58 

tlirongh,  rnlo  govoruing  inland  proportion  of 69,132,  147 

Export  tkafitc 

circnlar  relating  to 122 

from  Boston 64 

from  Portland 59 

from  the  Pacific  coast 69 

inland  transportation  of 64-69, 132, 147 

order  for  pnblication  of  joint  tariffs  relating  to 65 

Express  companies 210 

service  for,  a  burden  on  carriers 83 

Facilities  for  interchange  of  traffic 77,81,129,210,211 

Fast  freight  lines 216 

car  mileage  paid  to 17 

Commercial  Express 287 

Great  Eastern 287 

Hoosac  Tunnel 287 

National  Despatch 286 

Federal  regulation  of  safety  appliances ._ 84-101,293-340 

automatic  freigbt-car  couplers ^6 

circular  of  tbe  Commission  regarding 294 

replies  to  the  circular  from — 

Brotherhood  of  Locomotive  Engineers 312 

Charles  Payne,  civil  engineer 329 

Clemens  Herschel,  civil  engineer 325 

Connecticut  railroad  commissioners 295 

extract  from  letter  from  Governor  Wilson,  of  West  Virginia 310 

G.  W.  Rhodes,  superintendent  of  motive  power  of  Chicago,  Bur- 
lington and  Quincy  R.  R 330 

John  W.  Cloud, secretary  of  Master  Car  Builders'  Association..  316 

Kansas  railroad  commissioners 297 

Maine  railroad  commissioners 298 

Massachusetts  railroad  commissioners 300 

Master  Car  Builders' Association 311 

Michigan  railroad  commissioners 303 

M.  N.  Forney,  of  the  Railroad  and  Engineering  Journal 320 

New  York  railroad  commissioners 305 

Ohio  railroad  commissioners. 309 

Oregon  railroad  commissioners 310 

President  Adams,  of  the  Union  Pacific  Ry .  Co 315 

railroad  commissioners  of  other  States 310 

the  Order  of  Railway  Conductors .    313 

T.  N.  Ely,  general  superintendent  motive  power,  Pennsylvania 

Company 318 

circnlar  of  the  Commission  regarding  automatic  freight-car  couplers 332 

communication  from  the  Westiuuhouse  Air-Brake  Company 335 

continuous  brakes  for  freight  trains 91 

hazard  to  passengers , 294 

heating  of  passenger  cars 93 

letter  from  Mr.  E.  B.  Wall  regarding  couplers • 333 

letter  from  the  grand  secretary  and  treasurer  of  the  Brotherhood  of  Rail- 
road Brakemen 339 

petition  presented  to  the  Commission  by  railroad  brakemen 338 

problem  of 97 

statistics  of  the  use  of  automatic  freight-car  couplers • 332. 

summary  of  accidents  to  persons  for  the  year  ending  June  30, 1888 294 

views  of  State  commissions 95 

Fitchburg  R.  R.  Co 155,176,188,356 

Fixed  charges  of  railroads 30,31 

Flint  and  Pere  Marquette  R.  R.  Co 124,143,177,178,187,356 

Florida  Central  and  Peninsular  R.  R.  Co 1i90 

Florida  Ry.  and  Navigation  Co 131, 157,  lo8, 171 

Florida  Southern  Ry.  Co 158, 190 

Flour 124.143,147,180,181,199 

Force  of  the  Commission 

how  organized    3,4 

operating  divi.sion   4 

rates  and  transportation  division 4 

statistical  division 1 4 
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Foreign  railroads 391-405 

Forms 9,431-436 

1.  Complaint  against  a  single  carrier 433 

2.  Complaint  against  joint  or  connecting  carriers 434 

3.  Notice  to  answer 434 

4.  Notice  to  complainant 434 

5.  Answer 435 

6.  Notice  by  carrier  under  Rule  V 435 

7.  Acknowledgment  of  answer 435 

8.  Notice  of  hearing , 43(^ 

9.  Subpoena 436 

10.  Notice  of  taking  depositions  under  Rule  XII 43(5 

Fort  Worth  AND  Denver  City  Ry.  Co 175 

Fort  Worth  Ice  Company 175 

Fourth  section 

adjustmentof  business  to  the  law 46 

application  of 216 

in  Southern  States,  progress  under 46 

to  sparsely  settled  portions  of  the  country  , 47 

bulk  and  value  of  freight 137,219 

burden  of  proof  in  cases  of  violation  of 213 

Canadian  carriers  at  liberty  to  charge  less  for  longer  hauls 60,  61,62 

carrier  called  upon  to  j ustify  violation  of,  at  public  hearing 217 

case  involving  violation  of 47 

changes  involved  by  compliance  with 46 

circuitous  routes  under 216 

classifications 129, 219 

com j)etition  of  Canadian  lines 46 

competition  to  be  considered  in  cases  under 216 

concession  of  rates ..  218 

construction  of 214 

differences  in  classification  may  violate 217 

different  branch  lines 127,219 

difficulties  encountered  in  enforcing 47 

definition  of  ''over  the  same  line"  in 216 

empty  cars  and  return  loads 137. 219 

enforcement  of - 45 

exceptions  under ^ 45, 216 

greater  charge  for  shorter  distance  when  not  justified 7 

group  rates 123,128,218 

importance  and  value  of 45 

justice  of  the  rule  prescribed  by 45 

milk  rates 218 

parties  to  proceedings  under 216 

passenger  rates 123, 218 

prior  payment  of  local  rates  to  competitive  points  not  an  exception 48 

proceedings  of  Commission  under 218 

progress  of  common  carriers  in  complying  with 46 

proportions  of  rates 128,  218 

rail  and  water  competition-combined 47, 137,219 

railroad  competition 217 

relief  under 212 

re-shipment  of  lumber  from  competitive  points 48 

results  attained  under 46 

tariffs 129,212,219 

temptation  of  carriers  to  create  additional  exceptions  to 46 

through  rates 126,218 

water  competition 46, 47, 216,  217 

where  freights  have  paid  local  rates 137,219 

where  greatest  difficulties  existed  in  applying 46 

FowLKK,  George,  <&,  Son 166 

Frek  cartage  delivery  of  freights 

circular  relating  to 18 

results  ascertained  from  replies  to 18 

pendency  of  case  involving  legality  of 19, 153 

Free  passes  and  free  transportation 160,176 

a  burden  on  carriers 83 

amendment  concerni ng,  recommended 108 

cause  of  higher  charges 11 
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Free  passes  and  free  transportation — Continued. 

classes  of  persons  receiving 10 

classes  of  persons  wlio  may  lawfully  receive 12 

confined  to  a  State,  inUuence  of,  in  interstate  tralKic 74,  75 

contracts  for,  prior  to  act ,   11 

demoralizing  to  railroads 11 

diminution  of,  in  interstate  travel 10 

evils  of,  made  sweeping  restrictions  necessary 12 

forbidden  by  act  as  unjust  discrimination 11 

given  as  "complimentary" 11 

given  for  advertising 11 

given  to  secure  reciprocal  favors - 11 

given  to  wealthy  persons .' 11 

given  to  influence  business 11 

investigations  concerning 9 

issued  for  interstate  journeys 10 

preference  to  persons  receiving 11 

propriety  of 10 

to  persons  inj ured  by  railroad  accidents 10 

to  attending  surgeons  in  accidents 10 

to  witnesses  for  railroad  companies  in  suits 10 

public  hostility  provoked  by 11 

refusal  of  carriers  to  exhibit  list  of  State  passes 74,  75 

to  certain  classes  of  persons  not  justifiable 11 

to  employes  of  express  companies 11 

to  employ 6s  of  telegraph  companies 11 

to  employes  in  railway-mail  service - 11 

to  families  of  railroad  employes 12 

to  municipal  officers 11 

to  officials  of  steam-ship  lines 11 

to  officials  of  transfer  companies 11 

to  officials  of  palace-car  companies 11 

to  persons  connected  with  newspapers 11 

to  State  officers 11 

to  United  States  officers 11 

within  a  State  to  whom  issued 11 

within  State  limits  claimed  not  to  be  illegal w . .  10 

Free  transportation.    {See  Free  Passes  and  Free  Transportation.) 
Freight  accounts 

how  kept  by  carriers 244-263 

Freight  classifications 277-281 

Fj{  eights 

Continuous  carriage  of 21,84, 130,208 

Fremont,  Elkhorn  and  Missouri  Valley  Ry.  Co 168 

Garrison,  Mont 6 

General  passenger  agents 

conference  with 8 

Georgia  Midland  and  Gulf  E.  R.  Co 190 

Georgia  R.  R.  Co 150,162,171,187,199,357 

Government  aided  railroad  and  telegraph  lines 264 

circulars  to 34,35,264 

contracts  and  reports  filed  by 35 

failure  of,  to  comply  with  act  of  August  7,  1888 37 

failure  of,  to  tile  annual  reports 37 

form  of  annual  report  from 266 

form  of  annual  report  sent  to 36 

purposes  of  the  act  relating  to 33 

report  of  Commission  to  Attorney-General  concerning 38 

responses  to  circulars 35 

subject  to  the  act  of  August  7.  1888 36 

suit  in  U.  S.  court  involving  act  relating  to 37 

Grain 59, 64, 124, 127, 136,  138, 143, 144,  147, 148, 151, 152, 166, 182. 195 

Grain  products 59,136,147,195 

Grand  Rapids  and  Indiana  R.  R.  Co 187 

Grand  Trunk  Ry.  Co 58,59,61,160,176,188,199,286 

Grand  Trunk  Ry.  Co.,  of  Canada 130,132,136,147,173,198,357 

Great  Westkun  Ry.  Co.,  of  Canada 132,146 

Green  Bay,  Winona  and  St.  Paul  R.  R.  Co 188 

Greene,  Thomas  L 139 
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Group  rates 20,123,128,227 

Gulf,  Colorado  and  Santa  Fe  Ry.  Co 171,175,186 

Haakinson  &  Co 1(37 

Haas,  Aaron 150 

Halifax,  Nova  Scotia 59 

Hamilton,  Canada 130 

Hannibal  and  St,  Joseph  K.R.Co 36 

Harrington,  Edmund  B 136, 147 

Harrisburg,  Pa 78 

Harris,  James  A 158 

Harrison  Reduction  Works 198 

Harvard  Company 185,199 

Heard,  William  H 131,162 

Hearings 428 

notice  of 430 

Heating  of  passenger  cars 93,94,95 

Helena,  Mont 6 

Hezel  Milling  Company 180 

HoaG  &  TiCHENOR 196 

Hogs.    (^See  Live  Hogs.) 

Holly  Springs  Compress  and  Manufacturing  Company 194 

Hostetter  &  Co 125,131,153 

Household  goods 183 

Hub  blocks 149 

Hurlburt,  Frank  L 14.) 

Ice , 175 

Illinois  Central  R.  R.  Co. ...126,  150,  158,  166,  169,  171,  177,  178,  181,  187,  191,  358 

Immigrant  transportation 213 

Imperial  Coal  Company :.....  128,  151 

Import  traffic 67,  122 

Income  of  railroads 

summary  of 30 

Independent  Refiners'  Association  of  Oil  City,  Pa 155,  156,  161 

Independent  Refiners'  Association  ofTitusville,  Pa 155,  156,  J61 

Indiana,  Bloomington  and  Western  Ry.  Co 145 

Indianapolis  and  St.  Louis  Ry.  Co 170,  1^-8 

Indianapolis,  Decatur  and  Western  R y.  Co 187 

Indianapolis,  Ind 6 

Informal  complaints 

bow  settled 6 

Insurance  funds 102,  103,  104 

Interchange  of  traffic.     (/See  Traffic.) 

Intercolonial  Railway ." 289 

Interlocking  switches  and  signals 95 

International  and  Great  Northern  R.  R.  Co 171,  191 

Interstate  commerce. 

act  to  regulate  as  amended 407-425 

regulation  of 39,  64,70,72,  104,  107,  136,  212 

State  regulation  of  safety  appliances  may  regulate « 74 

what  constitutes 138,  211 

what  is  not 211 

Interstate  Commerce  Commission 

amendments  to  the  act  recommended  by 13,  20,  107,  108 

annual  report  of 3 

appendices  to  report  of.      (/See  Appendices.) 

appropriation  for 113 

business  of,  how  directed  and  controlled 3 

carriers  may  always  have  a  hearing  before  47 

cases  pending  during  the  year  before 139-200 

circulars  issued  by.     (/See  Circulars.) 

citizens  may  always  have  a  hearing  before  47 

committees  may  always  have  a  hearing  before 47 

conferences  held.     (/See  Conferences.) 

courtesy  of  State  carriers  in  making  reports  to 40 

decisions  enforceable  in  the  courts 106 

decisions,  how  printed  and  distributed 27 

decisions  relate  largely  to  rates 20 

documents,  how  printed  and  distributed 27 

duties  in  regard  to  Government  aided  railroad  and  telegraph  companies.       33, 38 
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expenditures 114, 115 

extracts  from  first  and  second  annual  reports  of,  concerning  uniform 

classification 51,52,53,54,55,56,57 

filing  of  tariffs  with,  a  necessity 25 

force,  how  organized - 3,4 

general  sessions,  where  held 5 

how  the  act  has  been  administered  by 104, 105, 106, 107 

informal  complaints,  how  disposed  of  by 6 

investigations  and  proceedings  by ^,. 5 

number  commenced  during  year 4 

investigations  by  {see  Investigations) 138, 212, 213 

jurisdiction  of 212 

letters  written  and  received  by 4 

notice  of  advances  and  reductions  in  rates  insisted  upon  by 25 

number  of  reports  and  documents  distributed 29 

operating  division 

duties  of 4 

force  of 4 

■work  performed  in,  during  year 4 

paramount  aim  of 104 

persons  employed  by 116, 117, 118, 119 

points  decided  by,  during  year 20, 123, 138 

points  decided  since  organization  of 201 

power  under  fourth  section  limited 212 

prosecutions  by 106 

public  sessions  of 426 

rates  and  transportation  division 4 

duties  of 4 

force  of - 4 

work  performed  in,  during  year 4 

rebates,  how  investigated  and  adjudicated 65 

reports  of,  how  printed  and  distributed 27 

secretary  of 2 

special  sessions,  where  held 5,6 

statistical  division 4,5 

duties  of 4,5 

force  of 4 

work  performed  in,  during  year 4,5 

statistical  work  of 29 

subpoenas  duces  tecum,  allowance  of,  by _ 22 

system  of  filing  tariffs  in  office  of 26 

when  affirmative  action  by,  is  precluded 64 

will  not  answer  abstract  questions 212 

work  of,  how  distributed 3 

Interstate  Commerce  Commissioners 

names  of 2 

Interstate  Commerce  Ry.  Association 193 

Investigations 

car  mileage 15-18 

commissions  on  sale  of  tickets 13, 14 

export  rates  of  Southern  carriers 67 

export  rates  of  Trunk  Line  carriers 66 

Federal  regulation  of  safely  appliances 85-104, 293 

free  cartage 18, 19 

free  passes  and  free  transportation 9-13 

passenger  rates 13,129 

passenger  tariffs  and  rate  wars 20, 123 

railway  methods  of  keeping  freight  accounts 26,244-263 

Southern  carriers 7, 129 

ticket  brokers 19 

Investigations  and  proceedings 

number  assigned  for  hearing  at  Washington 5 

elsewhere 6 

Iowa  Central  Railroad  Co 345 

Iowa  pork  packers 167 

Iowa  Railroad  Commissioners 167 

questions  decided  in  suit  in  United  States  court  against 24 

H.  Mis.  50 29 
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James  &  Abbott 137,165 

James  &  Mayer  Buggy  Company 199 

Jefferson  City,  Mo 6 

Jeffersonville,  Madison  and  Indianapolis  R.  E 135,149,189 

Joint  water  and  rail  lines 128 

Joint  RATES.     (/See  Joint  Tariffs.) 
Joint  tariffs 

circular  relating  to  advances  and  reductions  of  rates  in 8, 121 

inland  proportion  of  export  rates  shown  on 64-69, 132, 147 

notice  of  changes  in 214 

of  export  rates 214 

publication  and  filing  of 65, 66, 67, 213, 214 

variation  of  rates  named  in,  a  criminal  offense 122 

Kansas  City,  Fort  Scott  and  Memphis  R.  R.  Co 163,164,171,359 

Kansas  City,  Memphis  and  Birmingham  R.  R.Co 171,194 

Kansas  City,  Mo 6 

Kansas  City  Packing  Company 167 

Kansas  City  pork  packers 167 

Kentucky  Central  Ry.  Co 188,367 

Keokuk  and  Western  R.  R.  Co 186 

King,  W.  S.,  &  Co 199 

Kingan  &  Co 166 

Lake  and  rail  transportation 

relations  of 70,71,72 

Lake  carriers 

il uctuatioDS  of  rates  by 70 

Lake  Erie  and  Western  R.  R.  Co 186,359 

Lake  Shore  and  Michigan  Southern  Ry 79, 125, 131, 132, 146, 149, 153, 170, 

174, 177, 178, 182, 187, 197, 199,  360 

increase  of  mileage  of 79 

Langdon,  Andrew,  &  Co 195 

Laredo  Ice  Factory 175 

Law.     (See  Act  to  regulate  commerce.) 

Leggett,  Francis  H.,  &  Co 1-10 

Lehigh  and  Hudson  Ry.  Co 176 

Lehigh  Valley  R.  R.  Co 154,156,176,187,198,360 

Lehmann,  Higginson  &  Co 184 

Leonard,  Abiel 136,168 

Le wiSTON,  Pa 78 

Lincoln,  Nebr.,  Board  of  Trade 135 

LIPPMAN,  L.,  &  Co 126,158 

Little  Rock  and  Memphis  R.  R.  Co 81,82,129,152,361 

Little  Rock,  Ark 81 

Live  cattle... 136,158,168,169 

car  lot  rates  on ,  charge  for  excess  over  minimum  22 

car  lot  rates  on,  irrespective  of  weight 22 

car  lot  rates  on,  minimum  weight  for  a  car-load 22 

Live  hogs 159,166 

Livingston,  John 183,186,197 

Livestock 59,127,148,159,168,169,193 

car-load  rates  on 136, 214 

duty  of  carriers  in  transportation  of 214 

patent  stock-cars  for 214 

use  of  yards  for 214 

Logan,  T.  M.  C 127,148 

Long  and  short  haul  clause.    {See Fourth  section.) 
Long  and  short  hauls 

Canadian  statute  concerning 61,62 

Los  Angeles  and  Independence  R.  R.  Co 35 

Los  Angeles  and  San  Diego  R.  R.  Co 35 

Louisville  and  Nashville  Railroad 79, 133, 141, 150, 152, 155, 158, 170, 178, 186, 

200, 365 

increase  of  mileage  of 79 

Louisville,  E vansville  and  St.  Louis  R.  R.  Co 187 

Louisville,  New  Albany  and  Chicago  Ry.  Co 135, 177, 178, 187, 189, 361 

Louisville,  New  Orleans  and  Texas  Ry.  Co 171,188,191,362 

Louisville  Ry.  Transfer  Co... 152 

Louisville  Southern  R.  R.  Co 152 

LUMBElt ,,,.47,48,137,160,165,166 
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Mackkown  &  Co 1()7 

McMoiiUAN,  Henry 130,147 

McNuLTA,  John,  keceiver 1GG,'^00 

Maine 

toiiua^e  carried  by  Canadian  roads  into  the  State  of 59 

Maine  Central  R.  R.  Co 176,362 

Mankato,  Minn.,  Manufacturers  and  Jobbers'  Union  of 140 

Mannvili.k  Smelting  Company 198 

Master  Car  Builders'  Association 86, 88, 89, 90, 91, 94, 311 

action  of,  regarding  safety  appliances 86, 101 

Matiawamkeag,  Me 59 

Mattingly,  Bennet  D 192 

Memphis,  Tenn 68,81 

Memphis  and  Charleston  R.  R.  Co 155,200 

Memphis  freight  bureau 163,164, 165 

Merchandise 

bonding  of,  in  transit  through  Canada  ...i 63 

regulations  of  Treasury  Department  concerning 63 

(^ee  Traffic.) 

Meridian  Cotton  Exchange 180 

Mexican  National  R.  R.  Co 171 

Michigan  Central  R.  R.  Co 132, 138, 146, 159, 170, 174, 177, 178, 182, 187, 362 

Michigan  Congress  Water  Company 126,146 

Mileage 

new  railroad 31,32 

of  certain  lines,  increase  of 77^,78,79 

railroad,  how  obtained 30 

total  railroad 30,32 

Mileage  rates 21, 127 

Mileage  tickets 13,129,189,219 

Miller,  H.K 139 

Milling  in  transit 125, 220 

Mill  stuffs 124,143 

Milwaukee  and  Northern  R.  R.  Co 187 

Milwaukee,  Chamber  of  Commerce  of 124,143,144 

Milwaukee,  Wis 124 

Mineral  water 126,146 

Minneapolis  and  Manitoba  R.  R 59 

Minneapolis  and  St.  Louis  Ry.  Co 140, 158, 162, 188, 363 

Minneapolis,  Minn 6,59,60,124 

Minneapolis,  St.  Paul  and  Sault  Ste.  Marie  Ry.  Co 364 

Minnesota  Railroad  and  Warehouse  Commission 158 

Missouri,  Kansas  and  Texas  Ry.  Co 178, 184,364 

Missouri  Pacific  Ry.  Co 36, 139, 164, 165, 171, 175, 181, 187, 193, 365 

Mobile,  Ala 68 

Mobile  and  Girard  R.  R.  Co 155 

Mobile  and  Montgomery  R.  R.  Co 155 

Mobile  and  Ohio  R.R.Co 171,186,191,366 

Montana  Union  Ry.  Co 186 

Montgomery  and  Eufaula  R.R.Co 155 

Montreal,  Canada 59, 71 

Moore,  J.  A 193 

Morrell,  John,  ifc  Co 167 

Morrison  Packing  Company 167 

Myers,  Milton  L.,  survivor 125,131,153 

Nail  kegs  196 

Nails 196 

Nashville,  Chattanooga  and  St.  Louis  Ry.  Co 149,150,158,187,200,367 

New  Brunswick  Ry 260 

New  Orleans  and  North-eastern  R.R.Co 68,171,179,191,196 

New  Orleans  Cotton  Exchange 169,171,179 

Newport  News  and  Mississippi  Valley  Co 137,160,171,186,191,367 

Newport  News,Va , 6 

Newport,  Vt 59 

New  York  and  New  England  R.  R.  Co 137, 165, 176, 187, 199, 368 

New  York  Board  of  Trade  and  Transportation 139 

New  York  Central  and  Hudson  River  R.  R.  .79, 125, 131, 132, 139, 140, 146, 153, 159, 

160, 170, 174, 176, 188, 197, 198, 199, 368 
increase  of  mileage  of. .,. 79 


452  INDEX. 

Page. 

New  York,  Chicago  and  St.  Louis  E.R.  Co 132,146,172,177,178,369 

New  York,  Lake  Erie  and  Western  R.  R.  Co 128, 132, 139, 140, 146. 151, 155, 156, 

160, 170, 176, 183, 195, 196, 197, 198, 199,  369 

New  York,  New  Haven  and  Hartford  R.  R.  Co 137, 165, 176, 199,  369 

New  York,   N.  Y 6,32,49,60,64,66,69,71,124 

New  York,  Ontario  and  Western  R y.  Co 160, 176, 198, 370 

New  York,  Pennsylvania  and  Ohio  R.  R.  Co 128, 132, 146, 151, 170, 187, 199 

New  York,  Philadelphia  and  Norfolk  R.  R.  Co 141,176 

New  York  Produce  Exchange 132, 146 

New  York,  Providence  and  Boston  R.  R.  Co 176,370 

New  York,  Susquehanna  and  Western  R.  R.  Co 176, 370 

Nickel  Plate  Line 145 

Norfolk  and  Western  R.  R.  Co 137,155,165,171,187,188,371 

Norfolk,  Va 6 

North  Alabama  Ry.  Co.. 155 

Northern  Pacific  R.  R.  Co 35, 36, 37, 137, 175, 185, 187, 190, 198, 290, 371 

Northwestern  Iowa  Grain  and  Stock  Shippers'  Association 127, 148 

Northwestern  Ohio  R.  R.  Co 181 

Northwestern  Telegraph  Company 35 

Ogdensburg  and  Lake  Champlain  R,  R.  Co.... 187 

Ogden,  Utah 6 

Oglesby,  J.  G 150 

Ohio  AND  Mississippi  Ry.  Co 183,149,173,188,199 

Ohio  Coal  Exchange 145 

Ohio,  Indiana  and  Western  Ry.  Co 187,372 

Ohio  River  R.  R.  Co 187 

Oil 142,155,156,161,171,172,178,191,200 

Oil  City,  Pa 155 

Omaha  and  Republican  Valley  R.  R.  Co 142 

Operating  companies 

proportiou  of,  to  number  of  railroads 76 

Operating  Division 4 

Operating  expenses  of  railroads 30,31 

Oranges 157,158,188 

Order  of  Railway  Conductors 388 

Oregon  and  California  R.  R.  Co 36 

Oregon  Ry.  and  Navigation  Co 187,198,372 

Oregon  Short  Line  Ry.  Co 137,190 

Overcharges 

return  of 132,180 

Packing-house  products 159,166,193 

Pails 141 

Palace  cars 

privately  owned,  use  of,  excuse  for  furnishing  inferior  passenger  coaches 

by  carriers 17 

Parsons,  E.  M 127,148 

Parties 220,221,426 

forms  for  the  guidance  of 431-4:^6 

stipulations  of 428 

submission  of  proposed  findings  of  fact  by 429 

Party  RATES 9,13,129,190 

Passenger  cars 

heating  of 93,94,95 

Passenger  rates 

carload 9,13,129,190 

conference  on  the  subject  of 8, 13 

party 9,13,129,190 

special 9 

through,  over  different  lines 8 

tourist,  round  trip _ 9 

wars  in 123 

Passengers 221 

colored 21,131,162,163,221 

hazard  to 294 

injured  in  accidents 84 

killed  in  accidents 1 84 

use  of  third-class  cars  by,  in  England 17 

Passenger  tariffs 129,171 

Passenger  tariffs  and  rate  wars 20,123 

Patent  medicines 125,153,198 


INDEX.  453 


Pageu 

Pending  PROCEEDINGS 137,220,221 

Pennsylvania  Company. 125,131,  135,  151,  153,  170,  181,  188,  189,  192,  199,  3^8 

increase  of  luilcaijjc  of 78 

Pennsylvania  Kailkoad  Company 75,78. 125, 132, 137, 139,  140, 141, 144,  146, 

147,  153,  IGO,  IGl,  165,  166,  170, 
176,  188,  195,  197,  198,  199,  373 

increase  of  mileage  of 78 

Persons 

killed  and  injured  in  railroad  accidents 84 

Petition 

when  not  necessarily  entertained 212 

(5ee  Complaints.) 

Philadelphia  and  Reading  R.  R.  Co 132,  144,  145,147,176,198,  375 

Philadelphia,  Commercial  Exchange  of 144,145 

Philadelphia,  Pa 6,60,71 

Philadelphia,  Wilmington  and  Baltimore  R.  R.  Co 141 

Piedmont  Air  Line 192 

PiG-IHON 193 

Pittsburgh  AND  Lake  Erie  R.  R.  Co 128,131.151,153,187,378 

Pittsburgh,Cincinnati  and  St.  Louis  Ry.Co. .  132,  144, 147, 179, 187, 190, 197, 199, 377 
Pittsburgh,  Fort  Wayne  and  Chicago  Ry.  Co..  125, 131, 132, 147, 153, 177, 178, 188 

Pittsburgh,  Pa  60,78,128 

Planters'  Compress  Company,  Meridian,  Miss 180 

Pooling  of  freights  and  divisions  of  earnings 80 

features  of  the  system  prohibited  by  the  act 80 

Port 

definition  of  the  term 63 

Port  Huron,  Mich , 36 

Portland,  Me 58, 59 

Portland,  Oregon 6,59 

Port  Royal  and  Augusta  Ry.  Co 149, 155 

Port  Royal  and  Western  C a  rolina  R.  R.  Co 149 

Ports  of  trans-shipment 64, 69 

transportation  of  property  to,  for  export 64,69 

Port  Townsend,  Wash '. 59 

Postal  Telegraph  and  Cable  Co 38 

Poughkeepsie  Iron  Co 192 

Preference  and  advantage 123,  124,  126,  127,  128,  131,  224,  225,  226,227 

Prescott  and  Arizona  Central  R.  R.  Co 183 

Proceedings 

pending 137,  220,221 

parties  to 220,221,426 

Proctor  &  Gamble 197 

Prosecutions 105 

Providence  and  Worcester  R.  R.  Co 176,187 

PjiOVisiONS 64, 147 

Pullman  palace  cars 

profits  from  mileage  on 16, 17 

Pullman  Palace  Car  Company 17,146 

extract  from  report  of 17 

Quebec  Central  R.  R 289 

QuiNCY,  Omaha  and  Kansas  City  Ry.  Co 176 

Rail  and  lake  transportation 70 

when  subject  to  the  act 70 

when  not  subject  to  the  act , 71 

Railroad  and  telegraph  lines 

Government  aided 264,276 

Railroad  brakemen 

petition  of,  to  the  Commission » 339 

{See  Brotherhood  of  Railroad  Brakemen.) 
Railroad  commissioners 

conference  of 8,38-45,162 

next  conference  of 75 

•{See  State  Railroad  Commissioners.) 
Railroad  companies 

annual  reports  from 40,43 

earnings  and  income  of 30 

financial  operations  of 31 

Government  aided,  arrangements  of,  with  telegraph  companies 34 

operating,  number  of 30 
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proprietary,  number  of 30 

subsidiary,  number  of 30 

RAILltOAD   EMPLOYES 

appreuticesbip  of 104,386 

j^rades  of  service  of 386 

iiazardto  ..-. ....' 84,85 

iuj ured  on  railroads 84 

insurance  of 102,386 

killed  on  railroads 84 

protection  of 93 

relations  of,  with  companies 102,103,341-390 

selection  of 104 

technical  education  of 104 

transportation  of  members  of  families  of 12, 108 

Railroad  Employes'  Club 390 

Railroad  legislation 

barmony  in ". 40,75 

Railroad  mileage 

difficulty  of  ascertaining 40 

{See  Mileage.) 

Railroad  official 

conviction  of,  for  unlawful  discrimination 23,24 

Railroad  problem 

solution  of 73 

Railroads 

absorption  of 76,77,78,79,80 

accident  upon,  summary  of 294 

alliances  of  hostile  to  public  interest 82 

American,  competition  of  Canadian  roads  with 58,59,60,61,62,63,64 

are  public  instrumentalities 84 

consolidation  of 76,77,78,79,80,81,82 

consolidation  of,  before  and  after  the  act 76, 77 

consolidation  of,  latest 77 

consolidating  by  agreement  to  interchange  traffic .,.,.  77,80 

continuous  carriage  and  interchange  of  traffic  favored  by  the  act 77 

fixed  charges  of 30, 31 

in  foreign  countries 104 

of  the  United  States  not  a  national  system 73 

operating  expenses  of 30,31 

persons  killed  and  injured  upon 84 

proportion  of,  to  operating  companies 76 

State  and  interstate 39,71,75 

State,  claimed  not  to  be  subject  to  the  act 290 

State,  participation  of,  in  interstate  traffic 73 

Railroads  in  foreign  countries 391 

Argentine  Republic 397 

Chili 398 

China 391 

Dutch  Colonies 396 

Island  of  Trinidad 396 

Japan 392 

Mexico ^. . .  400 

Netherlands 395 

Norway  and  Sweden 393 

Persia 393 

Russia 396 

Uruguay  and  Paraguay 397 

Railway  capital 

amount  of 30 

average  annual  investment  of 76 

combination  of... 76,77,78,79,80 

payments  on 31 

Railway  construction.    (/S(?e  Mileage.) 

Railway  corporations  and  employes 

relations  of 102,103,341-390 

circulars  relating  to 102,341,386 

Railway  inspection 

English , .98,99,100,101 

in  difiereut  States 101 
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llAILWAY  METHODS  IN  SHIPMENtd  OP  FKEIGHT  AND   UKCORDS  THEREOF...      26,244 

Railway  statistics 40,41 

desirability  of  harmonious  action  concerning 43 

difficulty  of  procuring 43 

harmony  in  collection  of,  expected 44 

inaccuracies  in,  resulting  from  present  methods 43 

relating  to  nniformity  in 43 

resolutions  of  conference  of  Commissioners 43 

uniform,  importance  of 43 

Raleigh  and  Augusta  Air  Line  R.  R.  Co 187 

Raleigh  and  Gaston  R.  R.  Co 187 

Rates 60,61 

car-load,  on  live  cattle 22,136,202 

circular  relating  to  advances  and  reductions  in 121 

combination 7,129,228 

differentials  in,  to  Canadian  carriers 60,61 

disparity  in 7,227 

distance  proportions  should  be  observed  in  making 21 

duty  of  carriers  to  give  information  concerning 228 

duty  of  carriers  to  make  lower,  bv  freeing  themselves  from  burdens 83 

export ". 64,69,132,147,168,170,209 

export,  circular  relating  to 122 

export  of  Southern  carriers 67 

export  of  trunk-line  carriers 67 

grouping  of 20,123,128,227 

higher,  on  staple  articles  deprecated 62 

import,  circular  relating  to 122 

inland,  on  import  and  export  traffic 66,67 

inland  proportion  of  through  export 64, 69, 132, 147 

joint  (see  Joint  Tariffs). 

lake  and  rail,  lower  than  all-rail  rates 71 

milling  in  transit 124,228 

must  be  equal  and  open 228 

notice  of  advances  and  reductions  in 25, 66 

ocean,  fluctuations  of 69 

of  foreign  carriers,  filing  and  publication  of 21,  63 

of  lake  carriers,  fluctuations  of 70, 71 

on  property  intended  for  export,  publication  of 65 

partv 913,190 

passenger 123,129,228 

passenger,  special 9 

publicity  of 25 

rail,  influence  of  water  transportation  on 70 

rea.sonable   228,229,230,231,232 

reduced,  for  passenger  tickets 13 

reduced  to  families  of  railway  employes 12 

reduced,  to  whom  lawfully  given 12 

reduction  of,  as  business  increases 62 

relation  of  local  and  through 24 

relative 233,234 

relative  on  different  branches 21 

schedule  of,  prescribed  by  Iowa  railroad  commission,  suit  involving 24 

shown  in  joint  tariffs,  must  not  be  deviated  from 122 

should  be  reasonably  proportional 21 

si  n  gle  228 

special,  prior  to  the  act 83, 125,228 

state,  affect  interstate  rates 74 

steadiness  of,  how  maintained  with  Canadian  roads 60,61 

steadiness  of,  since  amendment  of  act 25 

through 23,77,81,82,124,128,228,236 

through  and  local 20,21,228 

to  Boston  on  property  for  export 64-69 

tourist,  round  trip 9 

transcontinental 284 

unreasonably  low 213,228 

unsteadiness  in 227 

wars  of.... 123,227,228 

when  car  mileage  is  alleged  to  cause  discrimination  in 15 

Rates  and  Transportation  Division 4 
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Rate  sheets 162 

circular  relating  to  publication  of 120 

passenger, 8 

passenger,  preparation  and  publication  of 8 

printing  and  posting  of 8 

Rate  wars 123 

decrease  in , 25 

defects  in  the  act  may  furnish  grounds  for 82 

by  Canadian  carriers,  how  averted 60 

Raworth,  E.  M 198 

Kawsox,  William  L 137, 160 

Reasonable  RATES 228,229,230,231,232 

considerations  which  affect  the  question  of 229,231,232 

distance  as  a  measure  of  railroad  service 127, 137,  232 

former  preferential  rates  not  a  fair  test  of 125,  232 

not  necessarily  proportionate  to  distance 230,  231 

on  different  branches 127,  232 

on  live  cattle  in  car-loads > 136,  232 

on  local  and  through  business 126,  232 

on  long  hauls 124,232 

on  railroad  material 230 

parties  to  cases  involving 231 

princi pies  relating  to 229 

proportions  of  through 230 

responsibility  of  carriers  concerning 229 

to  small  andlarge  towns 229 

Rebates 130,173 

impartially  given 64 

on  Boston  export  traffic  without  discrimination 64 

on  coal  shipped  to  Canada 21 

on  State  traffic,  influence  of,  on  interstate  traffic 75 

when  illegal 65 

when  not  illegal 64 

how  corrected 65 

Records  kept  by  carriers  of  freight  accounts 26,244 

Refrigerator  cars 

profits  from  mileage  on 16 

Rehearings 130,131,233,429 

Relations  existing  between  railway  corporations  and  their  em- 
ployes    341-390 

circular  of  Commission  relating  to 341 

replies  to : 

Atchison,  Topeka  and  Santa  F^  R.  R.  Co 342 

Atlantic  and  Pacific  R.  R.  Co 343 

Baltimore  and  Ohio  R.  R.  Co  343 

Boston  and  Albany  R.  R.  Co  345 

Boston  and  Maine  R.  R.  Co 345 

Burlington,  Cedar  Rapids  and  Northern  Ry.  Co 345 

Central  R.R.  and  Banking  Co.  of  Georgia 346 

Central  R.  R.  Co.  of  New  .Terse  v 346 

Central  Vermont  R.  R.  Co ^ 346 

Chesapeake  and  Ohio  Ry.  Co 347 

Chicago  and  Alton  R.  R.  Co  347 

Chicago  and  Atlantic  Ry .  Co 347 

Chicago  and  Eastern  Illinois  R.  R.  Co 348 

Chicago  and  Grand  Trunk  Ry.  Co 348 

Chicago  and  North- Western  Ry.  Co 348 

Chicago,  Burlington  and  Northern  R.  R.  Co 349 

Chicago,  Burlington  and  Quincj^  R.  R.  Co 349 

Chicago,  Milwaukee  and  St.  Paul  Ry.  Co 350 

Chicago,  St.  Paul  and  Kansas  City  Ry.  Co 350 

Chicago,  St.  Paul,  Minneapolis  and  Omaha  Ry.  Co 351 

Cincinnati,  Hamilton  and  Dayton  R.  R.  Co 351 

Cincinnati,  New  Orleans  and  Texas  Ry.  Co.  and  operated  roads.  352 

Cleveland,  Cincinnati,  Chicago  and  St.  Louis  Ry.  Co 353 

Delaware  and  Hudson  Canal  Co.. 353 

Delaware,  Lackawanna  and  Western  R.  R.  Co 354 

Denver  and  Rio  Grande  R.  R.  Co 354 

Detroit,  Lansing  and  Northern  R.  R.  Co 355 

East  Tennessee,  Virginia  and  Georgia  Ry.  Co 355 
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Fitchburj^  K.  R.,  Hoosac  Tnnn(3l  Route :^50 

Flint  and  Pero  Marquette  R.  R.  Co 350 

Geor<?ia  R.  R.  Co 357 

Grand  Trunk  Ry.  Co.  of  Canada 357 

Illinois  Central'R.R.  Co 358 

Iowa  Central  R.  R.  Co 345 

Kansas  City,  Fort  Scott  and  Memphis  R.  R.  Co.  and  associated 

companies 359 

Kentucky  Central  Ry.  Co 367 

Lake  Erie  and  Western  R.R.  Co 359 

Lake  Shore  and  Michigan  Southern  Ry.  Co 360 

Lehigh  Valley  R.  R.  Co 360 

Little  Rock  and  Memphis  R.  R.  Co 361 

Louisville  and  Nashville  R.  R.  Co : 365 

Louisville,  New  Albany  and  Chicago  Ry.  Co 361 

Louisville,  New  Orleans  and  Texas  Ry.  Co 362 

Maine  Central  R.  R.  Co 362 

Mich igan  Central  R.  R.  Co 362 

Minneapolis  aud  St.  Louis  Ry.  Co 363 

Minneapolis,  St.  Paul  and  Sault  Ste.  Marie  Ry.  Co 364 

Missouri,  Kansas  and  Texas  Ry .  Co 364 

Missouri  Pacific  Ry.  Co 365 

Mobile  and  Ohio  R.  R.  Co 366 

Nashville,  Chattanooga  and  St.  Louis  Ry.  Co 367 

Newport  News  and  Mississippi  Vallev  Co 367 

New  York  and  New  England  R.  R.  Co 368 

New  York  Central  and  Hudson  River  R.  R.  Co 368 

New  York,  Chicago  and  St.  Louis  R.  R.  Co 369 

New  York,  Lake  Erie  and  Western  R.  R.  Co 369 

New  York,  New  Haven  and  Hartford  R.  R.  Co 369 

New  York,  Ontario  and  Western  R.  R.  Co 370 

New  York,  Providence  and  Boston  R.  R.  Co 370 

New  York,  Susquehanna  and  Western  R.  R.  Co 370 

Norfolk  and  Western  R.  R.  Co 371 

Northern  Pacific  R.  R.  Co 371 

Ohio,  Indiana  and  Western  Ry.  Co 372 

Oregon  Railway  and  Navigation  Co 372 

Pennsylvania  R.  R.  Co 373 

Philadelphia  and  Reading  R.  R.  Co 375 

Pittsburgh  and  Lake  Erie  R.  R.  Co 378 

Pittsburgh,  Cincinnati  and  St.  Louis  Ry .  Co 377 

Richmond  and  Danville  R.  R.  Co I 378 

Rio  Grande  Western  Ry.  Co 378 

Rome,  Watertown  and  Ogdensburg  R.  R.  Co 379 

St.  Paul,  Minneapolis  and  Mani toba  Ry 379 

Savannah,  Florida  and  Western  Ry .  Co 379 

Southern  Pacific  Co 379 

Texas  and  Pacific  Ry.  Co 380 

Texas  Pan  Handle 381 

Toledo,  Ann  Arbor  aud  North  Michigan  Ry.  Co 381 

Union  Pacific  Ry.  Co 382 

Utah  Central  Ry.  Co 382 

VandaliaLine 383 

WabashR.  R.  Co 384 

Western  and  Atlantic  R.  R  Co 384 

Western  New  York  and  Pennsylvania  R.  R.  Co 384 

West  Shore  R.  R.  Co .' 385 

Wheeling  and  Lake  Erie  R.  R.  Co 385 

Wisconsin  Central  Co 385 

circular  relating  to 386 

replies  to : 

Brotherhood  of  Locomotive  Engineers 387 

Brotherhood  of  Locomotive  Fi remen 389 

Brotherhood  of  Railroad  Brakemen 388 

Employes'  Mutual  Aid  Society 390 

Order  of  Railway  Conductors 388 

Railroad  Employes'  Club 390 

Switchmen's  Mutual  Aid  Association  of  North  America 390 
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Relative  rates ...** .,.„.*... -,  233,234 

adjustment  of ,, 123,124,233 

circumstances  aflfecting , »-..<.. 233 

on  competing  lines  ,. » - ,.., 234 

on  different  branches 127,234 

proof  required  in  cases  involving 234 

Relfe,  John 183 

Rend,  William  P , 123,145 

Reparation   137,234 

Replications  to  answers , . . . 137, 234 

Report  of  the  Interstate  Commerce  Commission 1,3 

appendices  to.     {See  Appendices.) 
Reports  and  decisions 

how  printed  and  distributed 27 

Rice,  George ..: .133,172,173,178,191,200 

Rice,  Reuben  L 142 

Rice,  Robinson  &  Witherop 130,142 

Richardson's  ice  works 175 

Richmond  and  Allegheny  R.  R.  Co  187 

Richmond  and  Danville  R.  R.  Co 149, 155, 163, 171, 187, 188, 378 

Richmond,  Fredericksburgh  and  Potomac  R.  R.  Co 187 

Richmond,  Va - .  6 

Rio  Grande  Western  Ry.  Co « 378 

Robinson,  Joseph  C ,..,. 142 

Roebling's  Sons  Co.,  John  A 188 

Rome  R.  R.  Co 155 

Rome,  W^atertown  and  Ogdensburgh  R.  R.  Co 176, 187, 379 

Rules  of  Practice,  as  amended 9, 426 

I.  Public  sessions 426 

II.  Parties   426 

III.  Complaints : 427 

IV,  V.  Answers 427 

VI.  Service  of  papers 428 

VII.  Affidavits 428 

VIII.  Amendments 428 

IX.  Adjournments  and  extensions  of  time 428 

X.  Stipulations 428 

XI.  Hearings ^ 428 

XII.  Witnesses  and  depositions 428 

XIII.  Proposed  findings  of  fact 429 

XIV.  Rehearings 429 

XV.  Printing  of  pleadings 429 

XVI.  Copies 429 

XVII.  Address  of  the  Commission 430 

sections  863  and  864  of  Revised  Statutes  of  the  United  States 430 

forms 431-436 

Ryan,  William,  &  Son 167 

Sacramento  and  Placerville  R.  R.  Co -  ■  -  -  35 

Safety  appliances.     {See  Federal  regulations  of  safety  appliances.) 

St.  John,  New  Brunswick - 

St.  Joseph  and  Grand  Island  R.  R.  Co 

St.  Joseph  and  Western  R.  R.  Co ---•  3t 

St.  Louis,  Alton  and  Terre  Haute  R.  R.  Co 1^^ 

St.  Louis  /nd  San  Francisco  Ry.  Co 36,133,173, 181,1 8^ 

St.  Louis,  Associated  Wholesale  Grocers  of l*^' 

St.  Louis,  Iron  Mountain  and  Southern  Ry.  Co 81,129,149,152,171,191 

St.  Louis.  Keokuk  and  Northwestern  R.  R.  Co 158,176,182 

St.  Louis,  Mo -^ 

St.  Paul.  Minneapolis  and  Manitoba  Ry.  Co 187,198,37$ 

St.  Paul,  Minn 6,59," 

Salt  Lake  City,  Utah 

San  Bernardino  Board  of  Trade l?j 

San  Francisco,  Cal ^''^^14 

Sanger,  J.  P 1^ 

San  Josi^:,Cal 

San  Pablo  and  Tulare  R.  R.  Go 

Saratoga,  N.  Y 

Savannah,  Florida  AND  Western  R.  R.  Co 155,158, 171, 18",  188, 3i 

Savannah,  Ga 
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Savannah,  GuiKFlN  AND  North  Alabama  Ry.  Co 155 

SCHEDl'LKS 

circular  rclatiiii^  to  publication  of 120 

Scioto  Valley  Ky.  Co 1H6 

SKAliOAKD  AM)  KOANOKE  K.  K.  CO 171 

Seattle,  Wash C,  59 

Secretary  of  Interstate  Commerce  Commission 

acts  as  disbursiug  agent 3 

duties  of 3 

Shenandoah  Valley  R.  R.  Co 137,165,187,188 

Shippers  Receipt 244 

Shores,  B.  F 139 

SiDMAN,  George  D 192 

SiLBERIIOKN  &  ('O 167 

Simpson  &  Watkins 194,  J95 

Sinclair,  T.  M.,  «fe  Son 167 

Sioux  City  and  Pacific  R.  R.  Co 35, 36, 37 

Sioux  City,  Iowa 127 

Smith,  Orland,  receiver • 197 

Soap 197,199 

Soo  Line 59 

South  Carolina  Ry.  Co 150, 171 

Southeastern  Ry 59 

Southern  carriers 

conference  with 9, 67 

investigation  of 7 

ordered  to  revise  tariffs,  etc 8 

Southern  Pacific  Company 35,  36, 132, 171, 173, 180, 184, 187, 191, 198, 379 

Southern  Pacific  R.  R.  Co 35,133 

Southern  Ry.  and  Steam- ship  Association 7, 57, 150, 165 

Southern  Railway  AND  Steam-ship  Classification 

absorption  of  special  and  exceptional  classification  into 57 

Spartanburg  Board  of  Trade 149 

Spokane  Falls  Merchants'  Union 175 

Spokane  Falls,  Wash 6 

Squire,  John  P.,  &  Co 159 

State  action 

does  not  control  in  regulation  of  interstate  traffic 22, 136 

State  and  interstate  railroads 

(See  Railroads.) 
State  Department 

documents  received  from 104 

State  laws 

governing  railroad  returns,  diversity  in 43 

regulation  of  commerce  by 39 

State  railroad  commissioners 

action  of,  not  controlling  in  respect  to  interstate  traffic 22, 136 

action  of,  regarding  cattle  in  car  loads 235 

action  of,  regarding  safety  appliances 85,  86,  87,  88 

conference  with 8,38-45 

points  decided  in  suit  against 24 

replies  to  circular  relating  to  Federal  regulation  of  safety  appliances  : 

Connecticut 295 

Kansas 297 

Maine 298 

Massachusetts 300 

Michigan 303 

New  York 305 

Ohio 309 

Oregon 310 

other  States 310 

support  of  uniform  classification  by 51 

views  of,  in  regard  to  safety  appliances 95,96,97 

when  Federal  courts  have  jurisdiction  in  suits  against 24 

State  railroad  companies 

courtesy  of,  in  making  returns  to  Commission , 40 

list  of  those  claiming  not  to  be  subject  to  the  act 290 

State  railroads 

independent  management  of 39 
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participation  of,  in  interstate  traffic , 73 

regulation  of,  by  State  laws 39 

regulated  by  State  laws  difitereut  from  the  Federal  law 73,  74 

(-Sef  Railroads.) 
Statistical  tables 

I.  Classiti cation  of  railways  on  mileage 29,30 

II.  Amount  of  railway  capital 30 

III.  Earnings  and  income 30 

IV.  Operating  expenses  and  fixed  charges 30,  31 

V.  Payments  on  railway  capital 31 

VI.  Financial  operations  for  the  year 31 

Summary  of  Tables  III  and  IV 31 

Statistical  work  of  the  Commission 29-33 

Statistics 

railway 29, 33, 40 

Steam-boat  Inspection  Service 98 

Stone  &  Garten 153 

Stransky,  Wojta 16« 

Subpoena 436 

SuBPa:NAS  duces  tecum 22,133,235 

Sugar 184,198 

Surgical  chairs 185,199 

Switches  and  signals 

interlocking 95 

Switchmen's  Mutual  Aid  Association  of  North  America 390 

SwiTz,  Frederick  J '.  196 

Tacoma,  Wash 6,59 

Tank  cars 

mileage  on 15 

Tariffs 129 

abandonment  of 137, 224 

changes  in  joint 235 

combination  rates  different  from  rates  specified  in 7 

competition  for,  by  Canadian  carriers 60,61,  62, 152 

division  of,  to  Canadian  lines 60 

duty  of  carriers  to  accept 202 

export 59,64-69 

filing  and  publication  of 25,66,67,123,129,235 

filing  of,  necessary  to  regulation 25 

form  of 129 

frequency  of  changes  in 26 

Grand  Trunk  Ry.  of  Canada 73 

how  filed  in  office  of  Commission 26 

import 67,  122 

interchange  of,  facilities  for 77-82, 107, 129, 152, 190  210, 211 

joint  and  individual  under  substantially  same  rules 122; 

modification  of 235 

must  be  framed  by  the  carriers 235  j 

not  framed  as  required  by  law 7 

number  filed 41 

number  of  enormous - 26 

of  foreign  carriers 130,  235 

preparation  of 129,  235 

rates  charged  not  shown  by 7 

should  on  their  face  show  compliance  with  law 26 1 

special 235| 

Tariffs  and  classifications 154i 

Terre  Haute  and  Indianapolis  R.  R.  Co 170,187 

Testimony 430 ! 

by  deposition,  amendment  concerning,  recommended 108' 

copies  of 429; 

in  criminal  cases,  difficulty  of  procuring 106, 107- 

of  witnesses,  amendment  concerning  recommended 1081 

Texarkana  Ice  Company 175: 

Tkxarkana,  Tex 81 

J'EXAS  AND  Pacific  Ry.  Co 171,175,184,186,191, 

Texas  Association 49^ 

Texas  Pan  Handle 381 
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TnuRBER,  F.  B I'.VJ 

TuKOUGii  RATES 64,69, 128,236 

defined 124,2:56 

for  louj;  distance8 20 

from  {grouped  stations 123, 236 

inland  proportion  of,  on  export  traffic 64, 61),  132,  147 

ou  export  traflic 66,  69 

over  through  routes 23, 77,  81, 82, 129, 211 

publication  of,  by  Canadian  carriers 63 

relation  of,  to  local  rates 20 

through  and  continuous  lines  imply 236 

when  not  illegal 126,236 

when  required 236 

amendment  concerning,  recommended 107 

Through  routes  and  through  rates 23,77,81,82,129,211 

complaint  of  refusal  to  make 81,82 

Ticket  brokerage 184 

a  burden  on  carriers 83 

amendment  concerning,  recommended 108 

evils  of  the  practice 19 

amendment  of  the  act  may  i^revent 20 

investigations  concerning - 19 

Tickets 236 

commissions  ou  the  sale  of 13 

commutation 13,129,191 

excursion 13,129,190 

mileage 13,189,219 

mileage,  excursion,  and  commutation 129 

overcharges  on 180 

reduced  rates  for  passenger 13 

return  of  overcharge  for 132 

sale  of,  amendment  concerning,  recommended 108 

through 152 

Timms,  W.  B 139 

Titusville,  Pa 6, 155 

Tobacco 68 

Toledo,  Ann  Arbor  and  North  Michigan  Ry.  Co 381 

Toledo,  Ohio 6 

Toledo  Produce  Exchange  .^.. 126, 174 

Tomatoes , 190 

Trackage  and  car  mileage 177 

Traders'  Despatch 145 

Traffic 

carried  by  lake  and  rail 70,71,72 

commissions  on  passenger 13, 14,  83, 108, 177, 205 

commissions  to  solicitors  of  freight 83 

export 8,59,64-69,122,132,147,168,170,209 

interchange  of 76-82, 84, 129, 210,  211 

State  and  interstate 38,39,40,42,71,72,73,74,75,77,80 

through  Canada 58,63 

with  Canada 21 

Train  brakes 91,92,93 

Transcontinental  Association ^ 49 

Transcontinental  rates 284 

Trans  Missouri  Association 49 

Transportation 

ditferent  regulation  of  State  and  interstate 73,74 

of  persons 160 

partly  by  rail  and  partly  by  water 70 

part  rail  and  part  water,  when  not  subject  to  the  act 71 

rail,  not  subject  to  the  law 72,73,74,75 

(See  Free  Passes  and  Free  Transportation  Traffic.) 
Treasury  Department 

regulations  of,  respecting  merchandise  passing  through  Canada  in  bond  63 

Trunk  Line  Association 9,66, 198 

Trunk  line  carriers 168 

investigation  of  ex))()rt  rates  by 8,66;  168 

lake  vessels  owned  by '    71 

how  uHcd 71 

tonnage  of 71 
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Twenty-second  section 

suit  iu  United  States  court  brought  under 23 

Underbilling 144,145,147.237 

Uniform  CLASSIFICATION 44 

difficulties  encountered  iu  establisliing 50 

discussion  of,  necessary 51 

efforts  to  arrive  at,  should  be  increased   50 

extracts  from  First  and  Second  Annual  Reports  of  Commission  concern- 
ing  51.52.53,54,55,56,57 

local  State  classifications  may  embarrass 50 

number  of  articles  to  be  classified  in  a 49 

proceedings  of  committee  of  railroad  ofiicials  on... 48,49 

progress  of  carriers  in  regard  to 48 

progress  toward  establishing 57 

recommendations  of  committees  on,  will  be  revised  by  carriers 50 

report  of  committee  will  be  recommendatory 49 

success  of,  if  adopted  by  carriers 51 

Union  Line 144 

Union  Pacific  Ry.  Co  . . . .  35, 36, 37, 77, 132, 133, 135, 142, 172, 173, 180, 184, 187, 196, 198, 

200, 315, 382 

increase  of  mileage  of 77 

suit  of  Western  Union  Telegraph  Company  in  United  States  court  against.  37 
United  States  courts 

questions  decided  by 23 

United  States  Telegraph  Company 35,36 

Unjust  discrimination  237,238,239,240,241,242 

between  small  and  large  towns 240 

between  localities 239 

by  combination  rates 240 

by  commissions  on  sale  of  tickets 14 

by  compan ies  operating  short  branch  roads 240 

by  free  transportation 241 

by  inland  rates  on  export  traffic 132, 242 

by  local  and  through  rates 126,241 

by  party  and  passenger  car  load  rates 127, 242 

by  payments  of  car  mileage 15, 16, 237 

by  special  tariffs 241 

by  ticket  brokerage 123,241 

by  transportation  in  cars  not  owned  by  carrier 240,241 

conviction  of  railroad  official  for 23, 24 

discount  for  quantity  shipped 237 

evidence  in  cases  involving 239 

in  distribution  of  cars 239 

in  mileage  tickets , 238 

in  passenger  transportation 238 

in  rates  from  two  terminals  at  one  end  of  road 237 

in  rates  on  branch  lines 127,241,242 

in  rates  on  coal  to  Canadian  points 130, 242 

in  relative  rates - 238 

in  through  and  local  transportation 24 

in  transportation  by  water  and  rail  lines 128,242 

in  transportation  of  oil 239, 240 

j  ustification  of,  by  water  competition 238 

results  of,  before  act _ 83 

stock-yard  facilities 238 

Utah  Central  Ry.  Co 382 

Valley  Ry.  Co 199 

Vandalia  Line 383 

Vanceboro,  New  Brunswick 59 

Vermont  Central  R.  R.  Co 1(10 

ViCKSBURG  and  MERIDIAN  RY.  Co 155,  171,  179 

ViCKSBURG,  ShREVEPORT,  AND  PACIFIC  Ry.  CO 171,  179,  196 

Wabash  R.  R.  Co 166,177,178,188,200,384 

Wabash  Western  Ry.  Co 132,147,177,178,187 

Warner,  Hulbert  H 198 

Washington,  D.  C 6,8,10,13,15,55 

Water  AND  rail  lines. 70-72,242 

Water  carriers 

\  exemption  of  independent 70 

lower  nitcij  of.. , 70 
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Water  competition 70,243 

Water  transportation 

ameudment  concoruing,  rocommeDded 108 

intiiieuce  of,  on  rail  rates 70 

wheu  act  applies  to 70 

Way-bills 248 

Wells,  Fargo  &  Co 183 

Western  and  Atlantic  R.R.Co 150,155, 158, 171,172, 187,199,384 

Western  classification 

absorption  of  special  and  exceptional  classifications  into 57 

Western  Maryland  R.R.Co 187 

Western  New  York  and  Penn.  R.  R.  Co 130, 142, 155, 156, 161, 176, 187,  384 

Western  North  Carolina  R.R.Co 150 

Western  Ry.  of  Alabama 155, 171,187 

Western  States  Passenger  Association 14 

Western  Union  Telegraph  Company 8,  35,36,37 

arrangements  of  Government-aided  railroad  companies  witli 34 

Westinghouse  Air  Brake  Company 

communication  from 335 

West  Shore  R.  R.  Co 132,  147, 176, 187, 198,385 

Wheat 124,138,143,182 

Wheeling  and  Lake  Erie  R.  R.  Co , 385 

White,  Frederick  A 138,182 

White  Line 144 

Whitlock,  R.  H 181 

Williams,  Irving , 163 

Wilmington  and  Weldon  R.  R.  Co 155 

Wilmington,  Columbia  and  Augusta  R.  R.  Co 155 

Wire 

telegraph T 188 

fence 188 

Wisconsin  Central  Co 145,158, 162,  177, 178,187,385 

Witherop,  John  W 142 

Witnesses 428 

attendance  of,  amendment  concerning,  recommended 108 

fees  of 429 

fees  of,  Low  paid 436 

Wood,  Joseph  J 188,190 

Woodson,  S.  G 150 

Worcester  Excursion  Car  Company 146 

Yergason,  H.  C,  receiver 197 


